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DIRECTOR-GENERAL AND REPARATION 


There has been a great deal of dissatisfaction by 
shippers with the attitude of the Director-General as 
to the payment of awards of reparation, with interest, 
made by the Commission. It has been intensified since 
the discovery that he has been discriminating among 
shippers in his settlements, especially as to the payment 
of interest. In some instances he has paid interest in 
full, 6 per cent per annum; in others he has paid 4% 
per cent; in others 3 per cent; and in many cases he 
has refused to pay any interest. 

It seems to have been the practice, where claims 
were small and claimants could not afford to bring suit, 
to deny liability, but, rather than litigate, the Director- 
General would settle on condition that interest be waived. 
In other cases, where the amount involved would justify 
suit, settlement would be offered on a basis of 3 per 
cent, or some other rate, less than the 6 per cent, named 
in the award by the Commission. This practice, it will 
hardly be denied, is discrimination and ought not to be 
tolerated. It smacks of “strong arm” methods, un- 
worthy both of the Director-General and of the govern- 
ment of the United States. Shippers are entitled to 
equal treatment, at the hands of the Director-General, 
as well as at the hands of the carriers when operating 
in their private capacity. We think the law provides for 
this in both instances. If the Director-General thinks 
otherwise, he should refuse to pay interest to any and 
permit the courts to pass on the question of whether he 
is liable for interest. If one shipper is entitled to in- 
terest on an award of reparation, all shippers are en- 
titled to it. The Director-General will hardly dispute 
that statement, unless he goes behind the decisions of 
the Commission and says that, while some awards are 
Proper, others are improper and should not be paid. 
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Here again is a question which he should have taken 
to the courts the first time it arose and had it deter- 
mined. No one could have found any fault with that 
procedure, but we think shippers are abundantly justi- 
fied in entering a vigorous complaint against the prac- 
tice he has followed. 

Since the decision of the Supreme Court of the 
United States, in the so-called Du Pont Case, April 7, 
1924, the Director-General, seems to think his course 
in refusing to pay interest is justified. In that case the 
court, in an opinion by Justice Sutherland, said: 

In taking over and operating the railroad systems of the 
country the United States did so in its sovereign capacity * * * 
and it may not be held to have waived any sovereign right or 
privilege unless plainly so provided. 

The question involved in that case, however, was 
solely the application of statutes of limitation to actions 
brought by the Director-General. The court held: 


An action by the Director-General to recover upon a liabil- 
ity arising out of such control is an action on behalf of the 
United States in its governmental capacity, and, therefore, is 
subject to no time limitation, in the absence of ‘Congressional 
enactment imposing it. 


It does not appear to the layman that the principles 
in this case are applicable to cases arising out of awards 
of reparation, with interest, made by the Commission 
after a hearing, against the Girector-General. 

We are advised that the Director-General questions 
the authority of the Commission to award reparation 
against him, and he particularly questions its power to 
award interest. We do not believe his contentions are 
sound. The courts have repeatedly upheld the practice 
of the Commission in including interest in reparation 
awards. The Commission has been awarding reparation, 
with interest, for thirty-seven years—its entire history— 
and, so far as we know, its jursidiction in that respect 
has never been challenged. It would, therefore, seem 
that it is rather late to question it now. Whether it has 
authority to award interest against the Director-General, 
as agent, acting in his governmental capacity, must, we 
think, be determined by statutory provisions. Section 10, 
of the Federal Control Act, says: 


That carriers, while under federal control, shall be subject 
to all laws and liabilities as comman carriers, whether arising 
under state or federal laws or at common law except in so far as 
may be inconsistent with the provisions of this act, or any other 
act applicable to such federal control or with any order of the 
President. Actions at law or suits in equity may be brought by 
and against such carriers and judgments rendered as now pro- 
vided by law; and in any action at law or suit in equity against 
the carrier, no defense shall be made thereto upon the ground 
that the carrier is an instrumentality or agency of the federal 
government. 


In commenting on that section of the Federal Con- 
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RACTION REPRESENTATION is 

not confined to the territory im- 
me‘liately served by the Illinois Traction 
System. 


R the convenience of the shipper in 

the national field the Traction main- 

tains traffic representatives at the 
principal shipping centers. 


HESE men are at your service. 
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rates -this modern carrier has with 
800 railways, give specifications on 
equipment, quote rates on shipments 
of any commodities to and from any 
point, furnish data on industrial con- 
ditions and shipping possibilities in this 
busy mid-west territory. 
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wire to our general office will 
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trol Act, Justice Brandeis, in Mo. Pac. R. Co. vs. Ault, 
256 U. S. 554, 559, said: 


The plain purpose of the above provision was to preserve to 
the general public the rights and remedies against common 


carriers which it enjoyed at the time the railroads were taken 
over by the President, except in so far as such rights or rem- 
edies might interfere with the needs of Federal operation. * * * 

The courts were to go on entertaining suits and entering 
judgments under existing law, but the property in the hands of 
the President for war purposes was not to be disturbed. With 
that exception, the substantial legal rights of persons having 
dealings with the carriers were not to be affectéd by the change 
of control. 


And again, Justice Brandeis said: 


The government undertook, as carrier , to observe all exist- 
ing laws; it undertook to compensate any person injured through 
a departure by its agents or servants from their duty under 
such law. 

Clearly, it would seem to be the duty of the 
Director-General to obey the law, in his dealings with 
the public, as laid down, both in the federal control act 
and the act to regulate commerce, If he has not been 
doing that—and it appears that he has not—he should 
be compelled to, either by the President, whose agent 
he is, or by Congress, which enacted both the federal 
control act and the act to regulate commerce. If he is 
flouting the law and defeating the intentions of Congress, 
as expressed in its legislative enactments, he should be 
called to account by those shippers against whom he has 
discriminated. 


LEGISLATIVE DANGERS 

As the time approaches for the proposed adjourn- 
ment of Congress, there are evidences of haste in push- 
ing through legislation desired by this, that, or the other 
interest. This applies to transportation as well as to 
other legislation. Indeed, it seems to be more pro- 
nounced in the transportation field than anywhere else. 
This hurry at the end of a session is a usual phenomenon 
and is always dangerous, for the reason that, in the rush 
to get through and satisfy those who are pressing for 
the passage of certain bills, laws are made without due 


consideration. The result is often confusion and injus- 
tice. 


The situation at this time is particularly dangerous 
with respect to transportation legislation, for the reason 
that so much that is radical and foolish has been pro- 
posed, and that those behind these measures are so 
active and insistent. A few weeks ago, those who 
judged by outward appearances and supposed that mat- 
ters in Congress would go through the usual routine, 
were more or less justified in believing that there would 
be little, if any, transportation legislation before the 
adjournment of the present session. Now, however, it 
appears likely that several measures may be rushed 
through under high pressure and without careful con- 
sideration. One of these is the Smith resolution having 
for its object the reduction of rates on agricultural com- 
modities and declaring it to be the rate-making policy 
of the country that rates shall be so made as to assist 
any industry that is not in prosperous condition. An- 
other is the bill for the repeal of section 15-a, the rate- 
making section of the transportation act. Another is 
the Gooding bill providing for a rigid application of the 
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fourth section of the interstate commerce act. Another 
is thestfowell-Barkley bill abolishing the Railroad Labor 
Board and substituting for it a number of other boards 
at great expense and great advantage to union labor. 
It would not be surprising if any or all of these bills 
were enacted into law. The situation calls for the ut- 
most activity on the part of those who believe in sound 
transportation policies, and a rising above petty consid- 
erations and the fear of being called “pro railroad.” We 
believe that many have been deterred from expressing 
their true opinions in such way as to give them force, 
and even from giving careful consideration to some of 
the things proposed, because of the fact that the rail- 
roads have been opposed to them and their proponents 
have raised the “pro railroad” cry against those who 
happened to be in agreement with the railroads. 

Even the members of the Interstate Commerce Com- 
mission have not escaped the foul tongues of these evil- 
minded, crooked-thinking persons who attack the mo- 
tives of those who disagree with them. This week, in 
the debate on the Gooding long-and-short-haul bill, 
Senator Gooding, one of the most pestiferous of these 
vultures, who fatten on scandal and befoul everything 
they touch, declared that a majority of the commission- 
ers were mere tools for the railroad corporations. Of 
course, this is a libel, uttered for propaganda purposes, 
for the reason that the Commission is not supposed to 
look with favor on Senator Gooding’s bill. If Senator 
Gooding really thinks. anything of the sort he should 
institute an investigation and, on satisfactory proof that 
his suspicion was correct, have the objectionable com- 
missioners removed. The Commission is the servant of 
Congress. Senator Gooding’s wail is comparable to the 
complaint of a business man that one of his employes 
was crooked, but who did nothing to remove the employe. 
If there are any who ought to be safe from insinuations 
or false statements of this kind, they are the members 
of the Interstate Commerce Commission, who serve the 
public faithfully and well and who, though they may 
make mistakes, being human, are certainly above sus- 
picion as to their motives. 


But the commissioners are crooked, says the scav- 
enger, Gooding. The traffic clubs are dominated by 
the railroads, say Congressmen Huddleston and Mr. Rip- 
pin. The Traffic World is controlled by the railroads, 


insinuate Mr. Rippin and Mr. Benton, and asserts 
Senator Gooding. They know nothing about the truth 


and they care nothing about it. They say the first thing 
that occurs to their filthy minds as being a possiible 
means of gaining their ends. It is not so important that 
some who stand for what they believe to be right should 
have mud flung at them; but it is important that others 
be not frightened by this mud-flinging to suppress their 
own opinions. The records show that the position of 
the railroads in the matters under discussion is not con- 
fined to them. It is shared by many disinterested per- 
sons and by thousands of shippers. The position of the 
National Industrial Traffic League, the national organ- 
ization of shippers’ representatives, is itself of record. 
It is opposing this legislation. Is it also controlled by 
the railroads? 
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The surprising thing about the present situation and 
similar situations that arise from time to time, is not 
so much that bad legislation is proposed and enacted, 
but that men like Gooding and Huddleston can perform 
as they do and still be returned to Congress, the ac- 
credited representatives of self-respecting constituents, 
where they continue to act like hoodlums. Why do they 
question the motives of those who disagree with them? 
One of two reasons. Either because they merely seek 
a means of intimidating their opponents, in which case 
they are mere thugs; or because they really believe their 
opponents are crooked. If the latter, why do they rea- 
son thus? One forms his ideas, in general, of the mo- 
tives of others from his own analysis, conscious or un- 
conscious, of the motives that govern him. 


SUSPENDED TARIFFS 


In I. and S. No. 2121, the Commission has suspended, from 
May 20 until September 17, schedules as published in supple- 
ment No. 6 to joint tariff, Jones’ I. C. C. No. 1504, and Leland’s 
I. C. C. No. 1665. The suspended schedules propose to change 
the differential basis of commodity rates on paper and paper 
articles, including printing and wrapping paper, paper board, 
pulpboard, ete., from stations in Michigan to Louisiana and 
Texas destinations. The following, applicable from Kalamazoo, 
Mich., to Texas common points, is illustrative: 


Newsprint Printing Writing Envel- 

Paper Paper Paper opes 

il iain dad Sinaia t= Baral 75 8214 100 112% 
Sgt EN SSS NE ie 85 93% 11314 127% 


In I. and S. No. 2126 the Commission has suspended from 
June 1 until September 29 schedules as published in the fol- 
lowing tariffs: Chicago, Milwaukee & St. Paul Supplement No. 
9 to C. M. & St. P. I. C. C. No. B-4842; Great Northern Supple- 
ment No. 2 to G. N. Ry. I. C. C. No. A-5849; Northern Pacific 
Supplement No. 5 to N. P. Ry. I. C. C. No. 7530; Supplement 
No. 2 to N. P. Ry. I. C. C. No. 7634; Supplement No. 2 to N. P. 
Ry. I. C. C.. No. 7644; Supplement No. 3 to N. P. Ry. I. C. C. 
No. 7644; Supplement No. 3 to N. P. Ry. I. C. C. No. 7827; Sup- 
plement No. 4 to N. P. Ry. I. C. C. No. 7827; Supplement No. 5 
to N. P. Ry. I. C. C. No. 7829; Supplement No. 6 to N. P, Ry. 
[. C. C. No, 7829. 

The suspended schedules propose to cancel the use of the 
combination rule for constructing rates on live stock between 
points in Oregon, Washington, Idaho, Montana and North Da- 
kota, and Missouri River and Mississippi River points, St. Paul, 
Duluth, Milwaukee, Chicago and Peoria and related points, and 
points in intermediate territory, which would result in the ap- 
plication of higher rates on shipments moving under combina- 
tion rates. The following applicable on cattle is illustrative: 


Rates are in cents per 100 pounds, from Great Falls, Mont., to 
Greenfield, Ill. Present, 89, proposed, 9314; also to Beardstown, III. 


Present 88, proposed 92; from Elmira, Ida., to Greenfield, Ill. Present 
rts proposed 118; also to Beardstown, Ill. Present 115%, proposed 
119%. 


In I. and S. No. 2124, the Commission has suspended, from 
May 19 and 20 until September 16, schedules as published in 
Baltimore & Ohio I. C. C. No. 19949, and in supplement No. 4 
to Reading I. C. C. No. 11. The suspended schedules propose 
to cancel charges for loading or unloading less-than-carload 
import and export freight from piers to cars or from cars to 
piers at Philadelphia, and the provisions for absorption thereof. 


COMMISSION ORDERS 


The Commission has denied the petition filed by the Cin- 
cinnati, New Orleans & Texas Pacific Railway Company and 
Southern Railway Company, asking for rehearing and reopening 
of the proceeding, and for modification of the order of June 
13, 1922, and for annullment and cancellation of the order of 
January 14, 1924. 

The proceedings in Valuation Nos. 192, in re New York, 
Ontario & Western Railway Company, and 225, in re Middle- 
town & Unionville Railroad Company, have been reopened for 
further hearing with respect to the classification of terminal 
property at Middletown, N. Y. 

The Commission’s order in No. 13025, Wichita Motors Com- 
pany vs. A. & V. Ry. et al., has been modified so that it will 
become effective on August 28 instead of June 28. 

H. D. Swayze, temporary receiver of the Kalamazoo, Lake 
Shore & Chicago Railway Company, has been permitted to in- 
tervene in Finance No. 3367, In re application of the Kalamazoo, 
Lake Shore & Chicago Railway Company, for certificate author- 
izing the abandonment of its line. 


The Commission has denied the defendants’ petition for re- 
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hearing in No. 13418, Houston Cotton Exchange & Board of 
Trade et al. vs. Arcade & Attica R. R. et al.; however, it has re- 
opened the proceeding for further oral argument. 

The Commission has denied the petition filed by the Cudahy 
Packing Company, Wilson & Company, Inc., Armour and Com- 
pany, and Swift & Company, in which they ask for leave to in- 
tervene and for further hearing in No. 14099, Interstate Cotton 
Oil Refining Company et al. vs. A. T. & S. F. Ry. et al. 

The St. Joseph Grain Exchange and Commerce Club of St. 
Joseph, Mo., has been authorized by the Commission to intervene 
in No. 15511, Board of Trade of the City of Chicago vs. Santa Fe 
Ry. et al. 

The Chicago & Alton Railroad Company, Wm. W. Wheelock 
and Wm. G. Bierd, receivers, has been permitted to intervene 
in No. 15682, Missouri-Kansas-Texas Railroad Company vs. Kan- 
sas City Terminal Railway Company. 

The Grand Forks Commercial Club has been authorized to 
intervene in No. 15823, Duluth Chamber of Commerce vs. C. & 
N. W. Ry. et al. 

The Traffic Bureau of the Watertown Chamber of Comnierce 
has been permitted to intervene in No. 15824, the Grand Forks 
Commercial Club vs. C. & N. W. Ry. et al. 

The proceeding in No. 9200, railway mail pay, has been re- 
opened for reconsideration.and reargument with, respect to the 
Commission’s denial of the carriers’ request for findings as to 
rates of pay for the transportation of mail matter from Febru- 
ary 25, 1921, to December 13, 1923. 

The Commission has denied the motion filed by the Manu- 
facturers’ Railway Company to vacate its order of suspension 
in I. and S. No. 2066, switching charges of the Manufacturers’ 
Railway. 

The Twin State Oil Company has been permitted to inter- 
vene in No. 15750, the Prairie Pipe Line Comopany vs. Arkansas 
Western Ry. et al. 

The Commission has modified its order in No. 13776, Port- 
land Flouring Mills Company vs. Great Northern Ry. et al., so 
as to make it become effective on June 29 instead of on May 29. 

Swift & Company and the Board of Railroad Commissioners 
of the State of North Dakota have been permitted to intervene 
in No. 15823, Duluth Chamber of Commerce vs. C. & N. W. Ry. 
et al. 

The Chicago Great Western Railroad Company, the Kansas 
City Southern Railway Company, and St Louis-San Francisco 
Railway Company have each been authorized to intervene in 
No. 15682, Missouri-Kansas-Texas Railroad neem! vs. Kan- 
sas City Terminal Railway Company: 


REVENUE FREIGHT LOADING 


Revenue freight loading receded slightly the week ended 
May 10 as compared with the preceding week, the total number 
of cars having been 909.187 as compared with 914,040 cars the 
preceding week and 974,741 and 767,094 cars in the correspond- 
ing periods of 1923 and 1922, respectively, according to the car 
service division of the American Railway Association. 

As compared with the preceding week increases were re 
ported in the loading of live stock, coal and ore, while decreases 
were reported in the loading of grain and grain products, coke, 
forest products, merchandise, L. C. L., and miscellaneous freight. 

Loading by districts the week ended May 10 and for the 
corresponding period of 1923 was as follows: 


Eastern district: Grain and grain products, 11,005 and 6,877: 
live stock, 3,218 and 2,859; coal, 39,194 and 53,142: coke, 1,742 
and 4,024; forest products, 5,239 and 5.775; ore, 4.056 and 4,603; 
merchandise, L. Cc. L., 69,546 and 65,932: miscellaneous, 88, 276 
and 96,162; total, 1924, 222,270; 1923, 239,374; 1922, 185, 218. 

Allegheny district: Grain and grain products, 3.497 and 1,942; 
live stock, 2,589 and 2,530; coal, 40,552 and 53,161: coke, 4,420 
and 7,542: forest products, 3,328 and 8.708; ore, 9,427 and 9.411; 
merchandise, L. Cc. L., 52,104 and 49,142; miscellaneous, 76,554 
and 86,376; total, 1924, 192, 471; 1923, 213, 812: 1922, 146,055. 

Pocahontas ‘district: ‘Grain and grain ‘products, 173 and 188; 
live stock, 87 and 82; coal, 23,752 and 24,930; coke, 207 and 535; 
forest  aery 1,557 and 1,914; ore, 111 and 504: merchandise, 
L. C. 6,984 and 6,456; miscellaneous, 4,895 and 5,203; total, 
1924, 37766. 1923, 39,812; 1922, 40,676. 


Southern district: Grain and grain products, 3,419 and 3,129: 
live stock, 1,766 and 1,851; coal, 15,011 and 22,163; coke, 917 and 
1,443; forest products, 24,274 and 24,809; ore, 1,572 and 1,712: 
merchandise, L. C. L. 38,603 and 39, 551: miscellaneous, 43,788 
and 43,274; total, 1924, 129,350; 1923, 137, 932; 1922, 126,005. 

Northwestern district: Grain and grain products, 9.156 and 
7,957; live stock, 9,264 and 8.156; coal, 4,502 and 5,418: coke, 1.266 
and i, 204; forest procusts, 18, 853 and 19,070; ore 26, 609 and 39,852: 
merchandise, L. C. L., 30,458 ‘and 31,894; miscellaneous, 33,336 and 
37,874: total, 1924, 133,444; 1923, 151, 425; 1922, 108,213. 

Central Western district: Grain and grain products, 9.892 
and 8,266; live stock, 12,376 and 11,005; coal, 10,005 and 12,502: 
coke, 317 and 441: forest products, 11.443 and 10,261; ore, 2,965 and 
3,076: merchandise, ae. 8 ., 36,588 and 35,832: miscellaneous, 
49,528 and 53,472; total, 1924, 133, 114; 1923, 135,215: 1922, 110,396. 

Southwestern district: ‘Grain and grain products, 4,343 and 
3,620; live stock, 3,054 and 2,562; coal, 3,030 and 3,772; coke, 141 
and 126; forest products, 8,789 and 8.531; ore. 483 and 458: mer- 
chandise, L. C. L., 15,140 and 14,807; miscellaneous, 25,792 and 
23,295; total. 1924, 60,772; 1928, 57,171; 1922, 1. 

Total, all roads: ‘Grain and grain ‘products, 41,485 and 31, tA 
live stock, 32,354 and 29,045; coal, 136,046 and 175, 088; coke, 9,010 
and 15,315; forest products, 73,483 and 74,428: ore, 45,223 and 
59.616: merchandise, Ra* ©. Bac 249, 423 and 243. 614: miscellaneous, 
322,163 and 345,656; total, 1924, 909, 187; 1923, 974,741; 1922, 767,094. 
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Current Topics | 


in Washington 





Government by Threat.—One impression created by recent 
legislative events is that this has become a. government by 
threats—threats by labor organizations, threats by organizations 
of the drys, by unions of the wets, by hunters for river and 
harbor appropriations and the bonus for men’who served in the- 
armed forces. In passing, of course, it might be observed that 
all government and all attempts at government, in the last anal- 
ysis, are threats of unpleasant things to happen to the luckless 
wight whose chief effort is to grow beans enough to support 
his family, to hire a man to build him a house, another to 
clothe his family, another to build and maintain a flivver, still 
another to trade meat for beans ,and, last of all, to hire the 
undertaker to dispose of his worn-out hulk. Before there was 
organized government, it might also be observed, the afore- 
mentioned wight was threatened by the hairy brute, larger than 
himself, with loss of wife as a miid punishment for being weak, 
and slavery, to boot, as a major punishment for that sin of 
himself and his ancestors. However, until recently, in the his- 
tory of the United States, it was not considered good form to 
undertake persuasion of lawmakers by coarse and open threats. 
So far as can now be recalled, the labor unions were the first 
to revert to the older method—the method that, for centuries, 
made of the laborer of every kind, both white collar and blue 
shirt, a slave to the strong arm. The disgusting thing in Wash- 
ington is to see the scurrying of men elected to legislate, when 
the organized minorities utter their threats. A large number 
of southern Democrats have been put on the black list of the 
railroad labor unions because, on the night of May 19, they 
did not stay in their seats in the House and jam through the 
Howell-Barkley bill. They voted on parliamentary questions as 
the unions ordered and then, in the language of one of the advo- 
cates of that legislation, they “ran out onus.” That is to say, 
they did not compel the House of Representatives to remain 
in session until it had passed the bill, as intended. They al- 
lowed Nicholas Longworth, who is not a blusterer nor a com- 
manding mental giant, but who seems to have about as much 
nerve as his late father-in-law, to beat the bill, for the time 
being, by parliamentary maneuvers. The main point in the bill, 
even from the point of view of the labor leaders, is not the 
abolition of the Labor Board, but the provisions that would force 
all labor workers into the existing labor unions and break up 
the unions that are not affiliated with the national organiza- 
tions, but are distinct organizations dealing with the companies 
for which their members work. The chief aim of the labor 
union leaders, it is asserted, is to break up the “company union” 
system in effect on the Pennsylvania. And the labor leaders 
are working on the assumption that a majority of the people 
of the United States favors such a monopoly, for them, in 
such a matter. They think they can coerce the Congress of 
the United States into the enactment of such legislation. Owing 
to the fact that members of Congress are elected in states and 
in districts, instead of at large, it is believed, the labor leaders 
can take advantage of the lack of organization among voters 
generally to put over their plan. The thing was done in Italy 
and it took the illegal methods of Mussolini to undo the things 
he had helped put over, while he was following the wild fire 
light of communism, socialism, or whatever the brand of eco- 
nomic unsoundness for which he stood before the undertook 
to show the soundness of the saying that in the sweat of his 
brow shall man eat his bread, instead of in the sweat of his 
tongue. How small are the minorities back of the Howell- 
Barkley bill and the soldier bonus, it is easy to reckon. Assume 
that every man entitled to the bonus has a wife and that every 
member of organized labor counts for one vote other than him- 
self or herself. Accepting as valid the claims of labor leaders 
that the unions have more than 3,000,000 laborers and then 
add another million to the doubled totals and the result is 15,- 
000,000 votes. Then assume that the soldiers and the labor 
unions and their dependent wives and husbands vote as a unit 
and the result is considerably less than half of the votes of 
the country. 





Harvey of the Vitriol Pen.—George Harvey, recently am- 
bassador at the court of St. James, Nemesis to the late Woodrow 
Wilson has hired himself out to be editorial director for Ed- 
ward B. McLean, the man who once said he loaned $100,000 
to Albert B. Fall. Remembering the things Harvey said about 
the party of which he was once a member, the old grannies 
at the capitol are wondering what he intends saying about poli- 
tics this year. While Harding was alive, McLean was much 
at the White House, much to the pain of some Ohioans who 
knew Harding and about McLean. Since the Teapot Dome in- 
vestigation McLean has not been so much at the White House. 
When Harvey came back from London, he also was much at the 
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White House. He favored negotiations with Russia . Secretary 
Hughes slapped that idea across the face. Since then Harvey had 
not been so much at the White House. Two courses are deemed 
possible for Harvey and McLean. One, support of Coolidge, the 
other, opposition,-because Hughes did not seem to care much for 
Harvey. McLean, it is suspected, would revel in Harvey turning 
his batteries on the leather-lunged, limber-jawed, minority at 
the capitol that has been bossing the party of which Harvey 
was a member until Woodrow Wilson invited him not to sup- 
port him because his support was embarrassing. There are 
things in the lives of La Follette, Walsh, Wheeler, Dill, and 
some of the others to give Harvey and his coadjutor, John - 
Kirby, material enough to make those leaders of the unco’ guid 
wonder how they ever came to have the thought that they were 
so pure and so fanatically devoted to the public interest. Mc- 
Lean may think it not so much of a sin to have lied for Fall 
and that it is time he said a few things about those who talked 
so much about him. And then, again, Harvey may desire chiefly 
to remark about the foreign policy of Hughes and Coolidge, in 
which event the unco’ guid would laugh much. 





True Policy in Rate Making.—It being the human instinct 
to discount things, lawyers who practice before the Commission 
are already discussing the significance of the declaration in 
the Smith resolution adopted by the Senate (Traffic World, May 
17, p. 1267) that “it is hereby declared to be the true policy 
in rate making, to be pursued by the Interstate Commerce Com- 
mission * * * that the conditions which, at any given time, 
prevail in our several industries should be considered in so far 
as it is legally possible to do so.” M. G. Roberts, speaking 
for the Southwestern Lines, in a soap case argued before a 
division, May 20, expressed the thought that it was merely a 
change in the rule of evidence. His idea is that, hereafter, 
when Procter and Gamble, for instance, ask for a reduction in 
rates on soap, it will be the duty of the Commission to hear 
testimony about Colonel Procter’s political expenditures and the 
income of his companies, so as to get an idea whether 20 per 
cent earning by a holding company and large expenditures in 
behalf of the candidacy of Leonard Wood indicate that rates 
on soap are too high. Mr. Roberts put in testimony, even be- 
fore the Smith resolution was adopted, to show the prosperity 
of the soapmakers and the indigence of the southwestern rail- 
roads. Procter and Gamble, in argument on that point, said 
it was true that Mr. Roberts did put in testimony “not of train 
robbers and horse thieves as at the capitol” but that of a man 
who studied a corporation manual, to show the prosperity, not 
of the soap industry, but of a holding company which embraced, 
among its other assets, a soap company. No one yet has sug- 
gested that the Smith resolution is merely an orotund way of 
advising the Commission to consider in every rate case, how 
much the traffic could bear and move freely. If it is not plain 
foolishness, it is suggested, it may be necessasy for the Com- 
mission to find a Rosetti stone or hire one of its Norwegian 
examiners to study the old Norse runes, as the best evidence 
that could be found as to the meaning of some of the words 
employed. 





Gospel of Immediate Shipments.—If there is a car shortage 
this fall—and all things that heretofore have been the forerun- 
ners of such shortages have been in evidence in the last two 
or three months—it will not do, it is believed, for anyone to 
point the finger of scorn at the railroads. In the hearing on 
the mine rating rules, the Illinois Central pointed out that it 
had 10,000 coal cars, worth $20,000,000, for which it wished jobs. 
The Pennsylvania—not in a boastful mood, however—called 
attention to the fact that it had 60,000 cars without employment 
and that more than half of them were coal cars. L. M. Betts, 
manager of the box car division of the car service section of 
the American Railway Association, in an address to the mem- 
bers of the freight station agent section of the association, at 
Charleston, S. C., told the agents they should be preaching to 
shippers the gospel of immediate shipment. Time was when 
preaching of that kind was regarded merely as an effort on the 
part of the railroads to increase their business. That day, how- 
ever has gone. It has been proved, time and again, that the 
public has not been paying the railroads money enough to 
enable them to have tracks and cars enough to meet every 
possible demand for facilities and that, if the public desires 
to be served adequately, it must take thought on how to dis- 
tribute its shipments so as to prevent a swamping of its dray- 
age facilities, for that, in the final analysis, is what the railroads 
are for the business of the country—magnified drayage facilities, 
using engines and cars instead of horses and wagons or motor 
trucks. Mr. Betts told the station agents that, on account of 
the good performance of the railroads last year, the public had 
evidently come to the conclusion that no demand could be made 
by it that the railroads could not meet. He desired the freight 
station agents to get that idea out of the heads of shippers. 
He told them that if they took no other message from their 
meeting than that the railroads could not perform miracles, they 
would be justified. Another point he impressed on them was 








1320 THE TRAFFIC WORLD 


to co-operate with the shippers for the selection of proper cars 
for the shipment of tonnage they desired to forward. 





Gooding Fourth Section.—As read by some men who have 
been fussing and fretting with fourth section matters as long 
as Commissioner Campbell and much longer than any senators, 
the circuity relief provision of the Gooding bill is broad enough 
to enable the rail and water routes, in many instances, to obtain 
permits allowing them to compete with the all-rail lines, just 
as at present. Senator Pittman, the day the Gooding bill was 
passed by the Senate, had the measure amended so as to allow 
“common carrier’ to have relief on account of circuity when 
their routes were longer than those of “some rail carrier or 
rail carriers’ between the same points. At present, the Com- 
mission allows relief; where the circuity amounts to fifteen per 
cent or more. The amendment makes a distinction between 
“common carriers” and “rail carriers”.so as to enable the Com- 
mission to grant relief, on account of circuity, to carriers whose 
routes are rail-and-water, in competition with carriers having 
all-rail routes. At present, in dealing with a carrier or route 
involving the use of water, the Commission, not so much in 
fourth section matters as in others, uses constructive mileage 
in computing the distance over the water part of rail-and-water 
routes. Constructive mileage of that kind is based on the fact 
that, at one time, carriage by water was much cheaper than 
carriage by rail. The law does not require the use of such 
mileage, nor does the Gooding bill. If enacted, the Gooding bill, 
as it passed the Senate, it is believed, would allow the Com- 
mission, if it thought it good policy s0 to do, to use the full mile- 
age of the Southern Pacific rail-and-water route from New York 
to the Pacific coast in determining whether that route was en- 
titled to fourth section relief, at intermediate points. In the 
same way it could use the whole mileage in dealing with fourth 
section questions raised in connection with rail-and-water routes 
through Canada, from New York, or from New York via any 
of the south Atlantic ports into the interior of the southeast. 
That proviso, it has been suggested, may account for the votes 
of some eastern senators for the Gooding bill, it no longer being 
obnoxious to them. Bip, tk, Shs 


VALUATION DATA RULES 


Obeying the mandate of the Supreme Court of the United 
States in United States, ex rel. St. Louis-Southwestern Ry. Co. 
vs. Interstate Commerce Commission et al., the Commission 
has defined the data gathered by its Bureau of Valuation and 
prescribed the rule under which they may be examined by 
parties having interest therein. In that case the Supreme 
Court said that “manifest justice” required that the railroads 
should know the facts that the Commission supposed to have 
been established and it presumed that it would desire the 
grounds of its tentative valuation to be subjected to searching 
tests. Acting on that assumption, the court suggested that the 
Commission would provide a practical way for the relator, 
in this instance the Cotton Belt, to examine the data, without 
permitting the relator or any other railroad to bring the work 
of the Commission to a stop by making unreasonable demands 
for permission to examine data. After reciting the facts 
about the court decision the Commission said: 


And Whereas, the opening of all data in all cases to examina- 
tion by persons not parties to a proceeding and of those parts of 
the data in a particular case which are not under protest will greatly 
hinder and delay the Commission in performing its duties in valu- 
ing the railroads as required by Section 19a of the act; Therefore: 

The Commission finds, That the data gathered by the investiga- 
tion by the Commission in making its tentative valuation and which 
are, in the discretion of the Commission, subject to examiantion by 
the carriers or other parties to the proceeding are as follows: (1) 
In the Accounting Section, copies of contracts or parts thereof and 
summaries of the contracts, records and accounts of the carriers, 
and the supporting details thereof, constituting the data upon which 
appendix 2 to the tentative valuation report is made up; (2) In the 
Engineering Section, the classification of the carrier’s property, the 
pricing sheets (Form 562), returns to Valuation Order No. 14, ex- 
tracts from records furnished by carriers, copies or abstracts of con- 
tacts and final eStimates, cataldgues and price lists furnished by 
manufacturers, upon which data, aided by personal inspection and 
examination of the properties by experts of the Commission, the 
costs and depreciation of properties of carriers have been estimated 
and upon which the underlying engineering reports have been made; 
and (3) in the Land Section, the written reports, commonly known 
as field notes, made by land appraisers upon blanks furnished them, 
on which are recorded sales, assessments, names and addresses of 
persons giving opinions to the field appraisers in specific districts 
and zones; the field maps showing zone lines, descriptions of adjoin- 
ing property and location of sales; sheets showing statement of 
classification and areas by zones; and copies of deeds and contracts, 
from which written data, aided by personal inspections and examina- 
tions of the properties by expert appraisers of the Commission, the 
lands have been classified and valued. 

It is therefore ordered, That upon application in writing, stat- 
ing the name of the carrier, valuation docket number, and requesting 
the data specifically pertaining to items specifically protested, the 
carrier or other party to the proceeding arising from protest filed 
against a tentative valuation, may, as soon as practicable after such 
application, by its duly authorized attorney or agent, examine such 
parts of the data above described as pertains to matters specifically 
protested. Such examination shall be made at the office of the Com- 
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mission, Washington, D. C., and shall be made during. the official 
business hours, in the presence of an empolyee of the Commission. 


S. P. LEASE CASE 


In a tentative report on Finance Docket No. 3340, submitted 
by the Bureau of Finance, the Commission has been asked to find 
that the acquisition by the Southern Pacific Company of contro] 
of the railway properties of the Arizona Eastern and the Phoenix 
& Bastern by leases should be authorized on the ground that 
the proposed arrangement would result in substantial economies 


and in better service to the public with no greater capital charge, 


than under the present arrangement. The aggregated length of 
the subsidiaries of the Southern Pacific to be acquired in the 
manner indicated is about 382 miles. The bureau, in its report, 
said the benefit of the proposed unification of operations of these 
companies was apparent and was conceded by all the interveners 
whose only objection, it said, arose from the peculiar circum- 
stances surrounding the location and the operation of about 16 
miles of line between Phoenix and Mesa. The interveners were the 
Arizona Corporation Commission, The Tucson, Phoenix & Tide- 
water Railroad Company, the City of Phoenix, the City of Mesa, 
Maricopa County, the Southern Arizona Traffic Association, the 
Mesa Chamber of Commerce, Arizona Packing Company, Gra- 
ham & Gila Counties Traffic Association, the Traffic Bureau of 
the Phoenix Chamber of Commerce, the Chandler Chamber of 
Commerce, the Maricopa County Farm Bureau, the Maine Line 
Railway Committee of the Phoenix Chamber of Commerce, the 
Ray Consolidated Copper Company and the American Smelting 
and Refining Company. The copper and smelting companies 
favored the leases. 

The intervening interests other than the copper companies 
objected to a retention, by the Southern Pacific, of parts of the 
duplicate line between Phoenix and ‘Mesa on the grounds that 
the cost would be an unjustifiable charge upon transportation 
in that part of the country and would interfere with plans for 
giving Phoenix another east and west route by the construction 
of the Tucson, Phoenix & Eastern, a projected railroad, which, 
if built, would place Phoenix on a main line instead of, as now, 
leaving it on a branch line of the Southern Pacific. No work 
has been done on that line, other than the acquisition of term- 
inal property, nor has any application for permission to build 
been made. 

The proposed report said the Commission had no power to 
force the abandonment of any tracks. It also said the conten- 
tion of the Southern Pacific that the tracks in question were 
needed for storage purposes, to enable it to accumulate re- 
frigerators needed to move crops, was not persuasive. 


UNCONTESTED FINANCE CASES 


The Commission has authorized the Great Northern to sell 
$15,000,000 of general mortgage five per cent gold bonds at not 
less than 90 per cent of par and accrued interest, to reimburse 
its treasury in part for expenditures heretofore made, and to 
provide funds for its corporate purposes. The issue, for the sale 
of which no definite arrangements had been made when the 
hearing was held, is to be part of a $60,000,000 authorization 
made by the Commission June 22, 1923, 79 I. C. C., 727. The 
applicant said its cash requirements to February 1, 1925, for ad- 
ditions and betterments, interest, dividends, working capital 
and maturing obligations would exceed its cash now on hand 


and the estimated receipts from dividends and-earnings by ap- 


proximately $14,000,000, hence its proposal to sell $15,000,000 
bonds to reimburse the treasury. 

In an amended report, the Commission has authorized the 
Maryland & Pennsylvania to issue not exceeding $450,000 of 
first consolidated mortgage 6 per cent bonds, and not exceeding 
a like amount of common capital stock; the bonds and stock 
to be exchanged for $900,000 of outstanding income bonds, and 
to pledge with the trustee, under the first consolidated mort- 
gage, the $900,000 of income bonds so received, and $100,000 of 
first mortgage bonds, now held by it. ; 

The Rutland Railroad Company has been authorized to issue 
not exceeding $825,000 of equpiment trust certificates, to be 
issued by the Guaranty Trust Company of New York, and to be 
sold at not less than 96.96, the funds to be used in the procure- 
ment of equipment. 

The Commission has authorized the Indiana Harbor Belt to 
issue $375,000 equipment trust certificates, through the Guaranty 
Trust Company, at not less than 97.56, the proceeds to be used in 
acquiring equipment. 

The High Point, Thomasville & Denton Railroad Company 
has been authorized to acquire and operate a line of railroad, in 
North Carolina, extending from a connection with the Winston- 


Salem Southbound at High Rock, to a connection with the South-- 


ern at High Point, a distance of about 36 miles. 


REIMBURSEMENT OF DEFICIT 
The Commission has certified to the Secretary of the Treas- 
ury that $9,039 is due the Nevada County Narrow Gauge Railroad 
Company, under section 204 of the transportation act. 
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PIG IRON RATE INCREASED 


The Commission, in a mimeographed report on I. and S. No. 
9028, pig iron between Florence and Sheffield, Ala., wheu for 
peyond, has approved an increase in the rate between those 
points, on pig iron, from 34 to 45 cents per netuton, when the 
jron is intended for beyond, as, for instance, by river trans- 
portation. As a local rate, for shipment between industries, 
there is to be no change. 

Protest was made and suspension obtained by the Sloss- 
Sheffield Steel & Iron Company, which once made ten shipments 
from Florence to Sheffield, for movement beyond, by water, when 
the river was too low at Florence for boats to take their lading 
at that point. The two carriers involved, the Southern and 
the Northern Alabama, averred that the rate of 34 cents was 
established for use in the Birmingham switching district, and 
was later established, for short hauls, including those between 
Florence and Sheffield. They said the rate was in the nature 
of a raw material rate intended for application to pig iron from 
which tonnage would be manufactured, and on which they would 
get the outbound haul. They said it was not intended to apply 
to the river landings at Florence and Sheffield, but that in July, 
1923, they were called upon to apply it to ten carloads of pig 
iron from Florence to the river landing at Sheffield, going be- 
yond by river boats. More than a year ago they established 
the 45-cent rate in their Alabama intra-terminal tariff. They 
said the 45-cent rate did not become effective because the 34- 
cent rate had been previously established and its application 
was not restricted. 

Under the 34-cent rate on a twenty-five-ton minimum, the 
Commission said, the car earnings would be $8.50 for a 7.5-mile 
haul, except for the $15 per car minimum. On the 45-cent rate, 
and thirty-ton minimum, the minimum earning would be only 
$13.50, because the $15 per car minimum was not attached to 
the 45-cent rate. The average loading of the ten cars shipped 
in 1923, the protestant said, was 50 long tons. The Commis- 
sion said that on that loading the car earnings were only $17 
and that under the protested rate they would have been $25.20. 


OIL INCREASES CONDEMNED 


In a mimeographed report on I. and S. No. 2024, petroleum 
and its products from points in Kansas, Missouri and Okla- 
homa to Belleville, Ill., the Commission condemned the pro- 
posed increases from points of origin in the mid-continent field 
groups by establishing joint through rates to Belleville and 
points south thereof, in Illinois, on the Illinois Central. The 
increases were suspended upon the protest of Empire Re- 
fineries, Inc. 

At present there are no specific rates to Belleville and 
points south thereof, on the Illinois Central, in Illinois. The 
rates applicable thereto on traffic moving through Gale and 
Thebes, Ill., and Memphis, are the specific Glenn Carbon joint 
rates of 33 cents on refined oils and 26.5 on crude, fuel and gas 
oils, due to the fact that these destinations are intermediate 
to Glenn Carbon shipments through the gateways mentioned. 
On traffic through East St. Louis the Bast St. Louis combina- 
tion prevails. The proposal was to establish from points in 
Oklahoma and Kansas a rate of 34.5 cents to Belleville and 36 
cents to points south thereof on refined oils and 28 and 29.5 cents 
on the heavier distillates, and on crude. The increases would 
result in higher rates through the gateways south of East St. 
Louis and would also violate the fourth section, the Commis- 
said. Through East St. Louis they would result in reduc- 
ons, 

The respondents showed that the proposed rates were in 
effect through East St. Louis in connection with the Louisville 
& Nashville and the Southern, and that on traffic moving 
through East St. Louis there would be no fourth section viola- 
tions. The Commission said the carriers admitted that the 
rates cited moved very little, if any, traffic. It said no addi- 
tional data were submitted to show that the proposed rates 
Would be reasonable and that no attempt had been made to 
lustify the fourth section violations. Nor, said it, had any 
fourth section application been filed. 


GAS OIL RATE CASE 


The Commission has dismissed No. 14893, Standard Oil 
Company (Kentucky) vs. Missouri, Kansas & Texas of Texas 
et al., and I. and S. No. 2011, Petroleum Oil from Texas to Louis- 
ville and Related Points (mimeographed), on a finding that the 
rate of 49 cents on 129 tank carloads of petroleum gas oil, 
ipped between October 12 and December 2, 1922, from Burk- 


urnett, Henrietta and Wichita Falls, Tex., to Louisville, is not 
unreasonable, 
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In the investigation and suspension docket case, the Com- 
mission found the carriers had justified the cancellation of 
joint rates on crude and fuel oils from several groups in north- 
ern Texas to Louisville, Jeffersonville and New Albany. The 
rates held to have been justified will apply from the points of 
origin involved in the formal complaint. 

The complaint alleged the rates on gas oil were unreason- 
able to the extent they exceeded a rate of 41.5 cents contempo- 
raneously applicable on crude and fuel oils with which gas oil 
is usually bracketed for rate purposes, In his report the 
examiner recommended a distinction in the rates on crude, fuel 
and gas oils on the one hand, and the rates on the more refined 
oils on the other. The railroads, while the formal docket case 
was pending, proposed the cancellation of the joint rates on 
crude and fuel oils, thereby placing crude and fuel oils on the 
basis of lowest combination, also applicable on gas oil. 

Commissioner Campbell, dissenting in part, said he con- 
curred in the finding that the suspended schedules had been 
justified, but dissented from the conclusion that the rate of 
49 cents, yielding 10 mills per ton mile for the average short 
line distance of 976 miles, was not unreasonable. He said he 
believed a rate of 46 cents was a reasonable maximum rate on 
the three varieties of oils and that the assailed rate of 49 cents 
applied on the shipments of the complainant was unreasonable 
to the extent it exceeded 46 cents 


PETROLEUM PRODUCTS RATES 


In a mimeographed report on No. 14086, Atlantic Refining 
Company vs. Atlanta, Birmingham & Atlantic et al., the Com- 
mission refused to disturb rates on fuel oil, gas oil and gasoline 
from Brunswick, Ga., the complainant’s refining point, to Charles- 
ton, S. C. The complaint alleged that the rates since April 1, 
1922, were unjust and unreasonable to the extent they exceeded 
and exceed 22 cents. In addition, a lower rate was sought on 
fuel and gas oil than on gasoline and other refined products. 

Prior to April 1, 1922, there was in effect a rate of 22 cents 
on all grades of petroleum products. On that date it was in- 
creased to 36 cents. It became 32.5 cents on July 1, 1922, under 
the general reductions of that year. Complainant’s evidence, 
the report said, consisted principally of exhibits comparing the 
assailed rate of 32.5 cents with scales on gas oil, fuel oil, crude 
oil and gasoline applicable, intrastate, in Texas, Louisiana, Okla- 
homa. and Florida, and in New England; also comparisons were 
made with selected commodity rates on crude and refined oils 
between points unrelated to those under consideration in this 
case. The Commission said that while the comparisons showed 
rates for the same or greater distances, lower than the rate as- 
sailed, the mere stating of such rates, without a showing of the 
conditions under which they were established, the movement 
thereunder, or that the transportation circumstances and con- 
ditions were substantially similar, were not very helpful. 

The refinery of the complainant is served by the Atlantic 
Coast Line and the Southern. The distance via the Coast Line 
is approximately 225 miles, while the short line, over the South- 
ern to Everett, Ga., thence Seaboard Air Line, is about 174 miles. 

The Commission said the increase in the rate under attack, 
from 22 to 36 cents, was made in connection with and as a part 
of the general revision of rates in the south and southeast for 
the removal of fourth section departures, Under this revision 
the rate under attack was protested, but the Commission said 
it had declined to suspend it. The railroads said the rates be- 
tween the south Atlantic ports were originally established to 
meet water competition and were less than half the rates ap- 
plicable at intermediate points. They pointed out that while 
petroleum oils were rated fifth class in Southern Classification 
territory, commodity rates constructed on the basis of sixth 
class applied generally between and from south Atlantic ports 
to points in the east and Carolina territory; that under the 
proposed readjustment of class rates in docket No. 13494, the 
shippers and carriers had practically agreed that the sixth class 
rate should be 40 per cent of the first class; and that under the 
scale proposed by the carriers the sixth class joint-line rate for 
the distance from Brunswick to Charleston would be 50 cents. 
From that fact the railroads argued that the existing rate of 
32.5 cents, equal to but 65 per cent of the proposed sixth class 
rate, was sub-normal. 

In regard to the prayer for rates on crude, gas and fuel oil 
lower than those on the higher rated products, the Commission 
said that while it was true that it, in a number of cases, had 
condemned the application of the same rate on both refined and 
crude oils, including in the latter fuel and gas oils, it did not 
follow that because the same rate was carried on crude oil as on 
refined, that the former was thereby unreasonable. It said that 
it might be that the rate on refined Sils was low. The rates on 
fuel oil quoted by the complainant, the Commission said, from 
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Brunswick to Savannah and from Jacksonville to Attapulgas, 
Ga., the railroads said, were affected by low intrastate rates in 
Georgia and Florida. The witness for the railroads on that 
point said that the carriers had under consideration the estab- 
lishment of special commodity rates on fuel oil and possibly gas 
oil between Brunswik and Charleston. The Commission said 
that in the event the contemplated adjustment did not prove 
satisfactory, the matter might again be brought to it in a sub- 
sequent proceeding. It said, however, that on this record it 
was not prepared to condemn the rates on fuel and gas oils now 
and formerly in effect between Brunswick and Savannah, 


: INDIANA STRAW RATE 

The Commission has dismissed No. 14627, American Box- 
board Company vs. Director-General, Pere Marquette, et al. 
(mimeographed), finding the rate on straw from Yorktown, Ind., 
to Grand Rapids, Mich., between March 27 and April 14, 1919, 
not unreasonable. It was 22 cents. The complainant asked for 
reparation down to the basis of a subsequently established com- 
modity rate. The Commission said that earnings of $56.08 per 
car for a 261-mile haul from Yorktown to Grand Rapids, in the 
spring of 1919, could not be condemned as unreasonable per se. 
The allegation of discrimination and request for a rate for the 
future, the Commission said, were withdrawn at the hearing. 


VEGETABLE RATES 


The Commission has dismissed No, 14820, W. B. Ahern Brok- 
erage Company et al. vs. Atlantic Coast Line et al. (mimeo- 
graphed), finding the rates charged on vegetables between Janu- 
ary 1 and June 1, 1922, were applicable and not unreasonable. 
The complaint alleged the rates were illegal, unjust and unrea- 
sonable. The prayer was for reparation. 

Complainants contended, on brief, the Commission said, that 
the defendants, by charging proportionals from Jacksonville to 
the Ohio river crossings equal to one-third of the increase of 
1920, while maintaining rates on local shipments to the Ohio 
river, reflecting only a 25 per cent increase, subjected the com- 
plainants to unjust discrimination under section 2 and undue 
prejudice under section 3. The Commission said the complaint, 
however, contained no allegations under sections 2 and 3 and 
that the testimony had not shown the rates assailed were un- 
reasonable. 


CRUDE SULPHUR REPARATION 


A finding of unreasonableness, an award of reparation and 
an order for the future have been made in a mimeographed re- 
port on No. 14618, Jackson Traffic Bureau (for Jackson Fertilizer 
Company) vs. Brimstone Railroad & Canal Company et al., as to 
rates and charges on crude sulphur from Sulphur Mine, La., to 
Jackson, Miss,, between January, 1921, and June 30, 1922. The 
Commission said the rates were unreasonable to the. extent 
that they exceeded those to Hattiesburg. It required the estab- 
lishment of a rate no higher than the one to Hattiesburg not 
later than August 13. 


PAPER STOCK INCREASES 
In a mimeographed report on I. and S. No, 2051, Paper Stock 
from St. Louis to Illinois Points, the Commission held not justi- 
fied proposed increases in rates on paper stock and scrap paper 
from St. Louis to Alton, Edwardsville Junction and Federal, Ill. 
It ordered the suspended schedules canceled and discontinued 
the proceeding. 


SULPHUR TO CANADA 


In a mimeographed report on No. 14544, Grasselli Chemical 
Company vs. Baltimore & Ohio et al., the Commission has found 
joint rates on crude sulphur from New York and Baltimore to 
Hamilton, Ont., unreasonable and unduly prejudicial to the com- 
plainant and unduly preferential of its competitors at Buffalo 
and Detroit to the extent that the rates exceed 28 cents per 100 
pounds, from New York, and 25 cents from Baltimore, thereby 
constituting violations of the interstate commerce act in so far 
as the transportation takes place within the United States. Only 
a small part of the haul, the Commission said, was within Can- 
ada, and the Toronto, Hamilton & Buffalo, one of the carriers 
performing that part of the haul, was a subsidiary of the New 
York Central. 

In the circumstances, the Commission said, it was anticipated 
the defendants operating in Canada would concur in joint rates 
on this traffic on the basis found reasonable. It said that, should 
they decline to do so, the matter might again be brought to its 
attention for appropriate action in respect of the part of the 
transportation subject to its jurisdiction. It said no order would 
be issued at this time but that the defendants would be expected 
to establish the rates in accordance with the findings within 90 
days from the serving of the report. 


RATES ON COTTON 


Revision of rates on Gotton from points in Mississippi to all 
destinations in states east of the Mississippi and to points in 
Minnesota and Wisconsin, to conform with the fourth section, 
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and the establishment of joint rates to mill points in the south. 
east and Carolina territories, not later than November 10, are 
required by the Commission’s fourth section order No. 8904 anq 
its decision in No, 14413, Mississippi Railroad Commission et qj, 
vs. Alabama, Vicksburg et al., written by Commissioner Lewis 
Specific rates to Carolina and Southeast territories were not 
prescribed, the Commission believing it would be better to cop. 
sider the rates themselves when they have been filed in compli. 
ance with its fourth section order. 


TAP LINE DIVISION RULE 


The Commission, in a report on the wasteful service by tap 
lines phase of I. and S. No. 11, the original tap line case, writ. 
ten by Commissioner Eastman (mimeographed), on further 
hearing, has affirmed its findings in the original reports, 53 |, 
C. C., 656, and 58 I. C. C., 450, respecting service by the Prescott 
& Northwestern and the Ouachita & Northwestern, that the 
divisions of joint rates, on lumber and other forest products, 
accruing to the tap lines, under the orders in the Tap Line Case, 
31 I. C. C,, 490, must be measured by the distance to the junc. 
tion with the trunk line over the direct route of movement 
toward final destination. 

Specific orders putting into effect that rule respecting the 
calculation of the divisions the Missouri Pacific may pay to the 
two tap lines, owned or closely affiliated with lumber companies, 
were issued, 

Further hearing was had on the subject at the request of 
the Missouri Pacific, which asserted that because it was not 
permitted to pay divisions based on roundabout hauling, over the 
tap lines, it was losing business to its competitors. The hauls 
to the junctions of its competitors, over the most direct tap 
line routes, are longer than the hauls over the tap lines, to the 
nearest Missouri Pacific junctions. It claimed that it was being 
penalized because the mills of the proprietary interests were 
nearer its rails. Therefore it countenanced hauls, via the tap 
lines, and sometimes over a second carrier’s rails, that permit 
ted it, in calculating divisions, to pay the tap lines divisions as 
great or greater than could be paid by its competitors, By 
reason of that kind of hauling, traffic from the proprietary mills 
was carried forty or fifty miles, and, in an indirect way, brought 
to the junctions nearest the mills, before the traffic got really 
started toward its final destination, the Commission said. 

The Commission held that to be wasteful service. It did 
not forbid the actual hauling, but said the divisions should be 
calculated via the nearest junctions. In his report, Mr. East- 
man, answering a contention that the finding required the tap 
lines to short-haul themselves, said the Commission had not 
undertaken to forbid the hauling of the traffic via the round- 
about routes, but said the divisions should be calculated via the 
direct route of movement toward final destination, 

The Missouri Pacific asked the Commission to issue specific 
orders to the end that it might test the question involved in the 
courts. The Commission, after examining the statistics of traf- 
fic, said the Missouri Pacific seemed to have received a fair 
share of the traffic. The orders are to be effectvie on and after 
July 5. 








PETITIONS FOR REHEARING, ETC. 


The complainant in No. 13755, New Mexico Central Railway 
Company vs. Santa Fe Ry. et al., has asked the Commission for 
rehearing and reargument. 

The defendants in No. 11084, the Prairie Pipe Line Con: 
pany vs. Director-General, St. L.-S. F. Ry. et al., have asked for 
further hearing and for a modification of the Commission's 
order therein. 

The defendants in No. 14167, Chicago, Milwaukee & St. Paul 
Railway Co. vs. Union Pacific Railroad Co. et al., have asked 
for reargument. 


EASTERN CLASS RATE CASE 


Utility commissioners from states in Eastern Trunk Line 
territory have decided to appoint a committee to cooperate with 
the Commission in the eastern class rate case that will be i 
augurated as soon as fourth section relief is denied, as indi 
cated in the hearing of fourth section applications, April 15 
Commissioner Shewmate, of Virginia, is to receive the nomina 
tions of the state commissions and take steps to provide for & 
operation such as was had in the southern class rate case heal 
ings, inaugurated in May, 1922. 


REDUCED EXPRESS RATES 


The Commission, in No. 13930, express rates, 1922, has 
ordered the express companies to establish carload rates on 
fruits, berries ,vegetables, butter and eggs, where there now ale 
commodity rates, not later than June 21, not in excess of those 
in effect October 12, 1920. That means a reduction of 10.7 pe 
cent from existing rates, or, stated in another way, the removal 
of the 13.5 per. cent increase which became effective October 
12, 1920. The order relating to the commodities mentioned was 
issued last November, but was postponed from time to time. 
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Tentative Reports 


FUEL OIL RATES 


In a proposed report on No. 15059, Harrisonville Brick & 
Tile Company vs. Missouri Pacific et al., Examiner Myron Wit- 
ters said the Commission should find unreasonable rates on fuel 
oil, from Cushing, Covington, Okmulgee and Enid, Okla., to 
Harrisonville, Mo., and award reparation. He ‘said it should 
find not unreasonable rates charged on certain shipments from 
Cushing to Harrisonville. The allegation was that the rates 
were, are and for the future would be unreasonable and unduly 
prejudicial since July 10, 1921, and in violation of the fourth 
section. Witters said: 


The Commission should find that the rates assailed, except the 
rates applicable on the shipments which moved over the M. K. T. 
and Missouri Pacific were, are, and for the future will be unjust 
and unreasonable to the extent that they exceeded, exceed, or may 
exceed 19.5 cents per 100 pounds prior to July 1, 1922, and 17.5 cents 
per 100 pounds on and after that date, that the rate of 26.5 cents 
per 100 pounds applicable on the shipments which moved via the 
M. K. T. and Missouri Pacific was not unreasonable. The allegation 
of undue prejudice is not sustained. The Commission should further 
find that the complainant made the shipments as described, and paid 
and bore the charges thereon at the rates herein found unreasonable, 
and that it has been damaged, and is entitled to reparation, with 
interest. Complainant should comply with Rule V of the rules of 
practice. 


CRUDE OIL DIFFERENTIAL 


A recommendation that the Commission establish rates on 
crude and fuel oils five cents lower than those on refined oils, 
has been made by Examiner Leo J. Flynn, in a report on No. 
14890, Haydite Company et al. vs. Atchison, Topeka & Santa Fe 
et al. He said the Commission should find unreasonable and 
unduly prejudicial rates on petroleum, crude and fuel oils, in 
tank cars, from the Kansas and Oklahoma groups, to Kansas 
City, Mo.-Kan., prescribe rates for the future, and award repara- 
tion to the complainants. 

The complainants, users of crude and fuel oils at Kansas 
City, alleged the rates, since May 5, 1921, had been, were and 
are unreasonable, unjustly discriminatory and unduly preju- 
dicial. 

The American Gasoline Corporation, the Cudahy Packing 
Company, Armour & Company, the North American Provision 
Company, Fowler Packing Company, Empire Storage and Ice 
Company, American Asphalt Roof Corporation, Walter S., Fred 
L, Kenneth McM., and W. Lawrence Dickey, trustees, trading 
as W. S. Dickey Clay Manufacturing Company, Skelly Oil Com- 
pany, and Wilson & Company, filed petitions of intervention 
in support of the complaint and asked for reparation upon ship- 
ments made by them. The Miller Petroleum Comany, the White 
Fagle Oil and Refining Company, the Kansas City Refining 
Company, Interstate Refineries, Inc., and Western Petroleum 
Refiners’ Association filed petitions of intervention which did 
not ask for reparation. 

The recommendation that rates on crude and fuel oils be 
ordered five cents lower than those’ on refined oils is based 
upon the Commission’s decision in Midcontinent Oil Raies. 36 
I. C. C. 109, for application in that general territory, in 1916. 
The examiner said that the contentions made by the carriers 
in defense of the rates under attack were similar to those made 
in Fairmont Creamery Co. vs. Director-General. 68 I. C. C. 507, 
in which the Commission upheld what it had done in the Mid- 
continent case. The carriers cited cases in which the Com- 
mission had refused to follow the rule laid down in the Mid- 
continent case, but Flynn pointed out that in not one of those 
cases had the Commission, prior thereto, prescribed the rea- 
sonable Maximum rates on refined oils, as it had done in the 
Midcontinent case. He said there was nothing in the rule to 
justify a departure from the rule laid down in the Midcon- 
tinent case. Therefore, he said: 


sas ene Commission should find that the rates on crude and fuel 
~ assailed were, are. and for the future will be unreasonable and 
induly prejudicial to the extent that they exceeded. exceed. or mav 
exceed rates based on rates 5 cents per 100. pounds less than the 
rtempora neous rates on the higher-grade oils from and to the same 
7 nts on August 25, 1920, subject successively to the general increase 
of 1920 and the general reduction of 1922. 
ae Commission should further find that The Havdite Company, 
ogee City Bolt & Nut Company, Black Steel and Wire Company, 
as sland. Fleur Milling Company. Commerce Power Company, 
G roleum. Oils Corporation, National Zine Company. 
oo & Oil Comnany. and Kansas City Power & Light Comnany, 
He ents. and The American Gasoline Corvoration. The Cudahy 
oon ing Company. Armour & Company. North American Provision 
a Fowler Pecking Comnany. W. S.. Fred._T.., Kenneth MeM.. 
Man ~. Lawrence Dickey. trustees, trading as W. S. Dickey Clay 
_ acturing Company. [Empire Storage and Ice Company. American 
a Roof Corporation and Wilson & Company, interveners. made 
me as described and paid and bore the charges thereon: 
the nee have been damaged in the amount of the difference between 
charges paid and those herein found reasonable; and that they 
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are entitled to reparation with interest, Rule V of the Rules of Prac- 
tice should be complied with. There is no evidence of record which 
affords pros’ of any shipments made by the Skelly Oil Company 
and of the payment of the charges thereon. 


UTAH CEMENT RATES 


Attorney-Examiner Arthur R. Mackley, in a report on No. 
14741, State of Utah vs. Bamberger Electric, Director-General 
et al., and sub-number 1, Union Portland Cement Co. vs. Di- 
rector-General, said the Commission should find rates on cement, 
from Bakers and Devil’s Slide, Utah, to destinations south and 
west of Salt Lake City, in the period of federal control, were 
unreasonable to the extent they exceeded joint rates of 12, 13 
and 15 cents, contemporaneously in effect over one or more 
routes, under federal control. He said the Commission should 
find the rates of the federally controlled lines to junction points 
with the non-controlled electric lines of the Bamberger Electric 
and the Salt Lake & Utah companies, had not been shown to 
have been unreasonable, as proportional rates, on shipments 
moving over those routes, on combinations. The combinations 
ranged from 14.5 to 19.5 cents. 

Mackley said the Commission had no jurisdiction over the 
electric lines, their operations being wholly within Utah and 
not under federal control. The complainants suggested that the 
charges of the Oregon Short Line from Bakers and the Union 
Pacific’s from Devil’s Slide to their interchange with the Bam- 
berger Electric, at Ogden, should not have exceeded their divi- 
sions to Ogden, of joint rates over other routes. The other 
routes were, Oregon Short Line to Salt Lake City and the Salt 
Lake & Utah beyond, or the Oregon Short Line to Salt Lake 
City and the Los Angeles & Salt Lake beyond, from Bakers; 
and the Union Pacific to Ogden, the Oregon Short Line to Salt 
Lake City, and the Utah & Salt Lake beyond, or the Union 
Pacific to Ogden, the Oregon Short Line to Salt Lake City, and 
the Los Angeles & Salt Lake beyond, from Devil’s Slide. 

Mackley said the Commission should find that the rates over 
the federally controlled lines, that is, over the Oregon Short 
Line and the Denver & Rio Grande from Bakers, and the Union 
Pacific, Oregon Short Line and Denver & Rio Grande from 
Devil’s Slide, were unreasonable to the extent they exceeded the 
joint rates hereinbefore set forth and award reparation to that 
basis. 


COTTON CONCENTRATION CHARGES 


In a report on I. and S. No. 1969, Compression, Concen- 
tration~and Storage of Cotton; No. 15464, Jonesboro Freight 
Bureau and Jonesboro Compress Co. vs. St. Louis-San Fran- 
cisco, and No. 15471, Southeast Missouri Compress Co. vs. 
Same, Attorney-Examiner John McCord said the Commission 
should find the proposed rules and regulations governing 
concentration and compression of flat cotton at Memphis, West 
Memphis, Jonesboro, Walnut Ridge, Blytheville, Hayti, Steele, 
Caruthersville and Malden, unduly prejudicial to some of the 
points and unduly preferential of other compress points.. He 
suggested an order for the removal of the undue prejudice and 
the cancellation of the tariffs under suspension. That is to say, 
he recommended a condemnation of the existing rules as a 
result of the-formal docket cases and the condemnation of the 
proposed rules carried in the suspended scheduies. 

As summed up by Mr. McChord the question involved was 
one of the concentration and compression as distinguished from 
compression in transit. The latter is a matter of carrier priv- 
ilege. The complainants and interveners, he said, sought the 
establishment of a rule whereby flat cotton, as it came from the 
gin, should not be “floated” from one compress point to another 
under the usual transit rules; or, in the alternative, a rule that 
would permit such a privilege at all compress points. 

Collectively he said the formal complaints alleged the pres- 
ent rules were objectionable in that Jonesboro was discrimin- 
ated against in favor of Memphis West Memphis and Blythe- 
ville, in that Memphis and West Memphis were permitted to 
float cotton out of Jonesboro; that such a privilege was not 
permitted at Walnut Ridge and Blytheville, both compress 
points, and that Jonesboro was not permitted to float cotton 
from either Memphis or West Memphis. The Southwestern 
Compress Company, he said, alleged that cotton was permitted 
to be shipped for concentration and compression from Hayti, 
Malden, Steele and Caruthersville, all compress points, to 
Blytheville, Memphis and West Memphis but that the rules did 
not permit Hayti, Malden, Caruthersville or Steele to float flat 
cotton from Memphis, East Memphis or Blytheville to be com- 
pressed, thereby discriminating against Hayti, Caruthersville 
and Steele. 

The obnoxious rule is contained in item No. 25 of the 
existing tariffs and in item No. 25, as revised in the sus- 
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pended schedules, the latter being composed of the present 
rule, exceptions thereto, and some revision thereof. 

The question of how cotton should be handledin the ter- 
ritory to the north and west of Memphis, the examiner pointed 
out, became acute after the boll weevil’s operations farther 
south had forced the development of much greater acreage in 
Arkansas and Missouri and the construction of compresses to 
supplement those at Memphis and West Memphis. The general 
rule has been that flat cotton shall be compressed at the 
nearest compress. That rule, however, in instances where there 
has “been a development of compresses a little in excess of 
the necessities, has resulted. in a fight for the retention of 
business by the older compresses. 

According to Mr. McChord, a witness for the defendant 
testified that he could assign no reason why flat cotton should 
be permitted to move, when for compression, from Steele and 
Hayti, to Blytheville but not from Blytheville, to Steele and 
Hayti; also that the carrier did not care to extend the privi- 
lege of floating flat cotton from one compress point to another 
because such a practice was uneconomical from the point of 
view of the carrier and that, if permitted, it should be paid 
for; and that an effort had been made to induce the interested 
parties to consent to a charge of five cents per 100 pounds for 
the privilege of hauling cotton through or from one compress 
point to another, in addition to the rate. Mr. McChord said 
that that witness also testified the confusion in the rules and 
regulations had arisen out of the efforts of the St. Louis- 
San Francisco to accommodate the different compress companies. 

The examiner reviewed several compression cases and then 
said the case should be disposed of as follows: 


The extra service at West Memphis for the out-of-line haul is 
a distinct and independent service for which a separate charge 
may be made. : 
The storage-in-transit charge at Jonesboro is and for the future 
will be excessive to the extent that it exceeds or may exceed 3 
copes per 100 pounds. Bulley & Son vs. Director General, 78 I. C. C., 


The commission should find that the present and the susupended 
rules and regulations of the defendant, St. Louis-San Francisco Rail- 
way Company, providing for the concentration and compression of 
flat cotton at compress points at Hayti, Steele, Caruthersville and 
Malden, Mo., and at Walnut Ridge, Jonesboro, and West Memphis, 
Ark., and Memphis, Tenn., are unreasonable, and unduly discrim- 
inatory in that uncompressed cotton. at points named is permitted to 
be shipped therefrom to other compress points for concentration 
and compression while other compress points are denied the same 
arrangement. 

Defendant should be directed to cancel its item No, 25 in its 
tariffs, and in lieu thereof publish a rule applicable to the com- 
press points named; providing: that cotton originating at points 
where compresses are located if to be compressed must be compressed 
at such points: except that flat cotton may be concentrated for 
compression from one compress point to another compress point and 
flat cotton originating at a non-compress point that is flated through 
one compress point to a more distant compress point for compression 
will be subject to an auxiliary charge of 5 cents per 100 pounds. 


MISSISSIPPI VEGETABLE RATES 


A revision of rates and refrigeration charges on vegetables, 
from Mississippi producing points, now on the class or combina- 
tion basis, so they will be in line with commodity rates from 
contiguous points in producing areas in Alabama and Louisiana, 
has been recommended by Examiner J. P. McGrath, in a report 
on No. 14860, Mississippi Railroad Commission et al. vs. Aber- 
deen & Rockfish et al. He said the Commission should find the 
rates and refrigeration charges not unreasonable except to Lit- 
tle Rock, Richmond, Atlanta, New Orleans and Springfield, Jop- 
lin and Carthage, Mo., where they may be on the class rate or 
combination basis. 

The Mississippi Commission and the attorney-general of Mis- 
sissippi complained that the transportation and refrigeration 
charges on fruits and vegetables, in carloads, and the rules gov- 
erning the mixture of those commodities, in carloads, from pro- 
ducing points in Mississippi to interstate destinations, were un- 
reasonable. The rates under attack were those from groups tak- 
ing common rates. The ones from groups contiguous to produc- 
ing areas in Alabama and Louisiana, were condemned as unrea- 
sonable, as hereinbefore set forth. The examiner’s specific rec- 
ommendations for the Commission to make are as follows: 

1. That the rates assailed to Little Rock, Ark., Richmond, Va., 
Atlantia, Ga., New Orleans, La., and Springfield, Joplin and Carthage, 
Mo., that are on either combination or class-rate basis are and for 
the future will be unreasonable to the extent that they exceed or 
may exceed joint commodity rates that will be properly aligned with 
the joint commodity rates now maintained on some or all of the vege- 
tables here considered from the points of origin and points in the 
contiguous producing territories of Alabama and Louisiana to these 
destinations and from the points of origin to other points in the same 
general territories, respectively, as these destinations; and that these 
rates, when established, and other joint commodity rates now in 
effect on this traffic shall be published subject to Rule 77 of Tariff 
Circular 18-A. That it will be necessary that the destinations other 
than the foregoing to which the publication of jiont commodity rates 


is desired be specifically named before any definite finding with re- 
spect thereto can be made. 

2. That the refrigeration charges assailed on tomatoes and cab- 
bage are and for the future will be unreasonable to the extent that 
they exceed or may exceed the refrigeration charges on other vege- 
tables from and to the same points. 

3. That otherwise than as above found the transportation rates 
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and refrigeration charges assailed and the rule governing the ship- 
ment of vegetables in mixed carloads are not unreasonable. 


IRON AND STEEL RATES 


Examiner Myron Witters has recommended the dismissal of 
No. 15368, Standard Boiler & Plate Iron Company vs. Penn. 
sylvania et al., on a finding that the rates on iron and steel] 
articles, in carloads, from Niles, O., to Mexia, Tex., are not un- 
reasonable. The contention was that rates of $1.255 and $1.335 
on steel, plates, sheet iron and tank material, knocked down, 
were unjust and unreasonable to the extent they exceeded 93 
cents. The examiner said the finding should be without preju. 
dice in No. 14880, Dallas Chamber of»Commerce vs. Aberdee 
& Rockfish et al., now pending. 


REPARATION ON COAL 


A finding of unreasonableness and an award of reparation 
have been recommended by Examiner Alfred S. Knowlton, in 
No. 15038, Randolph Furniture Works vs. Erie et al., as to a 
rate of $3.91 on soft coal, in September, 1920, from Wayco, 0., 
to Randolph, N. Y. The coal was originally sent to Jamestown, 
N. Y., to which point a rate of $2.51 applied. The complainant 
was led to believe that a like rate applied at Randolph and re. 
consigned coal to that point. The applicable rate was $1.40 
higher and suits for the collection of undercharges were filed. 
The Erie and Bessemer & Lake Erie were agreeable to a re- 
fund to the basis of a rate of $2.51, but the examiner said the 
Commission should find the rate unreasonable to the extent 
it exceeded $2.61 and award reparation to that basis. 


CONCRETE SEWER PIPE RATE 


In a proposed report on No. 14763, Shearwood Concrete Pipe 
Company vs. Southern Railway et al., Examiner R. N. Trezise 
said the Commission should find rates on concrete sewer pipe 
from Knoxville, Tenn., to South Carolina points not unreason- 
able, unjustly discriminatory or unduly prejudicial except as to 
the rate on two carloads to Oakley, S. C. He said it should find 
that the rate to Oakley was unreasonable to the extent it ex- 
ceeded the rate contemporaneously applicable from Chattanooga 
and that the shipper was entitled to reparation. 


WOODFLOUR REPARATION 


A finding of unreasonableness and an award of reparation 
have been recommended by Examiner Arthur R. Mackley in No. 
14467, Hercules Powder Company vs. Director-General and Bing- 
ham & Garfield, as to rates applied on five carloads of woodflour 
from Hercules, Cal., to Bacchus, Utah, between October 8, 1918, 
and June 11, 1919. Mackley said that the commodity rate of 
48 cents on woodpulp was not applicable on woodflour at the 
time these shipments moved; that the applicable class C rate 
of 80 cents, which was applied on some of the shipments, was 
unreasonable to the extent it exceeded 48 cents; that the com- 
plainants made the shipments and was entitled to reparation. 
On part of the shipments, he said, the difference between the 
rate applied and that found reasonable was 32 cents, and in 
others 34,5 cents. 


DRIED BEET PULP RATES 


Examiner Alfred S. Knowlton has recommended a finding of 
unreasonableness in No. 15202, Jackson Traffic Bureau for R. H. 
Green vs. Chicago, Burlington & Quincy et al., as to a rate of 
86 cents on a carload of dried beet pulp shipped in January, 
1921, from Bayard, Neb., to Jackson. The examiner said that 
rate should be held unreasonable to the extent it exceeded 81 
cents applicable on corn. He said the Commission should au- 
thorize the waiving of collection of undercharges. The shipper 
paid at the rate of 80 cents per 100 pounds. A rate of 52 cents 
was asked for the future. The examiner said the Commission 
should find the existing rate of 54.5 cents reasonable for the 
future. 


LINSEED OIL RATING CASE 


Examiner J. Edgar Smith has proposed the dismissal of 
No. 14594, American Linseed Company vs. Buffalo, Rochester & 
Pittsburgh et al., and No. 14683, Spencer Kellogg & Sons Vs. 
Same, on a finding that the fifth class rating and rates result 
ing therefrom on linseed oil from Buffalo to destinations in 
central territory are not unreasonable. The allegation was 
that the rates were unreasonable to the extent they exceeded 
sixth class. The complainants asked for reparation and reasol- 
able rates for the future. 


RATES ON DEAD COAL 


In a report on No. 15204, Athletic Mining and Smelting 
Company vs. Arkansas Central et al., Examiner Paul O. Carter 
proposes the Commission shall. say ‘that shipments of dead 
coal and dead slack, from Huntington and Midland, Ark., to 
South Fort Smith, Ark., between October 7 and December 11, 
1923, and from Bonanza, Ark., to South Fort Smith, betweeD 
October 7, 1928, and March 3, 1924, were overcharged and shall 
order refund. 
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A further finding proposed by him was that rates on the 
commodities mentioned, between September 1, 1921, and October 
7, 1923, and from December 18, 1923, to March 3, 1924, from 
Huntington and Midland to South Fort Smith were unreason- 
able, but not unjustly discriminatory or unduly prejudicial. He 
gaid the Commission should find that the rates were unrea- 
sonable to the extent that they exceeded those contempo- 
raneously applicable on slack coal, 

The dead coal and dead slack were used for fluxing purposes 
in the smelters of the complainant. 


TRACKAGE CHARGE UNREASONABLE 

In a report on No. 15268, Armour Grain Company et al. vs. 
Atchison, Topeka & Santa Fe et al., examiner R. L. Shanafelt 
said the Commission should follow Clay Grain Company vs. A. 
T. & S. F., 78 I. C. C. 539, and find the aggregate of line haul 
rates and port switching charges at Galveston on export wheat 
and other grains taking the same rates from points in Missouri, 
Iowa, Minnesota, Nebraska, Kansas, Colorado and Oklahoma 
unreasonable and award reparation. He said it should find un- 
reasonable the aggregate of line haul rates and trackage charge 
at Texas City on the same commodities from the same terri- 
tories of origin to the extent they exceeded the line haul rates 
exclusive of the trackage charge. 


SISAL CASE DISMISSED 

Attorney Examiner Wm. A. Disque has recommended the 
dismissal of No. 15161, Sisal Sales Corporation vs. Baltimore & 
Ohio et al., on a finding that rates on sisal from Indianapolis to 
points in central territory, western New York and Ontario are 
not unreasonable. The complaint alleged the rates were un- 
reasonable in the year beginning with July 1, 1922. The sisal 
in question was that left on hand immediately after the close 
of the war in a warehouse at Indianapolis, which had to be 
held more than a year, the period in which the sisal was en- 
titled to transit. Disque said if any relief was to be granted 
it should be in the shape of an extension of the transit period 
rather than by the establishment of commodity rates that would 
bear some relationship to the import rates from New Orleans, 
and the divisions accruing out of those rates, beyond Indian- 
apolis. On the authority, however, of the Commission’s decision 
in Non-surrender of Inbound Billing, 73 I. C. C. 455, and Grain 
and Flaxseed from Twin Cities, 78 I. C. C. 575, Disque said the 
Commission should hold the rates were not unreasonable. 


HEATER CAR STORAGE 


Examiner E. L. Gaddess has recommended the dismissal of 
No. 15127, Henry L. Hunter vs. New York, New Haven & Hart- 
ford et al., and a sub-number thereunder, Frank Hewitt et al. 
vs. Same, on a finding that the storage charges applicable in the 
winter months on lading in Eastman heater cars provided with 
artificial heating apparatus are not unreasonable, unjustly dis- 
criminatory or otherwise unlawful. The complaint alleged the 
charges were unjust, unreasonable, illegal and unlawful; that 
they were collected without tariff authority and that the assess- 
ment and collection of such charges had subjected the complain- 
ants to undue and unreasonable prejudice in violation of the 
third section. In the sub-number the Commission was asked to 
award reparation. 

Provision for the charges was made in New Haven I. C. C. 
No, F-3451, effective November 8, 1920. The question was as to 
the meaning of the language, employed in the tariff. The ex- 
aminer said that the Commission informally interpreted the ap- 
plicable tariff provisions as providing for a charge for storage 
in heater cars, whether or not fires were lighted. The exam- 
iner recommended approval by the Commission of its informal 
expression and finding that the charges had not been shown to 
have been unreasonable or otherwise unlawful. 


LUMBER CASE DISMISED 


Attorney Examiner John McChord has recommended the dis- 
missal of No. 15378, Jonesboro Freight Bureau, Portia Lumber 
Company, vs. St. Louis-San Francisco et al., on a finding that the 
rates on lumber (other than pine), from Jonesboro, Ark., to Des 
Moines, are neither preferential nor unduly prejudicial. The 
complainant contended the rates on lumber, other than pine, 
unduly prejudiced and disadvantaged Jonesboro and unduly fa- 
vored Helena, Wilson and Glencoe, Ark., and Memphis. 
| The examiner said the Commission should deny fourth sec- 
tion relief in applications Nos. 462, 2872, 4218, 4220 and 4852 
i so far as they sought authority to continue higher rates on 
lumber from Jonesboro and other intermediate points on the 
lines of the Cotton Belt and Frisco through Jonesboro than 
Were contemporaneously maintained over the same routes from 
Memphis, Helena, Glencoe and Wilson to Des Moines. : 

PULP WOOD CASE 

A finding of unreasonableness, accompanied with a denial of 
reparation, has been recommended by Examiner P. F. Gault in 
No. 15441, Kieckhefer Container Company, successor to the Kau- 





THE TRAFFIC WORLD 1325 





kauna Pulp Company, vs. Chicago & North Westeren and Direc- 
tor-General. He said the Commission should find unreasonable 
rates on 82 carloads of pulp wood shipped between Nov. 29, 1919, 
and Feb. 7, 1920, from Keith, Eberlein Spur and Jones Siding, Wis., 
to Kaukauna, Wis. Charges were colleceted at applicable com- 
bination rates of 6 cents from Keith and Eberlein Spur, and 5.5 
cents from Jones Siding. He said the Commission should find 
them unreasonable to the extent they exceeded 5 cents. He said 
reparation should be denied because it has not been established 
that the Kaukauna Pulp Company had been damaged by the ex- 
action of the unreasonable charges nor that the complainant 
was the successor in interest of the Kaukauna Pulp Company. 


PHOSPHATE ROCK RATES 


A finding of unreasonableness in the past and for the pres- 
ent, and an award of reparation have been recommended by At- 
torney-Examiner John McChord in No. 15206, Traffic Bureau of 
Knoxville et al. vs. Atlantic Coast Line et al. as to rates on phos- 
phate rock, from Prairie and Bartow, Fla., to Knoxville. The 
complaint attacked as unreasonable, unjustly discriminatory and 
unduly prejudicial a rate of $5.19 per long ton and asked repara- 
tion on 347 carloads. That rate of $5.18 became effective July 1, 
1922. McChord said the Commission should find the rate un- 
reasonable to the extent it exceeds $4.62 per ton. 


PORTABLE RAILWAY TRACK 


Examiner Harris Fleming has recommended the dismissal 
of No. 14817, State of Arizona, ex rel. Arizona Corporation Com- 
mission, vs. Arizona Eastern et al., on a finding that the rate 
imposed on six carloads of portable railway track, shipped in 
October and November, 1921, from Tullytown, Pa., to Phoenix, 
Ariz., was not unreasonable, on the authority of Lakewood En- 
gineering Co. vs. Baltimore & Ohio, 88 I. C. C. 588. 








FINAL RATE-MAKING VALUES 


The Commission has reported the final rate-making value 
of the property used by the Central New England Railway Com- 
pany at $22,063,019, as of June 30, 1916. The report gives the 
value of its wholly owned and used property, limited to rate- 
making purposes, as $13,812,880. 

A valuation of the property of the Hartford & Connecticut, 
inclued in the same report, is set down as being $5,000,000, 

The two roads are a part of the New Haven system, through 
stock ownership. ; 

A final value, for rate-making purposes, as of June 30, 1917, 
of $120,500 has been placed upon the property of the Cadiz Rail- 
road Company, a corporation owning a main line about 10.3 
miles long in southwestern Kentucky, connecting the Illinois 
Central and Louisville & Nashville. A majority of its capital 
stock is owned by W. C. White. Its outstanding capitalization is 
$64,825, consisting of $24,825 of stock and a long term note of 
$40,000. The company claimed a book value of $68,697.19. The 
Commission said that if certain adjustments were made the 
book value would be shown as $86,465.88. Among its assets is 
stock in the Southern Pacific of a par value of $5,000 carried 
on the books as worth $9,655. The Commission said the little 
road had cash on hand amounting to $9,655 more than was 
needed as working capital, 

The Commission has placed a valuation of $1,614,287 on the 
used property of the East Tennessee & Western North Caro- 
lina, as of June 30, 1916, for rate-making purposes; of $112,450 
on the Asheville & Craggy Mountain, in North Carolina, in- 
cluding $46,500 leased from the Asheville Southern, as of June 
30, 1916; and $85,000 on the property of the Mammoth Cave 
Railroad, Kentucky, as of June 30, 1917. 


EXPRESS CLASS RATES 

The Commission, May 16, began holding conferences on ex- 
press class rates with a committee representing state commis- 
sions, with a view to coming to a conclusion as to what should 
be done on that phase of the express rate case of 1922, in which 
a decision has been made as to commodity rates on articles of 
food, but in which the class rate adjustment is still pending. 
Before the conferences between the representatives of state and 
federal authorities were begun, Commissioner McChord, in 
charge of the case, brought the examiners who have been doing 
the actual taking of testimony and figuring into a conference 
with himself and a committee of the state commissioners, on 
some of the details. 

The state commissioners in conference with the federal men 
were Commissioners Betts of Arizona, Kuykendall of Washington, 
orca of Rhode Island, Taylor of Nebraska and Shealy of South 

arolina. 





CHANGE IN DOCKET 
Hearing in No. 13569—(and various related cases)—South- 
eastern sugar Investigation, assigned for May 21, at Washing- 
ton, D. C., before Commissioner McManamy and Examiner 
Oliver, was postponed to a date to be hereafter fixed. 



























































RAILROAD LABOR BILL 


The Traffic World Washington Bureau 


Action on the Howell-Barkley railway labor bill was blocked 
again in the House May 19 by parliamentary tactics of its 
opponents. Shortly before 10 p. m., Representative Barkley 
announced that, in view of the stand of the opposition that 
the bill should not pass nor even receive decent consideration, 
he would not ask those who had voted with him to stay all 
night. On his motion the House adjourned. The bill will come 
up again June 2, but, if Congress adjourns June 7, it will not 
come to a final vote, it is believed. Mr. Barkley said the bill 
could come up every suspension Monday until March 4, 1925, 
if it was not disposed of at this session. He said no decision 
had been reached as to forcing action on the bill before agree- 
ing to an adjournment in June. 

The House, sitting as committee of the whole, struck out 
the enacting clause of the bill by a vote of 144 to 134. This 
was a teller vote, however, and when a record vote was taken 
in the House, the action of the committee was disapproved by 
a vote of 188 to 160. Representative Barkley commented on 
the fact that, on every record vote, the majority voted to sus- 
tain the proponents of the measure. 

A motion to recommit the bill to the interstate commerce 
committee was rejected by a vote of 201 to 181. 

In the general debate on the measure, Representative Wins- 
low declared that “We propose on sight to consider and act on 
a bill than which no more difficult bill to understand has ever 
been brought before Congress,” because “organized labor, repre- 
sented by four great brotherhoods, plus a lot of little labor 
organizations, are saying, ‘We want it, that is enough; we will 
have it.’” 

Referring to charges that a great propaganda was being 
waged against the bill, Mr. Winslow said: “We do not want the 
people who are forcing this bill along to undertake to make the 
public believe that they are the fair-haired boys who would not 
exert legislative influence, and that the men who have the 
money involved are the wicked devils who are trying to post- 
pone consideration of the bill.” He submitted a letter sent out 
by Warren S. Stone and D. B. Robertson, brotherhood chiefs, 
calling the attention of their “brothers” to the fact that Con- 
gress was being deluged with protests against the bill and that 
telegrams in favor of the bill “have not been of sufficient quan- 
tity, as compared to the great number received from opposing 
interests.” 

“This will indicate to you that‘a deluge of telegrams from 
now until May 19 will do much to strengthen our position and 
our opportunity for the enactment of this bill,” Stone and 
Robertson said in the message. 


Mr. Winslow said the appeal made by the brotherhood chiefs 
came with bad grace, when at the same time they were charg: 
ing the opponents of the bill with propaganda against the bill. 
He also submitted a letter received by Representative Mapes 
of Michigan from A, J. Burger, president of a shopcraft organi- 
zation whose members have been on strike against the Penn- 
sylvania since July 1, 1922, notifying Mr. Mapes that the writer 
had noted that he was opposed to the bill and that it was de- 
sired that he should support the measure. 

“Your failure to comply with this request will make it 
necessary for this office to notify each voter that we represent 
in your district your action and thereby point out to them 
just where you failed to represent them when you have an oppor- 
tunity to do so,” the letter said. 

“It would be a waste of time to undertake or to suggest, or 
even state, the purpose of that letter,” said Mr. Winslow. “It 
is ‘Hands up!’ That is all there is to it.” 

Representative Blanton of Texas said he knew that mem- 
bers from a southern state who saw fit to vote against taking 
up the bill had received “just such a letter.” 

Representative Nelson of Wisconsin, who made a long 
speech about railroad propaganda against the bill, said the 
labor organizations supporting the bill were “appearing in the 
open,” while the railway interests were operating “under 
cover.” He made much of a railroad telegram in code urging 
action against the bill. 

Representative Madden of Illinois declared that if the bill 
passed it would be impossible to reduce freight rates. Repre- 
sentative Williamson of South Dakota submitted letters received 
from railroad labor organizations similar to those referred to 
by Mr. Winslow. 

“Clearly the purpose of this is to put members of Congress 
on notice that unless they fall in line and pass the bill their 
re-election will be contested by the organizations represented 
by those who have joined in signing the communication,” said 
he. 

After the House had been in session approximately ten 
hours Representative Barkley made a statement immediately 
preceding adjournment that was regarded as indicating that 
the proponents of the bill could make no headway against the 
tactics of the opposition for the rest of this session if an ad- 
journment is taken June 7. Mr. Barkley said the bill would 
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come up again June 2, but the opposition can delay action just 
as it has heretofore, so that if Congress adjourns the first week in 
June the bill will go over until the December session, provided 


the proponents do not use the bill to block an adjournment. Mr, 
Barkley said: 


When I introduced this bill I introduced it in good faith, be- 
lieving that its enactment would bring industrial peace upon the 
great transportation systems of our country. When I asked the 
committee on interstate and foreign commerce to give considera- 
tion and hearings to that bill I did that in od faith, in the hope 
that the committee might give it such consideration as it would be 
expected to give an important measure of that kind. Failing to 
secure any consideration on the part of the committee, I took ad- 
vantage of the rule which permitted me to move that the com- 
mittee be discharged. 

That action on my part evidently met the approval of this House, 
because it discharged the committee; and on every roll call since that 
time, two weeks ago, those who are in favor of this bill have been in 
a majority. Every effort that has been made by those who sought 
to hinder the consideration of the bill in the House has been made 
by those who pretended to be offended because the committee re- 
fused to consider it. But, Mr. Speaker, every effort on the part of 
the enemies of this bill, who pretend to be offended because the 
committee refused to consider the bill, in resorting to every parlia- 
mentary device to prevent consideration here, has belied their pro- 
fessions, because they have done everything possible to prevent this 
House from considering it. And it is nothing but the sheerest and 
rankest hypocrisy to pretend to be outraged because we took the 
bill from the committee, to lend every effort that parliamentary skill 
can lend itself to to prevent the House from considering the bill on 
its merits. 

I want to thank every member who has stood solidly for the con- 
sideration of this bill. I do not know how much longer members 
would be willing to remain here. But I do not desire to punish mem- 
bers by asking htem to stay here all night. It has been manifest that 
the intention of the opponents of this bill is not only that it shall 
not pass, if they can prevent it, but that it shall not be given decent 
consideration on the part of this House if they can prevent it. 

Now, I do not intend to punish members of the House by ask- 
ing them to stay here all night. It is apparent that the consideration 
of the bill can not be completed tonight. I intend to move the previous 
question and allow the record to stand as it is, each individual 
member being answerable to his constituents, and let him answer 
to them when the time comes. 


The Senate interstate commerce committee, May 22, re- 
ceived and considered a report of its subcommittee, to which 
the Howell-Barkley railway labor bill was referred, recommend- 
ing that the bill be approved with amendments. Chairman Smith 
and Senators Cummins, Gooding, Dill, Wheeler, Howell, Fernald 
and Fess were present. The subcommittee was composed of 
Senators Couzens, Gooding and Dill, but on account of illness 
of Senator Couzens, the report was submitted by Gooding and 
Dill. No action was taken by the committee, the report going 
over for further discussion later. 

The principal change recommended by the subcommittee 
was an amendment drafted by Senator Howell of Nebraska 
with reference to placing railroads in the hands of receivers 
to insure operation in case of strikes or lockouts. This amend- 
ment, designated as section 8, follows: 


If not withstanding the provisions of this act any lockout or 
strike or other dispute between a carrier and its employes should 
interrupt the operation of any carrier to such an extent as in the 
opinion of the President to constitute an emergency, involving a 
serious interference with, or obstruction of, interstate commerce and 
(or) the transportation of the mails, he is hereby authorized to 
direct the Attorney-General to apply for the appointment by a court 
of competent jurisdiction of a receiver to control and direct the op? 
eration of such a carrier and to manage its properties during the 
continuance of such an emergency. <Any district court of the United 
States within whose jurisdiction is located the principal office of such 
a carrier shall be authorized in a suit so instituted by the Attorney- 
General under the direction of the President and in the name of the 
United States, to appoint a receiver as above provided, which re- 
ceiver shall be a person or persons neither financially nor otherwise 
associated in interest with the management or employes of said car- 
rier but each such receiver shall be an impartially disinterested indi- 
vidual. The President is hereby authorized to make one or several 
recommendations of a person or persons whom he deems competent 
and suitable for such an appointment as such a receiver or receivers. 


Senator Howell, who introduced the bill for the railroad 
labor organizations that drafted it, said he would insist on the 
adoption of the amendment. He said it was paramount that 
the public interest be protected and that in case of a disagree- 
ment that interstate commerce should not be interrupted. He 
admitted that the labor organizations did not favor such a pro- 
vision of law. He believed that the amendment, if enacted into 
law, would have the effect of compelling agreements between 
the parties. He said the amendment met the objection to the 
bill as introduced that there was nothing to compel a resort 
to aribtration. He said the appointment of a receiver on re- 
quest of the President would mean that a railroad would be 
operated because whoever worked for the receiver would have 
the protection of the government behind them. 

According to members of the committee, there was consid- 
erable opposition to the Howell amendment, It appeared to 
be the thought of members that the bill would have to be 
discussed considerably before final action could be taken. Sen- 
ator Howell said he was hopeful of getting action on the bill 
in the Senate at this session, but that, of course, no one could 
definitely say what would happen. 

Amendments were also recommended as to board of adjust 
ment No. 4, salaries of members, and method of making nom- 
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inations of members. As to No. 4, the subcommittee recom- 
mended that the board should consist of two divisions, one with 
jurisdiction over employes engaged in work in connection with 
water transportation and the other with jurisdiction over mis- 
cellaneous employes in connection with land transportation. 
Each division would be composed of six members, three con- 
stituting the labor group and three the management group. 
The members would be appointed by the President from not 
less than six nominees on both sides, including two by each 
of the nationally organized crafts described in the bill, of which 
not more than one would be appointed. The subcommittee also 
recommended amendments providing for salaries of $2,500 in- 
stead of $4,000, for secretaries of the two divisions of board 
No. 4, and for salaries of $3,500 for members of such divisions 
instead of $4,000. ° 


COOPER OFFERS LABOR BILL 


Representative Cooper of Ohio has introduced a bill (H. R. 
9298) to abolish the Labor Board and to provide for settlement 
of railway labor disputes by adjustment boards to be set up 
by the carriers and the employes and by a board of mediation 
and conciliation. The bill is similar to one heretofore introduced 
by Mr. Cooper. He said he intended to offer it as a substitute 
for the Howell-Barkley bill, to which he is opposed. 


WOLF CASE LEGISLATION 


The Trafic World Washington Bureau 


Representative Newton, of Minnesota, this week submitted 
to the House a favorable report from the interstate and foreign 
commerce committee on S. 2704, the bill passed by the Senate 
amending paragraph 3 of section 16 of the interstate commerce 


act. In the report the committee, after referring to S. 2704 and 
similar bills, said: : 


Paragraph 3 of section 16 of the interstate commerce act, as 

amended, pertains to limiting of the right to bring causes of actions 
by the carriers against shippers and by shippers against the car- 
riers. All actions at law by carriers for recovery of their charges 
shall be begun within three years after the cause of action accrues. 
The shipper under existing laws has two years in which to bring 
his action for the recovery of damages from the carrier. The 
shipper can proceed by two methods: He can complain to the 
Interstate Commerce Commission or he can bring suit for damages. 
In claims for reparation he makes complaint to the commission; 
and generally, in claims for straight overcharges, he brings a court 
action in the first instance to recover the amount due him for a 
charge which is in excess of the published tariff. 
_ The existing law is very clear that the limitation as to proceed- 
ings On complaints before the commission for the recovery of 
damages is two years. It has been almost universally the practice 
of both carriers and shippers to regard the statute of limitations 
of the State, where the cause of action accrues, as controlling in 
the bringing of actions in court for the recovery of straight 
overcharges. 

About one year ago in the case of the Kansas City Southern 
Railway Co. v. Wolfe et al (261 U. S. 133), the Supreme Court 
of the United States held in an action at law to recover straight 
overcharges that the statute of limitations against the shipper was 
two years. This was a great surprise to all the shippers and most 
of the carriers. The result was that a large number of claims were 
barred by the statute as so construed in this decision. The court 
also held, approving prior decision in Grand Trunk Western Rail- 
way Co. (236 U. S. 662, 667), that the running of the statute of 
limitations barred not only the remedy but also the liability; and 
that the carrier was bound to claim the benefit of the statute. 

Congress adjourned shortly after the decision was rendered. 
The above measures were introduced for the purpose of changing 
the law and of correcting the injustice ensuing by the barring of 
these many claims. 

Under its provisions the carriers still have the benefit of the 
three-year limitation in the bringing of actions to recover their 
charges. Shippers are still governed by a two-year limitation for 
the recovery of damages not based on overcharges. 

_ For the recovery of overcharges in actions at law, shippers are 

given three years from the time the cause of action accrues. 
Provision is made for an extension, providing claim for the over- 
charge is presented in writing to the carrier within the three-year 
Period. In this event the period of limitation is extended to include 
six months from the time notice is given by. the carrier to the 
shipper of disallowance of the claim. In other words, the claim- 
ant will then have six months in which to make up his mind 
whether to bring suit or not. 

The last paragraph, (h), revives the claims that were barred 
under existing law, following its interpretation in the Wolfe case. 
he revival period extends to within six months following the 
going into effect of the provisions of this bill. 


The House committee on interstate and foreign commerce 
had appointed a sub-committee composed of Repreesntative New- 
ton of Minnesota, Representative Burtness of North Dakota 
and Representative Rayburn of Texas to consider this bill to 
extend the time for filing claims for overcharges, to meet the 
Situation growing out of the Wolf case (see Traffic World, 
March’ 8, p. 598). It was not expected that hearings would be 
held by the sub-committee. 


McADOO AND THE RAILROADS 

Representative Garber, of Oklahoma, under extension of 
remarks in the Congressional Record, declared that Director- 
General McAdoo “had hardly got his seat warm until he began 
to play politics,” referring to orders increasing the wages of 
railway employes. Garber charged that, while the government 
fixed the price of wheat in the war period, the prices of the 
things the farmer had to pay for were not so fixed. - 
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GOODING BILL PASSES SENATE 
The Trafic World Washington Bureau 


After speeches by Senator McLean, of Connecticut, and 
Senator Fletcher, of Florida, questioning the wisdom of enact- 
ing into law the Gooding long and short haul bill, the Senate 
May 19 passed the bill by a vote of 54 to 23. 

Senator McLean probably reflected the viewpoint of a num- 
ber of senators when he said the intermountain country had 
been seeking such legislation so long that senators had about 
reached the conclusion they would vote for the bill to demon- 
strate that the results would not be what the intermountain 
people expected. Both he and Senator Fletcher expressed the 
belief that the result of enactment of the bill into law prob- 
ably would be higher rates for the intermountain country. Some 
minor perfecting amendments were adopted, but the effect of 
the bill as passed was the same as when it was reported from 
committee. 

Use of the new discharge rule probably will be resorted to 
in the House to get the bill up before the proposed adjourn- 
ment in June. A number of long and short haul bills are pend- 
ing in the House and the discharge rule can be applied to 
them. The Gooding bill then could be substituted for one of 
those measures. 

Unless the discharge rule is used there is practically no 
chance of the bill being considered by the House and the 
chances for final action are not extraordinarily good for con- 
sideration via the discharge route, because of the short period 
between now and the first week of June, when adjournment 
may be voted. 

When the Gooding bill was taken up as the unfinished busi- 
ness May 19, Senator Gooding announced that it had been thor- 
oughly discussed and that friends of the measure were ready 
for a vote. 

Obtaining the floor, Senator Fletcher of Florida said he was 
not impressed as to the “great need” for the legislation. He 
said if the bill passed, it would enable the railroads to increase 
their rates to the competitive water points and not lower them 
to the intermediate points. He said he did not think Congress 
should deny by legislation the enjoyment of natural advantages 
which existed under natural law and “which cannot be destroyed 
by a mere act of Congress.” 

Chairman Smith of the interstate commerce committee de- 
clared railroads could not compete with water carriers “unless 
we artificially create a condition by which the railroads can 
recoup themselves in the helpless communities that have no 
water facilities,’ but Senator Fletcher said he could not agree 
that there could be no competition between rail and water 
lines. Senator Fletcher also said that “we know perfectly well 
that if the railroads that pass through those states (intermoun- 
tain) were dependent on the business of those states they could 
not live.’ He argued that members of Congress were not rate 
experts and that the matter should be left to the Commission. 
He believed that repeal_of section 15-a, which he opposed, would 
do more for the intermountain states than the fourth section 
amendment. 

Senator McLean of Connecticut said the Gooding bill was 
“nothing more nor less than an attack, or at least a reflection, 
on the integrity of the members of the Interstate Commerce 
Commission or their competency.” He said it so happened that 
the senators living in the intermountain country believed that 
existing rates were discriminatory. In other words, he said, 
they were finding fault with the dicision of the court. He said 
in effect that it was an illustration of what happened when a 
litigant was unsuccessful in a court action—that they then sought 
to have the law changed. 


“When we come to administer this law it must be inter- 
preted by a judicial body which will inquire into the facts,” said 
Senator McLean. “Whenever Congress undertakes to do that 
in advance, to anticipate conditions of fact which may violate 
that principle, as I have said, it is utterly impossible.’ Con- 
tinuing, the senator said: 


It is true the attempt has been made again and again to repeal 
the departure provision in the fourth section of the interstate com- 
merce act, but up to date, for some reason, Congress has declined 
to accept the views of the gentlemen who come from the intermoun- 
tain section. My opinion is that the reason why Congress has declined 
to accede to those views is because they would prove to be disap- 
pointing if they were ever enacted into law. My impression that 
the enactment of this bill—I expect the bill will pass—is largely due 
to its continual coming, and so forth. If gentlemen in the west want 
the experience, let them have it. Some people learn from the experi- 
ence of others. Some people learn from their own experience. I 
have always tried, as far as I could, to take advantage of the ex- 
perience of others. 


Senator McLean submitted the report of the Commission on 
the Gooding bill as it was when pending before the interstate 
commerce committee and he also submitted a letter from Chair- 
man Hall of the Commission as to the effect of the Gooding bill 
as reported by the committee, the senator having reqaested such 
information. He said he offered the statements for the benefit 
of members of the House. In his letter on the Gooding bill as 
reported, Chairman Hall said the measure had been studied by 
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the legislative committee of the Commission. After reiterating 


objections set forth in the original report on the bill, Chairman 
Hall said: 


The number of published rates now in existence will never be 
known. They almost surpass computation and would certainly not 
repay it. They cover almost without exception the movement of every 
article from any station to any other station on the railroad system 
of the United States. The system embraces some 250,000 miles of 
road, and the number of railroad stations named or designated in the 
tariffs may range anywhere. from 50,000 to 100,000. The latter figure 
was recently mentioned in argument before us. It follows that the 
number of railroad rates available for use by the shipping public must 
run into the billions. No one will ever count them. But if only 
one in a thousand presents some fourth-section departure, the number 
of such rates would necessarily run into the millions. These ex- 
ceptional rates are in use all over the United States, probably on 
some line or lines of every important carrier. Many of them are 
used on important and extensive traffic and are in effect under the 
statutory relief afforded by applications filed prior to February 17, 
1911, or by order made by this commission. Under the wording of 
the first new proviso substituted by the amendment of March 19, 
1924; apparently the commission: will not only be prevented for a 
year from requiring the removal of any such fourth-section departures 
but will also be prevented from requiring reductions in any of such 
rates, from dealing with their reasonableness or unreasonableness, and 
from removing any undue or unreasonable preference or advantage 
in any respect whatsoever, which may exist with respect to any of 
such rates. There are no doubt now pending before us a number of 
formal proceedings involving many such rates which can not, under 
the amendment, be disposed of for a year, thus depriving complain- 
ants of the relief to which they may be entitled under the provisions 
of the act. The 12-month period now substituted for the 6-month 
period in the original bill is not open to all the criticism of the latter 
in our report, but still affords inadequate time, under any construc- 
tion, for the many important adjustments which would become neces- 
sary if the amendment bill should be enacted. 

You also invite an expression of views with regard to statements 
contained in the committee report (No. 302) as to the hardships 
suffered under existing law and the attendant arguments in favor of 
the proposed change. 

Our report of “March 19 to the committee is so wholly at variance 
with the committee report to the Senate that analysis in detail of 
the latter would seem unprofitable if indeed it be appropriate under 
the circumstances. To what extent the committee report reflects 
the whole record made at the hearings before it can better be de- 
termined by the members of that committee. It portrays a situa- 
tion of hardship and oppression in the interior of the south and 
west which, in the judgment of the commission, does not exist. 

Two fundamentals seem to have been overlooked in that report. 

1. At least 85 to 90 per cent of all relief granted by the commis- 
sion and still in force covers solely the meeting by circuitous lines 
or routes of the competition of direct lines or routes. If the indirect 
routes are not so circuitous as to result in wasteful transportation, 
no shipper, community, or section of the. country is adversely affected 
to any material extent by relief granted on account of circuity. 
Certainly no undue prejudice or undue preference as between ship- 
pers results from such relief, and certainly the growth or development 
of no community or section of the country has been appreciably 
affected by such relief. That this is so, is evidenced by the fact that 
for many years shippers have had the right to file formal complaints 
with the commission seeking correction of their grievances against 
carriers, and I know of no single one of the more than 15,000 com- 
plaints filed which attacked rates solely or primarily upon the ground 
that fourth-section relief on account of circuity existed with respect 
to such rates, whether that relief had been granted by the commis- 
sion or by the statute itself. 

2. The only form of relief which in all fairness could be said to 
affect the growth or development of communities or sections of the 
country is relief over the direet or ‘“‘rate-making’’ lines. Prac- 
tically only two forms of such relief exist, (a) to meet water competi- 
tion, and (b) to meet the competition of carriers leading to or from 
other markets or sources of supply. Little relief of either kind, par- 
ticularly the latter, has been granted since 1920, but, as explained in 
our report of March 19, in some instances seriously detrimental 
effects upon certain carriers will undoubtedly result if relief can 
not under any circumstances be granted on these grounds. Such 
detriment to the carriers will in most instances be reflected in detri- 
ment to the communities and shippers served by those carriers. If 
the railroads are not prosperous their condition is apt to be reflected 
in the territory served by them. 

I may be pardoned if I refer to one sweeping affirmative statement 
in the committee report. This reads: 

“The west and south are treated differently than the east in the 
matter of. fourth-section applications; in the east no fourth-section 
relief is granted on account of water competition, notwithstanding in 
the east there are great waterways and intense water competition. In 
the west there are practically no inland waterways, and the rail- 
roads of the west always have been permitted to charge more for 
the short than for the long haul to meet water competition.” 

It is true that practically no fourth section relief to meet water 
competition is now extant in the eastern territory, but this is because 
of two important factors, (1) the volume of traffic is so much greater 
there than in the west or south that it is not a matter of so much 
moment to rail carriers whether water lines deflect traffic from them, 
(2) the level of the rail rates, because of greater density of traffic and 
consequent lower operating expense per unit of traffic, is lower in 
the east than in the west or south, particularly the west, and there 
is little necessity for reducing the standard rail rates to meet the 
competition of water carriers. In other words, the rail carriers ob- 
tain without relief a fair share of the traffic as against the water 
carriers, and accordingly little or no such relief is in force. It should 
further be said that, with respect to fourth section relief on account 
of water competition, the commission has not pursued a different 
policy in the east from that which it has followed in other sections of 
the country. 

There is in fact little relief on account of water competition in the 
west. The only important instances are between ports on the Pacific 
coast, as between Portland and San Francisco, or between northern 
points on the one hand and the Gulf coast country on the other, to 
meet the competition of water lines from the Atlantic seaboard or 
from foreign countries. Since the early part of 1918, or during a 
period of about six years, there has been absolutely no water-compe- 
tition relief or any relief other than that based on circuity as described 
above and similar to that prevalent throughout the country, including 
the east, on westbound traffic which involves the intermountain coun- 
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try. There is practically no relief on eastbound transcontinetal traffic 
through the intermountain country. Wool is the only important com- 
modity on which such relief exists, and the existence of that relief at 
this time is directly due to the suspension, at the request of the inter- 
mountain people themselves, of tariffs which the carriers filed when 
we denied relief and which would have corrected the existing de- 
partures. 

Throughout the committee’s report in this matter there is frequent 
reference to the “interior” as a territory against which unjust dis- 
crimination and undue prejudice have been created by the manner in 
which we have administered the fourth section. This term in its 
broadest meaning would apply to all of the interior of the United 
States, but it probably refers to the territory intermediate to the 
Pacific coast, on the so-called intermountain territory, and the interior 
of the south. I have already called attention to the fact that for the 
past six years there has been practically no fourth section relief to 
and from the intermountain territory except to circuitous lines in 
order to enable them to meet the rates on direct lines; and whatever 
conditions may exist at present in that region can not be said to be 
due to fourth section relief. @ 

In the south there are important situations where all of the rates 
have not yet been adjusted so as to conform to the provisions of the 
fourth section. There are being corrected as rapidly as possible. The 
commission has for a number of months past been actively investi- 
gating the entire class rate structure in the south with a view to a 
general revision which will remove all existing fourth section cepar- 
tures therein except upon the ground of circuity and will dispose of al] 
pending applications in so far as they involve class rates, the class- 
rate readjustment to be followed as promptly as possible by a similar 
readjustment of all commodity rates, thus disposing of all applications 
in the south. 

It has not come to our attention that any portion at the population 
of any particular community has been constrained to migrate to other 
sections where lower freight rates prevail because of fourth section 
relief either granted or existing by reason of applications not passed 
upon. On the contrary, as is well known, there has been a steady 
movement of the population from the rural sections and towns to the 
large cities for a number of years past. This phenomena, nation- 
wide, has probably been as marked in the east and middle west, where 
there are comparatively few fourth section departures, as in the south 
and far west. What, if any, part fourth section relief has played in 
this general tendency toward centralization of-population in larger 
cities is problematical, to say the least. I am unable to perceive that 
it has been a factor to any appreciable extent. 


Amendments Adopted 


Senator Gooding offered an amendment to his bill to clarify 
that part giving the Commission a year in which to readjust 
violations of the fourth section. The amendment follows: 


Where any common carrier has or common carriers have in effect 
any rate, fare, or charge which is less for the longer than for the 
shorter distance between two ints (the shorter being included within 
the longer distance), and which has been authorized by the Commis- 
sion or as to which application was filed with the Commission on or 
before Feb. 17, 1911, and not yet acted upon by it, such rate, fare, or 
charge shall not become unlawful (except by order of the Commis- 
sion) until after 12 months following the passage of this amendatory 
act; nor shall such rate, fare, or charge in effect via a circuitous rail 
carrier or rail carriers become unlawful if it shaall have been author- 
ized by order of the Commission, after public hearing, based on no 
less a showing than that upon which the Commission is herein au- 
thorized to grant relief: And provided further, That nothing in this 
section contained shall prevent the Commission from authorizing or 
approving departures from the provisions of this section in so far as 
applicable to import or export rates, including rates applicable to 
traffic coming from or destined to a possession or dependency of the 
United States, or to a block system of express rates established by 
ave or with the approval of the Commission, or permitted by it to 
be filed. 

Paragraph 2 of section 4 is hereby repealed. 


The original bill amending the fourth section would have 
omitted paragraph 2. The part of the bill for which the above 
was substituted follows: 


Provided further, Where a carrier by rail now has in effect any 
rate, fare, or charge which is less for the longer than for the shorter 
distance between two points (the shorter being included within the 
longer distance), and which has_been authorized by the Commission 
or as to which application has been filed with the Commission and 
not yet acted upon, it shall not be required to change such rate, fare, 
or charge within 12 months after the passage of this amendatory act, 
nor thereafter if either before the commencement of or within the 
said 12 months’ period such rate, fare, or charge shall have been au- 
thorized by order of the Commission, after hearing, and entered in 
compliance with the provision of this act as hereby amended and such 
order shall not be temporary in character, for the purpose of allowing 
such carrier by rail to meet the competition of another carrier by rail 
whose route is shorter between said points: : 

And provided further, That nothing in this section contained shall 
prevent the Commission from authorizing or approving departures 
from the provisions of this section in so far as applicable to import 
or export rates or to a block system of express rates established by 
order or with the approval of the Commission, or permitted by it to 
be filed. 


The Senate agreed to the amendment offered by Senator 
Gooding. On motion of Senator Pittman, the Senate agreed to 
amendments taking out the words “by rail,” “rail” and “other,” 
in the first proviso of paragraph (1), making it read as follows: 


That upon application of the commission a common carrier may, 
after public hearing, be authorized by the commission to charge less 
for longer than for shorter distances for the transportation of pas- 
sengers or property only in a case where the route via the applicant 
carrier or carriers is longer than via the route of some rail carrier or 
rail carriers between the same points, etc. 


Senator Pittman explained that the interstate commerce act 
defined what was a common carrier under the act and that the 
definition under the act was “a rail carrier or a joint rail-and 
water carrier under the same management or control, or acting 
together with joint rates.” Although Senator Pittman did not 
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May 24, 1924 


so explain the effect of this amendment, the effect of it was 
construed by some as permitting departures in cases involving 
circuitous rail-and-water routes. 

The bill as passed by the Senate follows: 


e it enacted by the Senate and House of Representatives of 
the Be ited States of America in Congress assembled, That paragraph 
(1) of section 4 of the Interstate Commerce Act, as amended, is 
amended to read as follows: 

“(1) That it shall be unlawful for any common carrier subject 
to the provisions of this act to charge or receive any greater com- 
pensation in the aggregate for the transportation of passengers, or 
of a like kind of property, for a shorter than for a longer distance 
over the same line or route in the same direction, the shorter being 
included within the longer distance, or to charge any greater compen- 
sation as a through rate than the aggregate of the intermediate rates 
subject to the provisions of this act, but this shall not be construed as 
authorizing any common carrier within the terms of this act to charge 
or receive aS great compensation for a shorter as for a longer dis- 
tance: Provided, That upon application to the commission a common 
carrier may, after public hearing, be authorized by the commission 
to charge less for longer than for shorter distances for the transporta- 
tion of passengers or property only in a case where the route via 
the applicant carrier or carriers is longer than via the route of some 
rail carrier or rail carriers between the same points; but in ex- 
ercising the authority conferred upon it in this provisio the com- 
mission shall not permit the establishment of any charge to or from 
the more distant point that is not reasonably compensatory for the 
service performed; and if a circuitous rail line or route is granted 
authority to meet the charges of a more direct rail line or rail route 
to or from competitive points and to maintain higher charges to or 
from intermediate points on its line, the authority shall not include 
intermediate points as to which the haul of the petitioning line or 
route is not longer than that of the direct line or route between 
the competitive points: Provided further, That the commission may, 
with or without hearing, upon its own motion or upon application 
of carriers or shippers, in cases of emergency such as drought or dis- 
aster, authorize during the continuance of said emergency any com- 
mon carrier or carriers to charge or receive a greater compensation 
for a shorter than for a longe distance. ; 

“Where any common carrier has, or common carriers have, in 
effect any rate, fare, or charge which is less for the longer than 
for the shorter distance between two points (the shorter being in- 
cluded within the longer distance), and which has been authorized 
by the commission or as to which application was filed with the 
commission on or before February 17, 1911, and not yet acted upon 
by it, such rate, fare, or charge shall not become unlawful (except 
by order of the commission) until after twelve months following 
the passage of this amendatory act; nor shall such rate, fare, or 
charge in effect via a circuitous rail carrier or rail carriers become 
unlawful if it shall have been authorized by order of the commission, 
after public hearing, based on no less a showing than that upon 
which the commission is herein authorized to grant relief: And pro- 
vided further, That nothing in this section contained shall prevent 
the commission from authorizing or approving departures from the 
provisions of this section in so far as applicable to import or export 
rates, including rates applicable to traffic coming from or destined 
to a possession or dependency of the United States or to a block sys- 
tem of express rates established by order or with the approval of the 
commission or permitted by it to be filed. 

Paragraph 2 of section 4 is hereby repealed. 


The senators who voted for the bill follow: Adams, Colo- 
rado; Ashurst, Arizona; Bayard, Delaware; Borah, Idaho; Brook- 
hart, lowa; Broussard, Louisiana; Bursum, New Mexico; Cam- 
eron, Arizona; Capper, Kansas; Caraway, Arkansas; Copeland, 
New York; Cummins, Iowa; Curtis, Kansas; Dial, South Caro- 
lina; Dill, Washington; Edwards, New Jersey; Ernst, Kentucky; 
Ferris, Michigan; Frazier, North Dakota; Gooding, Idaho; Har- 
reld, Oklahoma; Harrison, Mississippi; Hefin, Alabama; Howell, 
Nebraska; Johnson, Minnesota; Jones, New Mexico; Jones, 
Washington; Kendrick, Wyoming; King, Utah; Ladd, North Da- 
kota; McKellar, Tennessee; McNary, Oregon; Neely, West Vir 
ginia; Norbeck, South Dakota; Norris, Nebraska; Oddie, Ne- 
vada; Overman, North Carolina; Pepper, Pennsylvania; Phipps, 
Colorado; Pittman, Nevada; Ralston, Indiana; Ransdell, Louisi- 
ana; Reed, Pennsylvania; Robinson, Arkansas; Sheppard, Texas; 
Shipstead, Minnesota; Simmons, North Carolina; Smith, South 
Carolina; Smoot, Utah; Spencer, Missouri, Stanfield, Oregon; 


Sterling, South Dakota; Wadsworth, New York; and Walsh, 
Montana. 


The senators who voted against the bill follow: Ball, Dela- 
ware; Brandegee, Connecticut; Bruce, Maryland; Colt, Rhode 
Island; Dale, Vermont; Edge, New Jersey; Elkins, West Vir- 
ginia; Fernald, Maine; Fletcher, Florida; George, Georgia; 
Glass, Virginia; Hale, Maine; Harris, Georgia; Keyes, New 
Hampshire; McKinley, Illinois; McLean, Connecticut; Moses, 
New Hampshire; Swanson, Virginia; Trammell, Florida; Walsh, 


pessachusetts; Warren, Wyoming; Weller, Maryland; and Wil- 
8, Ohio. 


Obtaining the floor, May 16, to speak in opposition to the 
Gooding bill, Senator Bruce, of Maryland, refused to yield to 
Senator Pittman for the purpose of offering the bill as an 
amendment to the Army appropriation bill. Just as soon as 
raged Bruce was recognized, Senator Pittman asked him to 


“Is the senator going to offer an amendment?” asked 
Senator Bruce. 

Senator Pittman said he was going to suggest that possibly 
he amendment (Gooding bill) might be offered so that it would 

open to discussion. 

“The senator is a strategist, and in my blundering way 
I tried to be one just a little, too,’ replied Senator Bruce. 

If the bill had been offered as an amendment it would 
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immediately have been subject to a point of order. Senator 
Bruce was the first senator to rise to speak in opposition to 
the bill. 

Senator Bruce said he congratulated Senator Pittman “on 
the strategic cleverness that he has exhibited in this matter.” 

“Like a good general,” he continued, “ he has been making 
a feint attack on departures on the lower Mississippi when 
what he was truly concerned about was the proposed depart- 
ures—for there are no actual departures at this time—in the 
intermountain region.” 

Senator Pittman said he admitted his state was more in- 
terested in the bill because of the discrimination against 
Nevada than it was in the effect of the bill on water transper- 
tation, but that he had undertaken that phase of the situation 
because Senator Gooding had arranged to discuss the effect 
of the bill with respect to the intermountain region. 

Senator Bruce said he thought more importance had been 
attached to the departures along the lower Mississippi than 
the occasion really called for, and that Senator Pittman had 
failed to take into consideration the handicaps to which navi- 
gation on the Mississippi and its tributaries was subject when 
brought into competition with rail transportation. He referred 
to the “superior trustworthiness” of rail service. He said the 
discussion of the bill ought to turn mainly on transportation 
conditions in the intermountain region as it did in the com- 
mittee hearings. As to that region, he said, the quarrel of 
Senators Pittman and Gooding was “really to a great extent 
a quarrel with God and nature.” He said they were complain- 
ing because “the Deity gave to the state of Idaho the Snake 
river instead of the Pacific ocean.” 


Senator Borah said, as he understood Senator Gooding, 
what he wanted to happen was that God and nature might be 
permitted to operate without the interference of the Commis- 
sion to thwart their purposes. Senator Bruce replied if that 
were brought about the intermountain region might be in a 
worse condition than at present. Senator Borah asked why 
should not the coast cities be satisfied with their natural ad- 
vantage “instead of asking for an additional advantage through 
the railroads charging us more for a short haul than they charge 
them for a long haul?” Senator Bruce said if the railroads 
could not lower the rates to the seaboard, then they might 
have to charge higher rates than now to intermediate points. 
Senator Borah disagreed. Senator Bruce said he thought that 
was so and that in his judgment that was the crux of the 
whole case. He said the railroads were simply asking for a 
differential on the Pacific coast that would enable them to 


participate to a reasonable extent in the commerce that was 
now water-borne. 


“The discussion has gone on exactly as if there were now 
departures from the fourth section of the interstate commerce 
act actually applying to west-bound freight on its way to the 
Pacific coast,” said Senator Bruce. “That is not the case. What 
is being indulged in by members of the Senate who have par- 
ticipated in this discussion so far is a mere apprehension, 
based solely on the fact that the transcontinental lines have 
made application to the Commission for departures on some 43 
west-bound commodities. Nobody knows whether the Commis- 
sion will allow those departures or not. It is clothed with full 
discretion to say whether it will do so or not. What right, 
therefore, has any member of the Senate to anticipate, in the 
manner that is now being pursued, the action of the Commis- 
sion on these applications?” 


“Am I to understand the senator to say that the Com- 
mission has not allowed such rates to the Pacific coast and 
that the condition to which I have referred does not, in prin- 
ciple, exist?” asked Senator Reed, of Missouri. 


“It does not exist in fact at all, if the testimony before 


the interstate commerce committee can be believed,” replied 
Senator Bruce. 


“So first of all I ask the Senate to keep in-mind the fact 
that not one single hair upon the head of the intermountain ter- 
ritory has been affected by a departure yet, and there is not 
a member of this body who has any right to arrogate to him- 
self the office of prophecy and to say that the Commission 
will grant a single one of the departures that are now petitioned 
for.” ; 

Referring to remarks made by Senators Gooding and Brook- 
hart, Senator Bruce said he was beginning to “weary of the 
statement that is made almost every day of the week in this 
body that the farmer is fairly being ground into the earth by 
excessive freight rates,” adding that, relatively, railroad rates 
were lower in the United States today than they were before 
the world war. He said Daniel Willard, of the Baltimore & 
Ohio, had testified before the committee that the entire net 
revenue of the railroads from the transportation of agricultural 
products in 1923 was $132,000,000 and that if that amount were 
applied to the wheat and corn raised in 1923, it would mean 
4 cents a bushel. 

“Yet we have a member of the Senate like the senator from 
Idaho (Mr. Gooding) threatening us practically with destruction 
of our American institutions if these frightful rate abuses, that 
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exist in his imagination only, are not redressed,” said Senator 
Bruce, continuing as follows: 


No; what has been said here is but another illustration of the 
unreasoning agrarian agitation that is going on in the Northwest, and 
of that agitation I have no disposition to speak at any length. It is 
to a great extent as preceding agitations of the kind have been, merely 
the restless edges of the seamurmuring because they can not escape 
the constraint of the rock-bound land. But, to use a vigorous 
phrase, it does fatigue my indignation to hear it said that the rail- 
roads of the country are ruthlessly oppressing the farmer and plac- 
ing an intolerable burden upon his back, and to see our superb 
railroad system, the finest in the world, threatened with derange- 
ment and even destruction by every covert or open attack that could 
possibly be made upon their welfare and that of the people of the 
United States to whom their welfare is a matter of such vital con- 
cern. 

Another gentleman with an arithmetical turn of mind has cal- 
culated just what effect freight rates at the present time have on 
the cost of living; and he has made up the following little table: 


Per cent 
of freight 
rate to 
Consumer cost to 
Commodity— Freight rate pays consumer 
4.75 mills $0.06 12.50 
Flour, 1 pound, Minneapolis to Cedar 

Sy tvisnne 0 Uhlnniitniettinde 1.9 mills $0.06 3.17 
Suit, 6 pounds, Chicago to Seattel 

EE 66.5. SeVoc ch eels vent vccabee« 7 cents 50.00 14 
Hat, % pound, Chicago to Cedar 

MADIGS~ ci stece sk gine 0:8edinve ote ated aes: oh 7.9 mills 4.00 -20 
Sugar, 1 pound, New Orleans to 

NIE "ks 6s a 0 'n:6'n.0' dour ao eetminre «ad ore 7 mills 10 7.00 
Coffee, 1 pound, New Orleans to Chi- 

CBZO cece bebe chee Chidke i «edhe ates 6.5 mills -45 1.44 
Tea, 1 pound, Seattle to Chicago..... 1.5 cents 1.00 1.50 
Salt, 1 pound, Detroit to Cedar Rapids.2.5 mills -02 12.50 
Butter, 1 pound, Cedar Rapids to Chi- 

GREG <0 eversine evdniege cumdsedoutdeacs 4.75 mills -65 -75 
Eggs, 2 pounds (1 doz.), Cedar Rapids 

et MPEOUEED. ‘csccies cheb os dade cagivesa 9.5 mills .56 1.70 


Now, let me pass from that to freight rates on live stock in the 
West at the present time, as set forth in a recent publication. 

“Sales of live stock and the freight rates paid on the same were 
studied at four markets: Chicago, East St. Louis, Kansas City, and 
South Omaha. These studies were made for three days at intervals 
of three weeks, October 15, November 5, and November 26, 1923. The 
stock was received from 27 states and included 13,161 cattle, 18,585 
hogs, and 24,682 sheep. Then, taking each class of stock separately, 
the cost to the purchaser, delivered at the yards, was divided into 
three items—price paid to the farmer, freight paid to the railroad, 
and miscellaneous distribution costs. The following is the result: 

“With cattle, freight was 6.9 per cent of the total bill; miscel- 
laneous costs, 3.1 per cent; price to the farmer, 90 per cent. 

“With hogs, freight came to 5.1 per cent; miscellaneous costs to 3.3 
per cent; price paid to the farmer, 91.6 per cent. 

“With sheep, freight covered 7.4 per cent; miscellaneous costs, 4.1 
per cent; price paid to the farmer, 88.5 per cent. 

“Or, taKing all stock together, of every dollar paid out by the 
buyer the railroads got 6.5 per cent for freight, other costs absorbed 
3.3 cents, and the farmer got 90.2 cents.” 

In view of all the unimpeachable figures, founded on the actual 
records of the transportation systems of this country that I have 
given, I assert again that freight rates in the United States today are 
relatively lower than they were in 1914. Surely it is not the fault 
of the railroads that wages have gone up 98 per cent since 1914; 
surely it is not their fault that the cost of everything in the way 
of materials and supplies which they buy has gone up greatly, too. 
How can we expect railroad rates to remain down when nothing else 
remains down? 


Senator Kendrick, of Wyoming, said it was a fact that 
freight rates on livestock from western points to market were 
relatively higher in proportion to what the livestock was sell- 
ing for in the market than in 1914. Senator Bruce said he 
would let the figures speak for themselves. Senator Kendrick 
remarked that figures did not lie but that liars figured. 

“Yes; they certainly do sometimes, especially when they 
are strongly under the influence of agrarian agitation and 
disaffection, replied Senator Bruce. 


The senator said the real trouble with the farmer was 
that he happened to be the first individual in the body politic 
to whom the inevitable processes of deflation that set up after 
the world war were applied and that, sooner or later, “we 
shall all be subjected to the same trying process.” 

Reverting to the long-and-short-haul clause, Senator Bruce 
called attention of members to the fact that it was a great 
mistake to think that the discretion vested in the Commission 
by the fourth section was exercised only where railroads came 
into competition with water lines. He said the fact was quite 
ignored that “in all the other regions of the United States 
business and commerce are largely built up on rate structures 
involving thousands and thousands of such departures.” He 
said so little in justice had resulted from such departures 
that he believed not one witness had appeared before the com- 
mittee to lift up his voice in favor of the Gooding bill. He 
reviewed the various forms of fourth section departures and 
called on members from various states to consider how the 
Gooding bill would affect their commerce. 

“Is the beneficient jurisdiction of the Commission in all 
those varied cases, and others that might be enumerated, to be 
swept out of existence?” he asked. 

Senator McLean, of Connecticut, said if the bill were passed 
he could not see how anyone living in Idaho could expect to 
see any reduction in freight rates. He agreed with Senator 
Bruce that there probably would be an increase in rates. 
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Senator Gooding said he was not expecting any reduction jp 
rates if the bill passed, but that what was expected was that 
the coast cities would not have a lower rate than the Idaho 
points. Senator Bruce told Senator Gooding that the coast cities 
always would have lower rates so long as “the Pacific ocean laps 
their wharves and piers,” adding that that was the controlling, 
inescapable fact in this whole discussion. 


“The truth is,” said Senator Bruce, after referring to the 
financial condition of the northwestern railroads, “that rate 
departures are so inseparably interwoven with the commerce 
of the greater part of the country and so much has beep 
erected upon them that the Gooding bill, if enacted, would prob. 
ably work untold disturbance and derangement, not to say ruin. 
Shall the rate structures into which these departures enter 
topple down and be abased to the very dust simply because 
the citizens of the intermountain territory are afraid that the 
Commission may, on the applications now pending, grant de. 
partures on freight bound over the transcontinental lines to 
the Pacific coast? 


“IT trust that this attempt to maim or hamstring the fourth 
section will fail, as such effurts have always failed heretofore.” 
In conclusion, he said: 


A thing that I do not understand is why this bill should be brought 
up at this late day in the session. It was reported favorably from 
the committee a good many weeks ago, if my memory serves me right, 
and it has come up for consideration in the Senate certainly at least 
once if not oftener, and has gone over for lack of attention, if I am 
not mistaken. Since it came into the Senate nobody seems to have 
been paying any heed to it, much less urging the Senate to pass it. 

It has been allowed to drift along very much as the shallow, 
demagogic bill providing for an investigation into railroad propa- 
ganda has been allowed to drift. Now, toward the close of the ses- 
sion, when it is impossible for the bill independently of some legis- 
lative host or other to be enacted, all of a sudden there is this spas- 
modic effort made to infuse vitality into it, and the senator from 
Nevada (Mr. Pittman) goes to the extraordinary length, as I con- 
ceive it, of offering the bill in the form of an amendment to the War 
Department appropriation bill. 

I have been reading a good deal recently with respect to different 
forms of animal life that save themselves the trouble of making their 
own nests and are in the habit of burrowing into the tails or backs 
of other forms of animal life and depositing their eggs in the cavities 
thus created. Last night when I turned to a work on elementary 
science I could not but be struck with the extraordinary analogy 
between the effort of the senator from Nevada to engraft his amend- 
ment on the pending bill, to which it is totally foreign in nature, 
and the habits of a little fish found in the waters of the European 
continent which is known as the bitterling. The bitterling is a 
shrewd economist of time and labor, for, instead of making its own 
nest out of a little circle of stones or what not, it is in the habit of 
projecting a long ovipositor downward from its body and depositing 
its spawn in the shell of the mussel, and allowing the mussel to save 
it the task of incubation. I think that the senator from Nevada must 
have been reading about the curious habits of this creature when 
he announced to the Senate his intention of finding a host for his 
amendment of the long-and-short-haul section of the interstate com- 
merce act in a War Department appropriation bill, 


Rejected as Amendment 


The bill, rejected as an amendment to the army appropria- 
tion bill, came out of an afternoon debate May 17 as the unfin- 
ished business before the Senate. Consideration of the bill was 
resumed May 19. 


By a vote of 49 to 25 the Senate rejected the bill as an 
amendment to the army bill. The vote was not regarded as 
indicative of what the final vote on the measure would be, be- 
cause senators favoring the bill voted to sustain the point of 
order against the bill as an amendment. 


Senator Pittman of Nevada defended the amendment on the 
ground that the money appropriated by the army bill for rivers 
and harbors would be wasted unless the Commission were pre 
vented from permitting railroads to violate the fourth section 
as to water competition. ; 

Senator Wadsworth, of New York, who made the point of 
order, said it was against the rules to attach general legislation 
to an appropriation bill. He said the amendment was an amend- 
ment to the “general law of the land.” 

Senator Walsh of Montana said he regretted he would be 
obliged to vote to sustain the Wadsworth point of order. When the 
point of order had been sustained, he precipitated several hours 
of debate by offering an amendment providing in effect that 
no part of the money appropriated for river and harbor work 
by the army bill should be available for use until Congress 
had acted finally on the Gooding bill. He argued that nothing 
was so destructive of water competition as the fourth section 
and that until Congress had declared a policy with respect t0 
that no more money should be spent on rivers and harbors. 

This amendment raised the ire of the advocates of river 
and harbor appropriations. They argued that the army bill 
should be disposed of and that then the Gooding bill should be 
taken up as a separate measure. 

Senator Overman of North Carolina regarded the Walsh 
proposal as in the nature of a threat, but Senator Walsh said 
it was useless to spend any more money on the waterways if 
departures from the fourth section were to continue. Senator 
Wadsworth said if the amendment carried, the army engineers 
would have to suspend maintenance work. The point also was 
made that expenditures for harbor work would be held up and 
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that that phase of the situation was not involved with the 
Gooding bill. 

Senator Trammell of Florida said the Walsh amendment 
was a most extraordinary one. He said if such an amendment 


-were adopted, the precedent set would return to plague the 


Senate for the rest of its existence. Any time a senator or 
group of senators desired a particular bill passed, he said, all 
they would have to do would be to offer an amendment similar 
to the Walsh amendment to compel action. He declared the 
proposal involved forcing the Senate in a “disorderly way” to 
pass on proposed legislation. He said he had never heard of 
such procedure in a long legislative experience. Senator Rob- 
inson of Arkansas, Democratic leader, said he favored the Good- 
ing bill, but could not support the Walsh amendment. He said 
he could not conceive of “worse parliamentary procedure.” 

The Walsh amendment finally was rejected without a record 
yote. Then Senator Pittman offered a similar amendment with 
respect to an item in the army bill relating to the Panama 
Canal, but this was rejected without a record vote. The army 
pill then was reported to the Senate and passed. 

Senator Gooding then moved to take up the long-and-short- 
haul bill, and his motion prevailed without a record vote. This 
resulted in the Gooding bill being made the unfinished business 
before the Senate. 

In debate preceding the raising of the point of order against 
the Gooding bill as an amendment speeehes in support of the 
Gooding bill were made by Chairman Smith of the Senate in- 
terstate commerce committee, Senator Gooding, Senator Nor- 
ris of Nebraska, Senator King of Utah, Senator Ransdell of 
Louisiana, and Senator Ashurst of Arizona. 


Railroad “Propaganda” 

Railroad “propaganda” was attacked by members of the 
Senate in the course of the debate on the bill. Senator Gooding 
said he thought “we are all aware that for some time there 
has been in this country a propaganda that no railroad legisla- 
tion should be passed at this session.” 

“Large sums have been spent by the railroads in this prop- 
aganda work,” said he. “From the fact that two long-and- 
short-haul bills were introduced in the House on the tenth of 
December, soon after Congress convened, and many other rail- 
road measures, and no hearing has been had on any of them 
that can be considered as important legislation, it is generally ad- 
mitted that there is no opportunity for this legislation to come 
out of the House, although I hope I am mistaken in this. 

“The time seems to have arrived in this country when the 
people cannot have a hearing on a petition or important pro- 
posed legislation because the great railroad corporations of this 
country, through a propaganda, seem at this time to wield what 
I believe is a dangerous influence from the standpoint of legis- 
lation and good government.” 

Senator Norris of Nebraska said Senator Gooding had 
called his attention to the “wonderful propaganda” that had been 
going on against any change in the Esch-Cummins act. He said 
thousands upon thousands of letters had come from various kinds 
of business men in all parts of the country “asking us not to 
change the Esch-Cummins law and particularly not to change 
section 15-a.” 

“One of the peculiar things is that the people do not know, 
they do not seem to realize, that they are paying the expense 
of this propaganda,” he continued. 


‘ Mr. Norris put in the record letters and messages from 
railroad officials urging support for the transportation act in 
the interest of adequate transportation. One was a message to 
all local surgeons of the Missouri Pacific. Senator Norris said 
the people did not realize that surgeons, as well as attorneys 
and other agents, “are all engaged in the same kind of work 
if they obey the directions given them from the top.” He de- 
clared the cost of the “propaganda” should not be paid out of 
freight and passenger revenue. He said the people of the coun- 
try “are being bled and made to pay for their own deception.” 

Senator Johnson of Minnesota remarked that Mr. Country- 
man of the Great Northern was out every week making speeches 
telling “that the senator from Wisconsin (La Follette) and the 
Senator from Nebraska (Norris) and myself and others are 
out with threshing machines for the railways. I imagine that 
expense is also charged up, and we have to pay the bill.” 





ABATEMENT OF CLAIMS 


Senator Shields of Tennessee has introduced a bill (S. 3315) 
to amend section 206 of the transportation act by adding thereto 
& hew paragraph reading as follows: 
os “(h) All claims for undercharges under the interstate com- 
perce act, and all actions at law for recovery of any rates, fares 
a transportation charges, or any part thereof, which accrued 
shatek the period of federal control, are hereby declared to be 
the va unless and excepting in so far as an action to enforce 
ai a lection thereof was brought in a court of competent juris- 

ction on or before the 28th day of February, 1923.” 
Passage of the bill would nullify the decision of the Supreme 
rt in No. 517, E. I. Du Pont De Nemours & Co. vs. Director- 
neral, wherein the court held the Director-General was not 
und by the three-year limitation of paragraph 3 of section 16. 
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In the debate on the Gooding long-and-short-haul bill in 
the Senate, Senator Gooding, attacking the Commission as 
being “on the side of the railroads,” declared “that a majority 
of them are just mere tools for the railroad corporations,” 
referring to members of the Commission. He said he thought 
a thorough investigation would prove that beyond doubt. 


When Senator Ransdell. of Louisiana, was speaking on the 
bill and the development of water transportation, Senator Bruce, 
of Maryland, asked him whether he agreed with Senator Good- 
ing that the Commission was the “tool of the railway companies 
of the United States.” Senator Ransdell said he did not want 
to say anything like that—that he would not go that far. 

Senator Gooding then insisted that he had not said that 
“all the members of the Commission were tools of) the rail- 
roads,” continuing as follows: 


I did say that some of them were, and I am giad to have a 
chance to repeat that. I have come to that conclusion as the re- 
sult of the things that I know, telegrams that I have put in the 
record, where the chief executives of the railroads were going to the 
Commission in a body, not to present facts and evidence in regard 
to why there should be a violation of the fourth section, but merely 
because they were the chief executives of the railroads. 

Judge Prouty has been spoken of. I have a very high regard 
for him. I have a very high regard for men who are now on the 
commission. I do not think we ever had a greater man in the 
service of the country than Judge Prouty, of the Interstate Com- 
merce Commission, as far as that is concerned. There have been 
many other great men who have served their country on this com- 
mission. Judge Prouty is a big, broad, true American, and I have 
respect for such men; but when I know, after I have made a study 
of these questions, how they get violations of the fourth section, that 
there have been practically 6,000 violations made without much or any 
investigation and without a hearing, and that out of all that have been 
made in only some three hundred and odd has there been any hear- 
pe at all, I make up my mind that there is some influence besides 
evidence. 


“T have elicited from the senator from Idaho (Mr. Gooding) 
just what I wanted to elicit, that if he does not think that all 
of the members of the Commission are tools of the railways 
he, at least, thinks a majority of them are,” said Senator 
Bruce. 

Earlier in the debate Senator Gooding had referred to 
telegrams from executives of the transcontinental lines relative 
to the pending fourth section applications for departures to the 
Pacific coast, the suggestion having been made that the exe- 
cutives should) personally present the applications to ‘the 
Commission. On this point Senator Gooding said in the Senate: 


I understand that it is not an unusual thing for the executives 
of roads to appear in a body before the Interstate Commerce Com- 
mission, and that they did make such a visit in the interest of 
the applications that I have here which cover a wide range of 
commodities. Fortunately for the west, there was some new blood 
upon the commission that objected to the violations of the fourth 
section that were asked for by the transcontinental railroads from 
Chicago to the Pacific coast being allowed without hearings. These 
telegrams that have passed between the associated chamber of com- 
merce and the executives of the .transcontinental railroads should 
destroy the confidence in at least some of the members of the Inter- 
state Commerce Commission who have always shown an unfriendli- 
ness toward the shippers. I have a very high regard for the spirit 
of fairness of some of the members of the commission, but that 
is not true as far as all of the members are concerned. With these 
executives and their representatives and Mr. Countiss there seemed 
to be no thought of submitting information and facts in regard 
to this application for the violation of the fourth section. The 
question that was to be considered was how could the Interstate 
Commerce Commission best be given to understand that chief ex- 
ecutives of the transcontinental railroads wanted these violations, 

Mr. Countiss, who holds a high position with the railroads and 
no doubt draws a very large salary from the railroads and is con- 
sidered one of the greatest railroad men in this country, was sure 
he had no influence with the commission, but that a visit to the 
Interstate Commerce Commission by the executives would bring 
about these violations in short order. 


Senator Gooding referred to the same matter in the hear- 
ings on the Gooding bill when Chairman Hall was before the 
committee. In view of his declaration about the executives 
going to the Commission, the testimony of Chairman Hall on 
that subject is of interest. One of the telegrams stated that 
filing of the fourth section applications had been delayed to 
decide “the most forcible method of presentation.” The part 
of the testimony in question before the committee follows: 


Senator Gooding—What do I understand by that “‘most forcible 
method” of presentation? Is it necessary when great traffic men 
like Mr. Countiss—and I understand that he is a great traffic man, 
representing the trans-continental lines—must suggest to the execu- 
tives that they should appear before the commission and present the 
case. Are they any more able to present it than Mr. Countiss was? 
Or, are they as able to present it as he is? i 

Commissioner Hall—Are those questions addressed to me, sir? 

Senator Gooding—I take it that the Senate will want to know 
something about this. 

Commissioner Hall—I. know nothing about these telegrams. ‘They 
are here. You have read them. 

Senator Gooding—We want to know what influence these execu- 
tives have on the commission. Let me read another one. On August 
9, 1923, the Transcontinental Freight Bureau wired the Union Pacific 
ne follows, and I understand Mr. Countiss is at the head of that 

ureau: 


Your B-16, 4th instant, fourth section all ready for presentation 
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to the commission, but several lines think it should be personally 
presented by a committee of executives. Under Santa Fe and Northern 
Pacific is in correspondence with other executives on this point. 
California lines had originally suggested personal presentation by 
me, but such presentation would carry no weight with the commission.” 

He could present the facts to the commission, couldn’t he? He is 
perfectly able to do that? 

Commissioner Hall—All these questions, Senator, you can an- 
swer just as well as I can. I can not enter into the minds of the men 
who sent these telegrams or the minds of the men who received 
these telegrams. The fact is they are. 

Senator Gooding—They are there, and they are a matter of record. 

Commissioner Hall—They are. 

Senator Gooding—I though you might know. What I would like 
to know is was there an effort made to present this case by the 
executives? 

Commissioner Hall—I don’t even recall that; but it wouldn’t 
have made a bit of difference whether it had been or not. These 
fourth section applications, like all of the these matters seeking 
relief, would have to be set down for a hearing, and decided on the 
record made. 

Senator Gooding—In view of the fact that there have been so many 
applications allowed without a hearing, I would like to know if the 
chief executives of these railroads did appear before the commission 
to take the matter up? 

Commissioner Hall—I haven’t any recollection of anything of the 
kind. Does any one know if these executives appeared? 

Senator Gooding—There is the suggestion that they were going 
to appear, and that the matter was going to be speedily settled. Evi- 
dently they thought it might be done without a hearing. 

Mr. Hardie—The fact is that that was not done. 

Senator Gooding—It was not? But there might have been good 
and sufficient reasons for that. 

Mr, Pitt—What is more, it was postponed for six or seven months 
before it was heard. 

Senator Gooding—I understand that there are going to be hear- 
ings and all that, but I am saying that the great executives of these 
transcontinental roads seemed to be under the impression that if they 
appeared before the commission in person, they would have a great 
influence with the commission. The Senate will be intensely inter- 
ested to know if that is true, and that is the reason why I am asking 
you. I don’t believe it would influence you. 

Commissioner Hall—I can not tell you, sir, what the executives 
An lua thought, although I might happen to guess what they 
did think. 

Senator Gooding—They are pretty wise men, aren’t they? - 

Commissioner Hall—I can tell you as a fact, that the commission 
is not handled that way, and while we have great respect and regard 
for a number of the executives of the railroads, as well as for the 
others with whom we are in contact, yet this suggestion that there 
is any personal influence that will bring about a result is entirely 
without basis. 

Senator Gooding—I am not quite sure that a senatorial investiga- 
tion would not be a good thing, because it is in the record and im- 
plied, and it comes from men of great intelligence, and men who 
have been before the commission so often—at least their roads 
have—that it looks rather serious to me, Mr. Hall, and I am very 
serious about these measures, too. 

I think that covers it; you are unable to answer the question. 

Commissioner Hall—I am able to answer them very definitely and 
positively, that the suggestion that any influence can be brought to 
bear upon the members of the commission, or is sought to be brought 
to bear—that any influence is attempted to be used with the com- 
mission to bring about a decision of cases that are before the com- 
mission, that that possibility is entirely remote. It is entirely in 
error. 

Senator Gooding—It is stated here that it is going to be tried. 
That they are going to make the effort. 

Commissioner Hall—There is nothing to show they ever did try, 
if they did try. 

Senator Gooding—I want to find out whether they did ever appear 
before the commission to take it up. 

Commissioner Hall—Why, we see representatives of shippers and 
representatives of carriers whenever they want to see us, and we 
always have, but as to whether they have ever called upon the com- 
mission or any member of the commission for the purpose of pro- 
moting this particular fourth-section applicatidn I don’t know, but 
it wouldn’t make any difference if they had. It would not have 
increased or furthered in any way the dealings with the fourth-sec- 
tion application when it came. 


BARGE LINE CONTRACT 


The Senate has passed a joint resolution (S. J. Res. 102) 
authorizing the Secretary of War to modify certain contracts 
entered into for the sale of boats, barges, tugs and other trans- 
portation facilities intended for operation on the New York 
State Barge Canal. The equipment was sold to a syndicate 
that agreed to pay $1,000,000 for it. The holder of the con- 
tracts is the New York Canal & Great Lakes Corporation. 
Senator Wadsworth, of New York, said the company had been 
losing money steadily. He said the boats sold by the govern- 
ment were not of proper design and that the company had 
not been able to handle them in an economical manner, al- 
though they had been running full, east and west, on the canal. 
He said the company was so “terribly overcapitalized that they 
cannot pay these installments and the interest,” referring to 
the terms of the contract. He said the Secretary of War was 
heartily in favor of giving the barge company “a chance to 
live.” Under the resolution the Secretary of War is authorized 
to modify the contracts but such modification shall not result 
in the government getting less than $500,000 for the equipment. 





GOVERNMENT OWNERSHIP BILL 


Representative Berger of Wisconsin, Socialist, has intro- 
duced a bill H. R. 9244) to condemn and acquire for government 
ownership and operation railroad, telegraph, telephone and ex- 
press properties engaged in interstate commerce 
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HEARING ON SECTION 15A 
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A declaration by Representative Hawes, Democrat, of Mig. 
souri, that he intended to find out whether the “guerilla war. 
fare” being carried on against the transportation act was fo; 
the purpose of changing the act or for the purpose of laying 
the foundation for government ownership of the railroads nearly 
resulted in a row in the House committee on interstate anq 
foreign commerce May 21 at the hearing on the question of 
whether section 15a should be repealed. 

When Commissioner Esch, appearing for the Commission 
had completed reading a prepared statement explaining the 
operation of section 15a, Chairman Winslow said there appeared 
to be a scarcity of witnesses who desired to appear in fayory 
of repeal and suggested that Representatives Shallenberger and 
Huddleston appear before the committee as witnesses in fayor 
of repeal. 

Representative Hawes then interjected that he intended to 
develop just what portion of the demand for repeal was an 
effort to change the act or to pave the way for government own. 
ership. He said the time had arrived for the committee, 
Congress, and the public to get the facts. 

“If Representatives Huddleston and Shallenberger fayor 
government ownership, we ought to know it,” Mr. Hawes de. 
clared. “The House ought to know it. And as the matter pro- 
ceeds I propose to ask those favoring repeal of section 15a 
whether or not they favor government ownership and to find 
out whether they do or whether they are too timid to answer, 
There is an honest difference of opinion on the subject of goy- 
ernment ownership, but if they do believe in it, we should 
know it.” 

Representative Shallenberger objected that the hearing was 
to be confined to section 15a. 

Representative Hawes asserted that the object of attack. 
ing the section should be brought out. He said he had a right 
to know whether the “guerilla warfare attack” on the section 
was an attack to smash the railroads. 

“I am not a guerilla,’ declared Representaxive Shallen- 
berger. “I fight in the open.” ' 

Representative Huddleston declared that the attitude of 
Hawes and men like him was doing more to bring about govern- 
ment ownership of the railroads than anything else, charging 
that there were those who favored railroad ownership of the 
government, but not government ownership of the railroads. 
He said if the question raised by Hawes was to be inquired 
into, the committee had better investigate how many of Hawes’ 
constituents were interested financially in the railroads. He 
said it was none of Hawes’ business what his private views 
were on the subject. At this point Representative Burtness 
moved that the committee adjourn and the motion was carried. 
Chairman Winslow said the only witness who had notified him 
that he would appear in favor of repeal was John E. Benton, 
of the state commissions. Representative Rayburn, of Texas, 
said Mr. Fulbright desired to appear in favor of amendment 
of the section on behalf of the National Industrial Traffic 
League. Representative Shallenberger asked if the chairman 
had made an effort to get witnesses in favor of repeal. The 
chairman said notices had been sent to everyone who had 
evidenced interest in the matter, but that he had not gone out 
and rung a bell to get them in. He said members of the con- 


oe could bring forward any witnesses they had who favored 
repeal. 


Commissioner Esch, in his prepared statement, gave a coll 
prehensive review of the Commission’s administration of se¢- 
tion 15a, quoting at length from decisions to show how the set- 
tion had been applied. 


Mr. Esch discussed the situation at the time the act was 
passed and developments thereafter, the rate of return, rail 
road valuation, rate increases, rate decreases, the recapture 
clause and the steps taken by the Commission to enforce it 
and steps taken by the Commission with respect to honest, 
efficient and economical management of the railroads. 

Since the recapture clause was held valid, Mr. Esch said, 
some carriers were contending that the Commission had to fix 
the value of the properties before payment of excess earnings 
could be required. He said the Bureau of Finance had col: 
sidered various means of working out a practical method of 
settlement with carriers without waiting for a decision in the 
matter of final determination of values. At present he said the 
Bureau was preparing to issue proposed reports in those cases 
where carriers having excess income had filed no exceptions 
to tentative valuations under section 19a and which have 
therefore, become final. He said tentative valuation figures were 
being prepared in 176 cases in which analysis had indicated that 
the carriers might have earned excess income. 

Mr. Esch submitted a table showing the roads that had 
paid excess earnings up to May 9. The total paid to that 
date was $3,655,559.35. Of that sum, $738,766.09 was for the 
period ended December 31, 1920; $47,371.42 for the year end 
December 31, 1921; $486,413.86 for the period ended December 
31, 1922, and $2,383,007.98 for the year ended December 31, 1923. 
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Three Class I carriers—the Richmond, Fredericksburg & Poto- 
mac, the Duluth, Missabe & Northern and the Elgin, Joliet & 
Eastern—were listed as having paid excess earnings. The fol- 
lowing shows the amounts paid by railroads as one-half of 
their excess income preliminarily computed by them: 


Name of Carrier Total 
IBUR, POU MEER | COS oo oc area pue’s osakobemiee cos cgaue $ 146.26 
OI OS Ae SA a oe eee rn eens ae 11,851.72 
UNS RGG PERE AR, ER. OD On ta ces coebncsaneersesess 26,335.03 
Brimstone Railroad & Canal Co.....6.....cccecceecccees Bae 27,506.12 
iS Ae NC SEs ME MDG «soins 65's «sys s SOAs viet ep ode US 18,630.46 
Pampbell.s (POG H.R. OG... wc ccieccccnsiecnse es =e papell PEI 548.53 
SETA! De ae UE, ET MNO «5. nica. 0 e:esrepesey + p-eaigeeals at eiee-e.n 


POE: SRC Diy a 6s: TUE b 0:6 do Cen 0169p nid + c0 mean aie oir «8 
Dayton Goose Creek Ry. Co 
*Duluth, Missabe & Northern Ry. Co. 






eat JOTORM ae. DOUCET - Fh. Fe. Ces oc on cco scr pceeccssovece 4,753.61 
Seat), SOMES Oe SeRMEOOND, OS COO s a cow's + cn pcc och peeee nevis sce 55,000.00 
Bete G& Micmieet Ts. Ge NGVi, CO.e. occc sc cpncccesveseeveston 2,297.08 
eauCG Gy mw rmpOGUONt Bh. SE. OO. eed ic etacocestosaesegets 3,697.50 
SE WOPEM MOGNG BOTs COs ei iibie ii ce we detec aks oes ete cb towel 47,362.18 
Danklin @& Aaueyille: Tyy OOles). 6 sk ial het ete ceeds 15,320.18 
Memcon & Wort Talend Fe. RR. COs... ices ees ce edescve cee 980.71 
eae, Cree Wee MEO, occ seco oct oss s Aeee cheese sie 3,852.92 
rh. Se Ess ec caten okt aire ene pace e Saris 2,140.67 
NS i ne win os 5a vSie s'o s BCE eek oC oe ped ss Poe e ee ees 156,301.12 
IS I ee No ne cee ednwenenie 62.91 
Semeside & Matpionead RB. Re CO. 5. ccs ccvcececescccses 5,478.45 
meaater Gc, Center Eee. CGO. . .oS ie eid bc ide edb awison 14,760.90 
memimbure.@ Southerm BR. BH. COs es sini. isee bee c deweecgiccsc 2,518.23 
SBIANG Ce APMATIOR BY. COii. oy 0 eT s vccapeccecis cnciiccstec 8,000.02 
Louisiana & Mississippi R. R. & Trans. Co.................. 20.03 
Mmeaaictown & Unionville BR. BR, Cali icc ic ctic tive ccccccccccs 51.71 
Missouri & Ill. Bridge & Belt R. R. Co........... cece wees 3,026.82 
SE SORIA MEET, ocala Ui. « cic cdtibs wid «0b sig cldipelee. cde cd. 7,359.83 
ee COMNIEE Gs IUREUNIININ «bc dic 06'S eisiad eo <'e's Sia Sindeusivwe dhe eand 2,120.41 
New Orleans, Texas-& Mexico Ry. Co........ccscccwccccsecs 5,248.35 
Philadelphia, Bethlehem & New England.................. 6,578,14 
*Richmond, Fredericksburg & Potomac R. R................ 169,343.37 
eepevenort, aaustom.ac Gilt BH. FB. OG... in cccscvcccocccacce 1,674.27 
Se Slee ME EEE, “TODS «ces pleceniaawen> aes teen 6d ower « 455.78 
nn) SON NNN OR a Sabah veia'g'p-s 4:0 Su: 0- Ver C adie 6-abie NS, quivers 23,768.50 
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CO SN OM ah arg iat © ag et nate tio Sesh ae bie ee 6 SiS e 
Tuckerton R. R. Co 
Unity Railways Co 
Warren & Ouachita Valley Ry. Co 
Warrenton R. R. Co 

Washington Run R. 








* Indicates Class I roads. 


Mr. Esch said a complete statement of all the activities of 
the Commission and of its staff with respect to the prosecu- 
tion and enforcement of honest, efficient and economical man- 
agement of existing transportation facilities would be so volum- 
inous as to be impracticable. He said the Commission had con- 
sidered the establishment of a separate bureau to handle that 
subject but had reached the conclusion that under existing 
or prospective appropriations that would not be practicable. 
He said it was thought that a determination might be reached 
as to whether a reasonable degree of efficiency was being main- 
tained by carriers through bureaus dealing with various features 
of railroad operation such as those handling carriers’ accounts, 
finance matters and service matters. He explained how, in a 
general way, the Commission had a check on carriers’ expen- 
ditures. He said the Commission was confident that serious 
mismanagement would be promptly reflected in statistical re- 
ports of operations. He said that, in short, the work of the 
Bureau of Statistics and of the Bureau of Accounts from day 
to day reflected carrier conditions which bore on honesty, ef- 
ficiency and economy of management. He referred to work of 
the Bureau of Service with respect to economical management 
i connection with the movement of traffic. He said Rivision 5 
had been created to deal with questions of service, honesty, 
efficiency and economy of management, and the exercise of 
emergency powers. He said the work of the Bureau of Loco 
motive Inspection and of the Bureau of Safety related more or 
less to those subjects. He also referred to investigations made 
by the Bureau of Inquiry, and said that, in addition, the Com- 
Mission from time to time conducted special investigations. In 
conclusions he explained the statement had the approval of 
the Commission with the exception of Commissioners Mc- 
Manamy, Eastman and Campbell. 


Commissioner Eastman, in a statement attached to the main 
Statement, said he differed on the question of efficiency and 
economy of management. He said the Commission, broadly 
speaking, had no organization properly equipped for proper 
vestigation of those matters, and that it would not be possible 
to build up such an organization without a large increase in 
appropriations. 


“It is my understanding,” said he, “that the railroads were 
turned back from federal control to private control in order 
that the country might have the benefit which it was thought 
Would result from private initiative in management and opera- 
on. Is is reasonable to expect a government board, without 
el over management and with no special appropriation 
or the purpose, to remedy deficiencies in private management 
and operation? If this is reasonable to expect, better results 
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could, it seems to me, be secured by direct government man- 
agement.” 

Commissioner McManamy, in dissenting as to the state- 
ments relative to efficiency and economy of management, took 
a position along the same lines of his testimony before the 
Senate Interstate Commerce Committee. He said in his opinion 
the Commission was fixing the income of the carriers without 
giving sufficient consideration to their expenditures. He believed 
that the Commission was not fully complying with the require- 
ment of section 15a in this respect and that it could not do so 
in the absence of an adequate appropriation for that specific 
purpose. He said it was absolutely essential to have an organ- 
ization whose duty would be to keep informed with respect to 
management. Commissioner Campbell concurred’ in Commis- 
sioner McManamy’s views. 

Discussion over the question of whether Representative 
Hawes should be permitted to read a statement to the commit- 
tee delayed the hearing May 22. Mr. Hawes finally made a brief 
statement to the effect that he had never owned a share of rail- 
road or public utility stock; that he had never represented a rail- 
road nor received a fee from a railroad and that the majority 
of his constituents were men of ordinary earnings. This state- 
ment was in reference to Huddleston’s statement about Hawes’ 
motives. Mr. Hawes said any insinuation that the position he 
took with respect to the transportation act was affected by finan- 
cial interest in the railroads was unjustified. 

Representative Huddleston said Hawes had insinuated that 
Shallenberger and he were not sincere in their efforts to change 
the transportation act. He said such an insinuation was un- 
worthy and unfounded and that Hawes owed it to himself to 
withdraw it. He said he resented Hawes’ statement. He said 
he would not tolerate such insinuations. He said no member 
of the committee had any legitimate concern as to what his 
private motives were in the matter. He said in effect that if 
any one attacked them he would return in kind. A motion was 
made to strike the discussion from the record but Hawes ob- 
jected. Representative Shallenberger said Hawes had impunged 
the motives of Huddleston and himself. He said he did not con- 
sider that he was on trial before the committee, or that he was 
subject to interrogation by anyone as to what his opinions were. 

After the discussion Representative Hoch questioned ‘Mr. 
Esch briefly as to the operation of section 15a and the committee 
then adjourned. Mr. Esch, in reply to questions, said before the 
section was enacted there was not a definite standard for rate 
making such as was provided by the section. Mr. Hoch asked 
if it had been shown that the carriers as a whole were earning 
only 3 per cent after they had obtained control of their prop- 
erties and section 15a had-not been enacted, would the Commis- 
sion have authorized as large increases in rates as it did in 
Ex Parte 74. Esch said the Commission would have felt obli- 
gated to authorize increases on such a showing but that increases 
as great as were allowed probably would not have been. au- 
thorized uhder such conditions. Referring to recapture of ex- 
cess earnings, Mr. Esch said one carrier had claimed a value 
of $320,000 a mile, and that the Commission could not accept 
such a value as that as a basis for recapture of excess earnings. 


HEARING ON CUMMINS BILL 
The Trafic World Washington Bureau 


The Senate interstate commerce committee unexpectedly 
began hearings, May 21, on Senator Cummins’ railroads con- 
solidation bill, the text of which was published in the Traffic 
World of January 26, page 223. Decision to begin hearings was 
made known the afternoon of May 20. After hearing Secretary 
Hoover, of the Department of Commerce, who collaborated in 
the preparation of the bill; John E. Oldham, of Boston, and 
Wilbur La Roe, Jr., as counsel for the Port: of New. York au- 
thority, the committee adjourned, subject to the call of the 
chairman. Chairman Smith and Senators Cummins, Bruce, 
Gooding and Fernald were present at the hearing. 

Secretary Hoover told the committee he thought it would be 
of great advantage if a period of two years were allowed before 
promulgation of the Commission’s plan for voluntary consolida- 
tions, subject to the approval of the Commission. He believed 
that many consolidations that would be right and logical and 
that would fit into any plan the Commission might promulgate 
would come with great rapidity if such a provision were made. 

Answering an inquiry by Senator Gooding as to what a con- 
solidation plan had to offer in the way of reduction of the cost 
of transportation, Mr. Hoover said the possibility of providing 
adequate service was more important than any possible effect on 
rate reductions, because the increase in prices imposed by stran- 
gulation of transportation at times had amounted to much more 
than the consideration of the rates. As an illustration of his 
point, he said the public in 1920 paid from $3 to $4 a ton for 
probably 300,000,000 tons of coal in excess prices because of the 
shortage of transportation. He said if a strong structure were 
set up, the country was much more likely to get adequate serv- 
ice. 

Referring to the provisions in the bill relating to the crea- 
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tion of committees to facilitate the exchange of securities in 
connection with promoting consolidations, Mr. Hoover said that 
if a concrete plan were worked out there would be a tendency for 
the security holders to accept it as the only way out. He said 
the bill provided for three stages of “pressure” to bring about 
consolidations in accordance with the Commission’s plan, but 
that he thought the railroads would come in at the first stage 
fn most cases without waiting for the exercise of pressure 
and that the country would thus get a considerable degree of 
“coagulation” of the railroads in a short time. He said consoli- 
dation would automatically redistribute any excess net income 
among the weak roads of a system, and Senator Cummins re- 
marked that the recapture clause was intended only to be a 
temporary method of dealing with excess income pending the 
effecting of consolidations. 

._ Formulation of plans for the exchange of securities would 
make possible the issuance of securities in ratios somewhat 
comparable to market values, he said, and the result would be a 
considerable reduction in capitalization, perhaps to a figure some- 
what below the valuations of the Commission in certain cases. 

Mr. Hoover reiterated his conviction that consolidations 
would offer greater opportunity for a general readjustment of 
rates than was now possible under existing conditions. He 
thought it was entirely possible to equate the earning capacity 
and returns of the railroads, although he said the question of 
the number of systems to be created needed exhaustive inquiry. 
Federal incorporation of the consolidated systems, as provided 
by the bill, he believed, would be a valuable addition to the whole 
project, because it would disentangle a multitude of difficulties 
arising from state incorporation of railroads and parts of roads 
and offer an opportunity to eliminate a tremendous corporation 
“complex.” 

Grouping of railroads into a few well organized systems is 
essential to any effective policy of government regulation, Mr. 
Oldham said, agreeing with Senator Cummins that private own- 
ership could not long continue unless the country had effective 
service and which he did not believe it could have so long as 
the system of regulation produced such different results on 
different railroads. He said no system of regulation could be 
devised to deal with the railroads equally so long as the railroads 
differed so widely in so many respects as they did now. He 
said the transportation act was devised to meet average condi- 
tions and that the purpose of Congress was to create systems of 
average or uniform character so that they could employ uniform 
rates and earn substantially a uniform return. He believed that 
there had been an increase in confidence in the feasibility of 
consolidation and ef resuming under public regulation the 
process that built up great systems like the Pennsylvania and 
New York Central, as the result of the hearings before the 
Commission. He said that process was interrupted by law. 

Mr. Oldham expressed the opinion, however, that perhaps 
more time should be allowed than provided by the bill for the 
railroads to work out voluntary consolidations, before the securi- 
ties committees provided for should begin to function. He said 
apparently there was little prospect of further consolidations in 
the near future until the transportation act was amended along 
lines as proposed in the Cummins bill, so that the railroads 
could consolidate in advance of the promulgation of the plan. 
The fear was expressed by Senator Cummins that the Commis- 
sion’s plan would be announced before legislation could be ob- 
tained. Mr. Oldham believed that many consolidations would 
result under the voluntary provisions of the bill, thus eliminat- 
ing the assistance of the securities committees. 

Mr. La Roe spoke in support of that part of the bill permit- 
ting the Commission to omit terminal properties from its plan 
or to impose conditions as to joint use of such properties. The 
Port of New York authority is particularly interested in that 
phase of the problem. 

Senator Cummins said May 22 no effort would be made to 
get action on his railroad consolidation bill at this session. of 
Congress. He said he had had the witnesses who testified May 
21 appear so that he could have their testimony for use this 
summer in consideration of the matter. He said probably one 
more hearing might be held, but he was not certain as to that. 


ACTION OF MANUFACTURERS 
The Trafic World New York Bureau 


Opposition to changes in the transportation act, and to the 
Howell-Barkley bill, and action urging fair treatment for trans- 
portation lines on land and sea were features of the twenty- 
ninth annual meeting of the National Association of Manufac- 
turers in New York this week. The “Platform of American 
Industry,” presented at the session contained the following plank 
on transportation: 

Industry is vitally concerned with the maintenance of an effi- 
cient transportation system. We recognize that no such efficient 
system can be had unless it is made possible for the railroads and 
other transportation agencies to be so operated that they can give 
a fair return upon the capital employed and thus attract the addi- 
tional funds necessary for their improvement and extension. 

e believe the present transportation act provides a workable 
basis upon which effective progress can be made towards solving 
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some of the problems of railway transportation, and that it would 
be unfortunate and unwise to complicate the _ situation by at. 
tempting to amend that act until after it has had a longer time 
in which to be tested. 

The platform also had the following plank on the merchant 
marine: 


Successful foreign commerce and national security require a 
merchant marine of the best type of modern ships, flying the 
American flag, manned by American seamen, owned py private 
capital and operated by private energy; to this end, the Shipping 
Board should be directed as rapidly as possible to dispose of the 
government-owned fleet. 

We favor the elimination of government competitive operation 
and such modification of the laws as will place American owners 


on a parity with foreign owners without impairment of the higher 
standards of American living. 


John E. Edgerton, president of the association, assailed the 
efforts to restrict railroads by legislation and especially the jp. 
direct attacks of labor unions. On this subject he said: 

__The Howell-Barkley bill, now pending, is another of those 
vicious measures whose seeds have been transplanted from foreign 
soil. It would repeal the labor provisions of the transportation act 
and re-fasten upon the transportation system of the nation the 
inexcusable and indefensible closed shop octopus at the very hour 
when the railroads are emerging from a baptism in the mud of 
employe control and are demonstrating the most hopeful efficiency 
in management and service which we have seen in many years, 

A report on the railroad situation was made by the com. 
mittee on transportation, composed of J. H. Schermerhorn, chair. 
man, of the Joseph Dixon Crucible Company, of Jersey City; 
W. W. Bowers, the American Pin Company, of Waterbury, Conn.; 
Harry B. Curtis, Bridgeport Hardware Manufacturing Corpora- 
tion, Conn.; J. S. Leslie, The Leslie Company, of Lyndhurst, 


N. J.; and E. E. Salisbury, Atlantic Mills, Providence, R. I. It 
was as follows: 


1—Transportation Act of 1920. 

The transportation act of 1920 has admittedly served to stabilize 
conditions on the railroads of the country, but a full and fair test of 
its merits is not possible without longer experience under its opera- 
tions. The coal and shopmen’s strikes in 1921-22 were the prime 
elements involved in preventing a continuous normal operation of 
the transportation act. We therefore urge that the transportation 
act of 1920 be given further trial in the interests of all elements 
dependent on transportation-labor, business and the public at large. 

2—Relief to Farmers 

A highly qualified Joint Commission of Agricultural Inquiry was 
appointed by Congress in the summer of 1921. Its very able report 
was devoted to a study of agricultural conditions, its fourth section 
being devoted to the relationship of transportation to all agriculture 
and industry. (67th. Congress, ist. Session, Report 408, Part III). 
in this report, made in 1922, an exhaustive study is made of the 
origin, and ultimate markets, of basic agricultural products, and 
the relation of the transportation charge to the ultimate selling 
price. Subsequently, a Joint Advisory Committee, composed of 
representatives of agriculture, industry and transportation, made a 
study of the report at the request of the Joint Committee, so that 
the Committee’s recommendations are expressive not only of the 
result of the studies of its own staff but the opinions of all the 
interested parties. "We shall especially urge at this time that the 
Congress pay more careful attention to the recommendations therein 
made by its own representatives, under conditions which assured an 
impartial and thoughtful study. We further direct attention to the 
fact that the reduction of operating charges is essential to any 
lowering of rates. We must relieve our carriers of many artificial 
charges imposed by state legislation, and other torms of uneconomic 
cost levied upon them. . 

3—Railroad Consolidation 

We believe that there must eventually be a consolidation of 
railroad systems, but we reiterate the position occupied by your 
Committee in 1922 in this respect; namely, that all possible means 
and measures looking toward permissive consolidation shoud be 
taken before consideration is given to compulsory consolidation of 
our railroads, 

4—Shippers’ Regional Advisory Boards 

We commend the American Railway Association for its efforis 
in securing the establishment of Shippers’ Regional Advisory Boards, 
and we urge that all members of the National Association of 
Manufacturers make as substantial contributions as possible toward 
the continuing activities of these bodies for the purpose of affect- 
ing the greatest possible co-operation between the shippers and 
the railroads in solving car service and transportation matters of 
mutual interest. : 

5—Further Development of Transportation Facilities 

The National Association of Manufacturers cannot endorse or 
recommend local projects. Any development of transportation by 
land or water serving any considerable section of our country 
deserves, and should receive, our. study. We-recommerd that the 
Association, through a qualified committee, should make a study 
— es upon the Great Lakes and St. Lawrence waterway 
project. 

We recommend that the Association take appropriate action t0 
— improved conditions in transportation by Express snd Parcel 

ost. 
6—Merchant Marine 


The successful conduct of our foreign commerce and the security 
of our national defense require the maintenance of ‘an American 
Merchant Marine composed of modern ships, encouraging the de- 
velopment of American seamen, owned by private capital, and 
operated by private management. We favor the reform of our 
navigation laws which, while maintaining the higher living condition 
on American ships, will relieve them of artificial burdens which 
seriously handicap American shipowners in competition with those 
of other nations. We believe that our experience with governmen 
operation suggests the advisability of relieving our taxpayers of the 
burden of that portion of the government fleet which it is not 
practicable to employ in the commercial business, and the disp0- 
sition as rapidly as circumstances permit of government own 
ships to private owners uider conditions which will assure mainte- 
nance of American service on the trade routes of our commerce 


The committee on foreign trade endorsed the commercial 
treaty with Germany, which has not yet been ratified by the 
Senate, but recommended that, as a result of opposition among 
shipping men to the provisions that would prevent preferential 
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treatment for American ships, a thorough study of these provi- 
sions should be made before definite action is taken. 

The association, in its final session Wednesday, adopted the 
reports of the various committees. A resolution was also adopted 
denouncing the Howell-Barkley bill as a subversion of control 
of railroad labor interests by the men most interested and plac- 
jing this in the hands of union organizations: The attention of 
the country was called to the fact that the effect of the bill would 
be to destroy the Railroad Labor Board without a full and fair 
trial, and to return to the conditions before federal control, when 
labor unions did not hesitate to tie up the transportation facil- 
ities of the nation to enforce their demands. 


SURCHARGE BILL PASSED 
The Traffic World Washington Bureau 


Without debate or explanation, the Robinson bill making 
unlawful the collection of a surcharge on travel in Pullman cars 
was passed late the night of May 22 by the Senate while “un- 
objected” bills were under consideration. There was no record 
yote. The bill was sent to the House. 

Chairman Smith of the Senate interstate commerce com- 
mittee has reported to the Senate without recommendation a 
mittee had reported to the Senate without recommendation the 
pill amending paragraph four of section one of the interstate 
commerce act. It was understood that the committee agreed 
to let the bill come out of committee without approval or dis- 
approval, so that it could be brought before the Senate. 

Chairman Smith recently indicated that the committee had 
not acted on the surcharge bills, pending action by the Com- 
mission on the tentative report recommending abolition of the 
surcharge. 

Senator Robinson announced that he would move at the 
first opportunity that the Senate proceed to the consideration 
of the bill. Passage of the bill by the Senate without a record 
yote would not cause surprise. 

Chairman Smith said, May 22, when asked if the Senate 
was going to pass the Robinson surcharge bill, that ne had 
written to the Commission asking it whether it was possible 
for it to make a decision on the tentative report recommending 
abolition of the surcharge before Congress adjourned. He said 
he preferred that the Commission dispose of the matter. 

Representative Jacobstein of New York has introduced, by 
request, a bill (H. R. 9292) to prohibit the collection of a sur- 
charge on travel in Pullman cars. 


INLAND WATERWAY BILL PASSED 
The Trafic World Washington Bureau 


The House, without a record vote, has passed the Denison 
inland waterway bill (H. R. 8209), creating the Inland Water- 
ways Corporation, with a capital of $5,000,000, to operate and 
develop the government barge lines on inland waterways. The 
bill was explained in detail in The Traffic World of March 29, 
page 805. 

_, TR Denison, of Illinois, author of the bill, and 
other members of the House, speaking in support of the meas- 
ure, declared water transportation should be developed as an 
aid to rail transportation for the transportation of the increasing 
volume of traffic of the country. 

Mr. Denison said he had serious doubts whether there was 
any chance or any hope to get a material reduction in railroad 
freight rates in the near future and that “if you expect to get 
cheap transportation in this country—and you must have it— 
you have got to get it by water.” 

“When you figure the cost of hauling freight on the water- 
ways do you figure it on the cost of opening up the waterway 
and the improvements, or just the actual transportation?” asked 
Representative M. D. Hull, of Illinois, after Mr. Denison had 
made the statement that the cost of transportation by rail was 
about 10144 mills per ton-mile, while on the rivers the govern- 
rig was hauling freight at an average of 3% mills per ton- 
mile, 

“The actual transportation costs,” replied Mr. Denison, 

_ “Well, the cost of transportation as figured on the railways 
includes the interest on the bonded indebtedness and all the 
construction costs,” said Mr. Hull. 

“Yes; that is true, but we have always improved our rivers 
and harbors from the federal treasury as a national policy,” 
said Mr. Denison. 

Representative Rainey, of Illinois, saying he was in favor of 
development of water transportation, but that he felt changes 
Should be made in the bill, declared he wished to call attention 
to some of the losses that had been sustained in the operation 
of the barge lines. He said it was true a substantial saving 
had been made to shippers of freight, “but I want to tell how 
much it cost the government to do it.” He said the loss on the 
lower Mississippi operations, including the losses in the war 
Deriod, was $1,320,000, the loss on the Warrior river on the 
Same basis, $1,783,000, making a total loss of $3,103,000. This, 
he said, did not include interest on the investment in the barges 
tor on the losses sustained. He figured that probably the gov- 
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ernment’s total loss, with everything taken into consideration, 
would be $7,000,000 or $8,000,000. He said the bill authorized 
an appropriation of $5,000,000 and that unless that amount was 
appropriated the service would stop because “it had failed.” 

Representative Winslow explained that no direct appropria- 
tion of $5,000,000 was provided—that the plan was for the trans- 
fer of the asests of the government barge properties to the 
corporation which would have the keeping of the $5,000,000. He 
said it would be an accounting matter and that only a small 
part of the $5,000,000 would be needed in cash. He said the 
purpose was to make the corporation an institution that could 
borrow money. 

The long-and-short-haul clause of the fourth section was in- 
jected into the debate, members insisting that until railroads 
were deprived of the right to meet water competition under 
that clause there was not much hope for water transportation. 


N. P. LAND GRANT CASE 


The Senate has passed the House resolution providing for 
investigation of land grants of the Northern Pacific Railroad 
by a special congressional committee. Such action was recom- 
mended by the Secretary of Agriculture and President Coolidge. 


STEEL CAR BILL PASSED 


The bill for the protection of persons employed on railway 
baggage and express cars by requiring carriers to use steel cars 
in express and baggage services, under certain conditions, was 
passed the night of May 22 by the Senate without a record vote 
and with practically no explanation of the measure except that 
it was favorably reported by the interstate commerce committee. 
The bill was sent to the House. 


DISCRIMINATION AGAINST SHIPPING 


Senator McKellar, of Tennessee, after reading a newspaper 
editorial criticizing railroads for having agreements with for- 
eign shipping lines, based on remarks of Chairman O’Connor of 
the Shipping Board, also criticizing railroads for such practices, 
declared in the Senate that there was ample freight to keep 
employed all the Shipping Board vessels—those in operation 
as well as those tied up—and, “merely by co-operation, by 
bringing about a state of mutual helpfulness between the rail- 
roads and the merchant marine, virtually all the wealth of the 
maritime western world could be brought into the hands of 
our merchant marine.” He urged the Senate commerce com- 
mittee to “bring to a successful conclusion the effort to prevent 
such discriminations against American shipping.” 


“We should not be unfair to our railroads, nor should we 
permit them to be unfair to our merchant marine,” said he. 
“They should be willing to co-operate with American shipping, 
and Congress should arrange terms on which they could co- 


operate to their own advantage and also to the advantage of 
our merchant marine.” 


APPROPRIATION FOR VALUATION 


President Coolidge has transmitted to the House a supple- 
mental estimate of $350,000 additional for the Commission’s 
valuation work for the fiscal year ending June 30, 1925. H. M. 


Lord, Director of the Budget, in a letter accompanying the Presi- 
dent’s request, said: 


The interstate commerce act, as amended, provides, among other 
things, that the Interstate Commerce Commission shall investigate, 
ascertain, and report the value of all property owned or used by 
every common carrier subject to the provisions thereof and secure 
information concerning their stocks, bonds and other securities. The 
expenditure thus far made by the government for the valuation of 
property of carriers, upward of $25,000,000, has sufficed to carry the 
original valuation of steam roads well along toward completion, since 
the task of inventorying and inspection of the properties—the field 
work—was substantially ended in 1922; the work of preparation and 
issuance of the underlying engineering, accounting and land reports 
involved will be completed in the summer of 1924; and it is esti- 
mated that the preparation and issuance of the tentative valuations 
will be completed in the succeeding year. This brings the work to 
the great task of quasi judicial determination of the primary valua- 
tion of steam roads and the bringing of those valuations to date, 
each being of fundamental importance to the Interstate Commerce 
Commission for rate-making purposes and for the recapture of ex- 
cess earnings in accordance with existing law, especially since the 
Supreme Court of the United States, in a decision under date of Jan. 
7, 1924 (No. 330, October term, 1923), in the case of the Dayton- 
Goose Creek Railway Co. vs. The United States, the Interstate Com- 
merce Commission, and Randolph Bryant, United States district at- 
torney for the Western District of Texas, upheld as constitutional 
the so-called ‘“‘recapture’’ paragraphs of the transportation act of 
1920 (chap. 91, sec. 422, sec. 15a, pars. 5-17; 41 Stat. 456, 489-491). 

The amount appropriated under this heading for 1924 was $1,250,- 
000. The amount recommended in the budget for the fiscal year 
1925 is $647,260. Additional funds are required to enable the Inter- 
state Commerce Commission to recapture excess earnings by steam 
road carriers, to prepare and present proper rebuttal testimony, and 
to conduct and prepare reports of hearings granted under the law to 
carriers protesting the Commission’s valuations. 

This estimate is required to meet a contingency which could’ not 
be foreseen at the time of submitting the budget for the fiscal year 
ending June 30, 1925, and its approval is recommended. 


Senator Cummins recently appealed to the President in be 
half of a larger appropriation for the valuation work. 








1336 


uary, 1924, is as follows: 
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The monthly traffic report of railways of Canada for Jan- 


COMPARATIVE SUMMARY 
TOTAL FREIGHT LOADED AND RECEIVED FROM 








CONNECTIONS 
By Provinces January 
1924 
Tons 
Prince Edward Island ......... 5,469 
re aa aos wa ee ale oa 295,836 
New Brunswick ..............++:. 249,735 
ME che dtebess-sicst cave saws 
ntario 
Manitoba / 
Saskatchewan 441,157 
SES Raced Vis uc o.c0wtseum cake 1,024,349 
“British Columbia ................ 380,750 
Total for Canada........... 7,341,232 
By Products 
IID. A cucaivod's sltere oh uo cee 2,054,420 
Citys ven on+cerubenn > aadaalt 269,552 
TEED alas Cacetcre st des ecaee 2,335,274 
MEY VEC eudsecd choco odes Shoe eas 1,120,287 
Manufactures & Miscellaneous.. 1,561,699 
Cees HOGA SEER, 7,341,232 
Loaded at 
Stations 
in 
Canada 
No. Commodities Tons 
Agricultural Products 
a a ac ak a Ua ded © Sy earls hia 938,354 
re es ae eee get ee 3,961 
ati so ekg te ila Anna © dpe ® ore: deh 165,820 
nn ¢ eS se ¢ cook a¢eeews bed 60,305 
BOE Sa edi Sie ees ads wud eee he 9,355 
ee RT CEs Vern sch lace « tae bl eele 7,556 
Oe ee ee ee an 17,342 
TS hn ie 4 as pre gthe an sag 0a 205,739 
9. Other Mill Products ........ 88,908 
10. Hay and Straw .......seve. 110,035 
led PE dette wee 60-0 ho 00re acute een 670 
Sa, ED SENOED 6 c.n0:0 9.0 0:t:0.0/0.0,0 26,816 
13. Other Fruit (fresh) ........ 916 
as tN) Og SaRire ci Sec eerwccee 28,589 
15. Other Fresh Vegetables .... 11,112 
16. Other Agricultural Products. 16,302 
| ae eas Cae ae eros Serene 1,691,780 
Animal Products 
ee no he orl sats eevee dob 8,164 
is. Cattie and Cafves .......... 53,456 
Bed FEE > ew cd evict ivetivdces 1,901 
Bk eR ihe UE BEL die abides ockb bcos 33,018 
21. Dressed Meats (fresh) ..... 11,918 
22. Dressed Meats (cured or 
SE Sees te eA ere 3,445 
23. Other Pkng House products 5,210 
24. 7 ELE ESTED 437 
tt EL Sannin ob ciety hl 6.00.0 0:0. 4'Get 192 
26. Butter and Cheese ......... 3,443 
EE ns bars Ge Maaule necegyee nue 1,101 
28. Hides and Leather ......... 6,219 
29. Other Animal Products ..... 3,422 
IEE (asEimaia 5 00's 00 <0 e0-6 0.50.0 161,926 
Mine Products 
30. Anthracite Coal ............ 12,346 
31. Bituminous Coal ........... 725,961 
a, Oe, COOOD vccwectvesonses 58,294 
i LD id'bée Bbodeavesec eves hex 18,315 
eae 723 
35. Other Ores & Concentrates. 164,846 
36. Base Bullion and Matte .... 6,393 
37. Clay, gravel, sand, stone 
alata 4 mncaln wie ibii a b's 89,177 
38. Slate—Dimension or Block 
Stone 


ee ee 


39. Crude Petroleum 
40. Asphaltum 
41. Salt 


ee ee 





| Fare 
Forest Products 


43. Logs, Posts, Poles, Cordwood 275,517 

SRS: phase 44 Sue ch Wie Nga <4 10,913 

Se « PORE 5 o.cce osc carers vane ien 381,424 
46. Lumber—Timber, Box Shooks, 

Staves, Heading ........... 332,288 

47. Other Forest Products ...... 36,773 

EE eae 3 1,036,915 


Manufactures & Miscellaneous 
48. Refined Petroleum and Its 


NED ob cans shed esced sens 60,538 
Ga, vc Matkans cass db-aniewes enix 22,291 
50. Iron, pig and bloom ........ 26,229 
51. Rails and Fastenings ....... 19,560 
52. Bar and Sheet Iron—Struc- 

ural Iron and Iron Pipe.... 28,769 
53. Castings Mach’ry & Boilers. 14,142 
| er eae 21,093 
55. Brick & Artificial Stone.... 26,312 
56. Lime and Plaster .......... 19,083 
57. Sewer Pipe & Drain Tile .. 4,316 
58. Agric. Implements & & Vehicles 

other than Autos ......... 7,908 
59. Autos and Auto Trucks ..... 11,881 





January 
1923 
Tons 

3,902 
501,430 
234,193 

1,205,986 
4,122,174 
380,048 
381,653 
543,913 
377,255 


7,760,554 


1,871,086 

275,274 
2,783,223 
1,225,273 
1,605,698 


7,760,554 


Originated——————_ 
Received From 


December 
1923 
Tons 
8,602 
393,790 
197,903 
1,247,458 
3,785,645 
361,805 
1,080,943 
1,288,181 
357,457 


8,721,784 
3,323,376 
295,392 
2,529,218 
890,614 
1,683,184 


8,721,784 


Foreign Connections 


Points 
Tons 


486 
30,701 
2,790 
82 ? 


eeeeeeee 


7,618 
45 
2,340 
13,056 


73,264 


48 
113 
11 

9 
1,622 


6,767 
4,107 


1,220 
31 
1,449 
3,429 
1,441 
20,347 


324,425 
555,428 


983,525 
1,295 
27 

627 


18,668 
3,197 


23,814 


26,484 
13,584 
10,039 

3,188 


37,541 
5,809 
252 
8,839 
1,484 
305 


547 
7,348 


Destined to——— 
Canadian 


Foreign 
Points 
Tons 


38,423 
44,950 
38,945 
1,911 
1,204 
46 
1,271 
46,582 
55,588 
4,243 


21, ,850 
289,376 


164 
5,087 
1,704 
3,062 

41,663 


10,427 
22,849 
8,877 
3,773 
7,686 
1,832 
5,166 
5,089 


117,379 


158,548 
24,849 
39 


1,964 
1,016 
1,881 
4,176 


15,872 
13,807 
4,464 
3,349 


230,405 


3,971 
58 
3,263 


49,790 
2,476 


59,558 


9,370 
16,989 
6,986 
1,185 


21,484 
16,777 
1,072 
2,524 
2,146 
119 


5,930 
68,420 
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60. Household Goods ........... 3,036 526 398 
61. Furniture .....cccceccceeeees 2,356 64 3,134 
62. Liquor Beverages .......... 12,358 1,655 399 
63. Fertilizers, all kinds ........ 15,395 461 1,198 
64. Paper, Pr’nt’d Matter, Books 103,541 4,264 35,123 
O56. WPGRR Pe sec. ae es 97,549 4,853 6,770 
66. Fish (fresh, frozen, cured 
MER. Tics obutelt 6c paren bhaed mene 10,405 341 1,220 
C7. CMM TERED nc acosecceusts 86 85 101 
68. Canned Goods (all canned 
Food Prod. oth’r than Meat) 8,533 1,500 16,551 
69. Other Manufac & Miscl, 225,178 62,420 169,857 
70. Merchandise ................ 157,159 24,229 60,414 
WOCRE SGOR  ae oc caw 897,718 215,818 148,163 
Grand Buta! £5. dei ess- 4,879,683 1,316,668 1,144.88] 
No. —Total Freight Originated— Terminated 
Increase over Unloaded at Delivered to 
For January, 1923 Stations in Foreign 
Month (decrease —) Canada Connections 
Tons Tons Tons Tons 
.. 977,263 142,786 816,956 288,464 
2. 79,612 — 40,198 26,347 48,472 
3. 207,555 26,220 145,237 73.693 
4, 62,298 1,558 34,026 30,844 
5. 10,559 — 28,649 7,782 1,371 
6. 7,602 — 4,811 6,973 1,370 
v: 19,507 6,275 10,232 2,711 
8. 255,298 9,005 90,620 197,025 
9. 149,778 13,903 61,786 95,810 
10. 115,186 33,174 59,809 72,643 
11. 11,735 — 3,976 5,230 6,162 
12, 31,735 5,970 4,399 26,394 
13. 26,792 13,727 8,159 8,373 
14. 30,213 — 5,797 12,496 26,179 
15 18,079 4,011 3,944 17,998 
16. 51,208 10,136 20,258 28,764 
Totals.. 2,054,420 183,334 1,314,254 926,093 
p 8,376 2,174 429 166 
18 58,656 7,776 48,268 10,462 
19 3,616 in 2,246 1,704 
20 36,089 788 31,299 2,086 
21 55,203 — 9,748 13,999 43,448 
22 20,639 — 2,634 1,242 15,668 
23 32,166 5,193 3,279 28,336 
24 9,314 _- 738 425 8,934 
25 5,185 — 3,491 1,129 3,857 
26 11,160 — 2,652 2. 129 9,068 
27 4,382 1,186 1,403 2,412 
28 14,814 — 3,544 6,355 7,106 
29 9,952 1,819 2,621 9,027 
Totals 269,552 — 5,722 122,824 143,274 
495,319 —209,576 294,457 157,965 
31 1,306,508 —298,354 1,182,021 52,308 
32 58,333 15,631 44,938 2,997 
33 67,920 — 22,397 64,073 4,107 
34 2,171 1,589 929 1,078 
35 173,770 21,018 159,824 4,669 
36 10,569 6,515 4,544 5,822 
37 117,808 29,555 94,732 22,413 
38 21,678 a 188 7,659 11,539 
39 28,114 3,888 31,557 78 
40 2,830 679 4,272 440 
41 18,995 — 1,968 11,750 4,472 
42 31,259 7,017 7,248 23,991 
Totals 2,335,274 —447,949 1,908,004 291,879 
280,783 — 26,303 265,569 22,616 
44 10,998 — 9,470 7,154 1,227 
45 385,314 4,767 208,562 196,472 
46 400,746 — 57,812 194,374 220,350 
47. 42,446 — 16,168 26,596 5,861 
" ee 1,120,287 —104,986 702,255 446,326 
96,392 9,576 80,510 10,539 
is: 52,864 4, 946 32,727 17,174 
50 43,254 592 29,654 7,109 
51 23,933 17,782 4,013 1,195 
52 87,794 — 36,336 45,080 27,459 
53 36,728 — 6,684 19,933 18,196 
54, 22,417 7,013 17,805 2,287 
55. 37,675 552 31,748 4,467 
56 22,713 1,637 19,324 2,821 
57. 4,740 1,597 3,962 125 
58. 14,385 608 4,809 11,216 
59. 87,649 8,556 12,010 78,247 
60. 3,960 — 1,186 3,347 429 
ag Fe 5,554 — 1,360 2,259 3,474 
62. 14,405 6,281 11,576 1,792 
63. 17,054 —_— 170 6,995 9,685 
64. 142,928 18,293 22,329 119,177 
65 109,172 — 29,622 33,636 81,715 
66. 11,966 2,439 5,520 7,716 
67. 272 - — 1,095 163 117 
68. 26,587 6,954 5,538 19,231 
69. 457,455 — 3,008 269,041 218,448 
70. 241,802 — 51,364 160,673 67,306 
Totals.. 1,561,699 — 43,999 822,652 709,925 
Gr. Tot. 7,341,232 —419,322 4,869,989 2,517,497 


RATIOS OF COMMODITY GROUP TOTALS TO TOTAL FREIGHT 
CARRIED (7,341,232 tons) 


(Per Cent) 


Loaded at Received From 
Sta- Foreign Connections 


Unloaded Deliv- 
at Sta- ered to 


; Total tions ——Destined to—— tions Foreign 
Commodity Freight in Canadian Foreign in Connec- 
Group Carried Canada Points Points Total Canada _ tions 
Agricultural .. 27.97 23.04 .99 3.94 4.93 17.90 12.61 
Animal ....... 3.68 1.80 .28 1.60 1.88 1.67 Ls 
| i RAS 31.81 15.27 13.40 3.14 16.54 25.99 +8 
Werest .. iv sss: 15.26 14.13 32 81 1.13 9.57 HY 
Manf. & Misc. 21.28 12.23 2.94 6.11 9.05 11.21 9. 
Total. .3.3 100.00 66.47 17.93 15.60 33.53 66.34 34.29 
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May 24, 1924 


EXPORT FLOUR RATES 


The Trafic World Ottawa Bureau 


The Board of Railway Commissioners has delivered judg- 
ment on the complaint of the Dominion Millers’ Association in 
regard to export rates on flour from Ontario points to New 
York. In the application reference is made to the board orders 
of July 25, 1905, and September 4, 1905, dealing with the com- 
plaints of the Dominion Millers’ Association reshipping rates on 
flour and other grain products, and the board is asked to order the 
Canadian National and Canadian Pacific Railways to issue their 
tariffs from points in Ontario to New York based on the so- 
called reshipping rate from Chicago to New York. What is 
really involved is the construction of the terms of the orders 
mentioned. 

In the evidence Mr. Watts, acting for the Dominion Millers’ 
Association, said it was simply asking the board to enforce its 
own orders. He added that it was up to the railways to show 
that they are complying with the order of the board and not 
discriminating in carrying flour and grain from Chicago at rates 
charged from Goderich and similar points. He said it was nar- 
rowing its application to milling in transit on the ex-lake rate 
of 78 per cent of the Chicago reshipping rate. The application, 
as summarized by the chief commissioner, was stated to be that 
what was wanted was to have the reshipping export rate apply 
to all grain milled in Ontario. 

In the case as presented for the applicant, the question of 


‘discrimination was raised, reference being made to sections 314 


and 319 of the railway act. The measure of discrimination 
alleged by the applicant is the difference between what the rate 
would be on the reshipping basis as compared with the local 
export basis. What is, in effect, contended is that under the 
orders of 1905, the reshipping basis is applicable and, since 
the rates complained of are not on the reshipping basis, the 
difference represents the discrimination arising from the non- 
application of the rates which the applicant alleges he is en- 
titled to under the orders of 1905. 

The application, as originally filed, covered export rates on 
flour from Ontario points to New York, as governed by the 
interpretation of the provisions of the orders of 1905. Subse- 
quently, it was enlarged to include ex-lake grain from bay ports 
shipped to milling points in Ontario, there milled, and the prod- 
uct reshipped for export; and finally was restricted to the class 
of traffic just described. 

The order of July 25, 1905, above referred to, contains the 
following section: 


That so long as the companies owning or operating railway lines 
in Ontario find it convenient and expedient to continue the prevail- 
ing system of computing their rates to the Canadian and United 
States Atlantic seaboard, on freight traffic for export, on the basis of 
percentages of the co-existent rates from Chicago to New York, or 
until otherwise ordered by the board, the said companies shall, for 
the station groupings and percentages previously adopted, and now 
in use, substitute the following station groupings and the following 
maximum percentages of the Chicago to New York rates, namely. 


The complaint before the board that was dealt with by the 
orders of 1905, while involving rates on grain and grain prod- 
ucts, was wider, in that it covered freight traffic generally 
originating at stations in Ontario and shipped to Montreal and 
Atlantic seaports for export. Section 6 of the order (No. 586) 
stated that the provisions of the order were to cover all export 
traffic, including grain and grain products. 

The orders prescribed from Ontario points, first, a revision of 
station groupings and maximum percentages of the Chicago to 
New York rate, to be applicable therefrom to New York, which 
were more favorable to the public than the basis of rates pre- 
viously charged; second, that export rates to Montreal, instead 
of being the same as to New York, were to be the same dif- 
ference below the New York rates as existed from Chicago, 
Detroit, Port Huron and intermediate points, with the further 
stipulation that the ordinary summer class and commodity rates 
to Montreal were not to be exceeded on export traffic. 

In the present application only the rates to New York were 
referred to in the application as developed in written submis- 
sions and at the hearing. 

It is noted in the judgment that the order in question does 
not create a new system of rates; it applies only to rates based 
on percentage of the Chicago to New York rate. Under the 
rates on flour and grain as quoted, neither Ontario grain nor 
ex-lake grain could be stopped off in transit for milling, and 
reshipment of the changed product to New York for export at 
the through rates, plus a stop-off charge. The board’s orders 
in question did not prescribe milling-in-transit rates or privi- 
leges with respect to either class of grain. In the case of 
exlake grain from bay ports to Montreal, Portland, etc., the 
rates are not now and never have been based on the Chicago- 
New York rate and the percentage groupings. 

The essence of the application is that the ex-lake rate from 
bay ports to New York, for export, be measured by the Chicago 
New York reshipping or proportional rate, using the percent- 
ages as prescribed in the order of 1905, above quoted. The 
reasonableness or unreasonableness of existing rates is not in- 
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volved, but the interpretation of the orders of 1905. Mr. Watts, 
who is acting for the flour manufacturers, points out that both 
the local export rate and the reshipping rates are now in ex- 
istence. He contends that the local export rate is simply a 
paper rate so far as United States traffic is concerned. This 
does not affect the question of interpretation, the only matter 
involved being what the orders of 1905 were dealing with. 

The judgment of the board on the rates to New York on the 
specific traffic referred to is as follows: 


(1) The orders covered only such export rates from Ontario points 
as were based on percentages of the Chicago-New York rates. 

(2) The orders did not affect export rates from Ontario points 
where the rates were not at that time constructed on percentages 
of the Chicago-New York rates. 


(3) The orders did not apply with respect to any class or traffic 


on which export rates to New York were not at that time in ex- 
istence. 


(4) The orders did not prescribe milling in transit rates or mill- 
ing 2 transit privileges. 


5) The orders fixed rates from Ontario points based on percent- 
ages of the rate from Chicago, not percentages based on the pro- 


portion accruing to the roads east of Chicago on traffic originating 
in territory west or north of Chicago. 

The justifiable interpretation of the orders of 1905 would, then, 
appear to be that the percentages provided for under said orders 
were based upon the local export rate, the only rate basis available 
at that time; and it further appears that in respect of ex-lake 
grain from bay ports shipped to milling points in Ontario, there 
milled and the product reshipped for export, this traffic was not 
covered by the orders in question. Consequently, the allegation that 
the orders of 1905 have been violated in respect of this traffic fails. 


CANADIAN RAILWAY POLICIES 


The Trafic World Ottawa Bureau 


In discussing the Canadian National Railways in the House 
in the budget debate, A. B. Copp, secretary of state, called at- 
tention to some of the criticism which has been made regarding 
Sir Henry Thornton. He referred to a statement of J. B. M. 
Baxter, a member of the opposition, who had referred to Sir 
Henry Thornton as “that imported miracle of McKenzie King, 
who was born in the United States, moved to Britain, was 
knighted for some pretended service, thrown out of a job in Eng- 
land, and then brought here—Sir Henry Thornton, who is re- 
sponsible for the second deportation of the Acadians.” “These 
attacks have been so frequent in the past few months,” said Mr. 
Copp, “that the Ottawa Journal, a newspaper not friendly to this 
government, has felt it necessary to take editorial notice of 
them. In a recent issue it says: 


The real enemies of the system owned by the people of Canada 
and those who are doing most to discredit it are the men who, pre- 
tending to be friends, are using every means at their disposal to 
bring its management into contempt. Sir Henry Thornton stands 
today as one of the most successful railway men in the world and 
every traveller on the Canadian National Railways, and every man, 
company or firm that has business with it, will freely admit that 
there has been a vast improvement in service. As one of the leading 
members of the Conservative party in the House remarked the 
other day, ‘“‘there has been such a change for the better in the 
service that one would not recognize it as the same system.’’ Wolves 
in sheep’s clothing in this matter spend most of their spare time in 
spreading propaganda of all kinds and degrees against the National 
system. The president, one of the hardest working men on the Con- 
tinent, has not only struggled with the solution of the grave prob- 
lems that confront him but is compelled to endure the attacks of the 
most unfair and virulent kind of propaganda. It appears in the press 
in spots and the whisperers are just as busy endeavoring to under- 
mine the Canadian National Railways through attacks on the presi- 
dent and the management, as they are in attempting to instill in 
the minds of Canadian people and the people of other nations as well, 
that Canada is on the verge of ruin. The greater the success of the 
system, the more virulent the attacks and the more insidious the 
innuendo against those in charge of it. 


The minister added that the restlessness and dissatisfaction 
regarding the Intercolonial Railway was due to attacks fomented 
by opponents of the government for political purposes. 


; “During the past two years,” he said, “I have received many 
complaints from citizens of my own province as well as of the 
other provinces in the Maritime group, on the ground that we 
have not used political influence in connection with the opera- 
tion of that railway. I am not wedded to the idea that because 
a man is connected with political matters his opinion should 
not at any time be sought in regard to public ventures. But 
owing to the criticism leveled at the Liberal party in years gone 
by because of attempted political interference, I join freely and 
willingly with my colleagues, in spite of the fact that some small 
degree of dissatisfaction might exist in regard to unemployment 
in my own constituency and in other parts of the province, in 
saying to the people of the country: This railway is in the 
future a business railway and is to be operated in the interests 
of Canada as a whole, not of a few individuals, be their polities 
Liberal or Conservative, in the Maritime provinces or else 
where.” 

The minister suggested that, instead of “grouching,” the 
people of the Maritime provinces should appoint a business com- 
mittee that would do for them what the Chamber of Commerce 
and Board of Trade of Portland did last year—go to the west 
and explain the situation of the Maritime provinces to the peo- 
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ple there, and see if they could not get more grain routed 
through Halifax and St. John. 

“I sincerely trust,” he said, “that the people of the Maritime 
provinces will abandon the policy of abusing Sir Henry Thorn- 
ton. I trust they will come to the conclusion, so far as the latter 
gentleman is concerned, that he is engaged in doing what he 
can, not only in the interests of the National Railways, but for 
the benefit of the country as a whole.” 

Mr. Baxter explained his references to Sir Henry Thornton 
and detailed a correspondence he had had with the latter, who, 
apparently, resented the references made to him. Mr. Baxter 
detailed some of this correspondence. In the course of it he 
stated that, although he was opposed to political interference 
with the detailed operations of the railway, he did not believe 
any government could or should divorce itself from the general 
policy of railway administration. “That administration,” he 
said, “should have as one of its principal aims the recognition 
of the needs of all parts of the country to such transportation as 
will enable the natural and basic products of each part of Can- 
ada to be supplied to other portions of the country, and the 
withdrawal of business from foreign ports for the purpose of 
utilizing our own harbors.” 


He added that he would pursue such subjects until he found 
his views adopted or found it impossible to bring that about. 
In explaining his views further to the House, Mr. Baxter said: 


The railway must be made national and what we need, in my 
judgment, is a national railway policy which will make the railway 
subservient to the country. I want to put myself directly on record 
as saying that I believe it is the office of the government to give 
directions to the board of directors of the railways as to what this 
country wants accomplished, for I do not. believe in taking the supine 
position that the whole matter should be turned over to the board 
of directors and that we should put up with exactly what they see 
fit to do. It is the office of the government to institute a policy in 
regard to the railways and to take power enough to have it carried 
out, and such a policy must make the railways serve this country 
and not another country. So long as the Grand Trunk Railway Com- 
pany, a private company organized and financed by British capital, 
owned the Grand Trunk Railway, which had one of its connections 
running from Montreal to Portland, Maine, the people of Canada 
had no fair right to say to the owners of that road: ‘“‘You shall not 
carry traffic over the lines of steel that you have laid down out of 
your own pocket.’”” The moment the people of Canada bought that 
road and took it over they had as good a right to stop the use of 
those rails as they had to stop the use of any other part of the sys- 
tem. My question is, Why don’t they do it? 


Mr. Finn, of Halifax, asked: “Do you think the government 
of this country today, after the late administration took the good 
money of Canada to buy the Grand Trunk from Montreal to 
Portland, should tear up the rails, abandon that portion of the 
road, and throw into the Atlantic the money that was so im- 
providently spent by the late administration?” 


Mr. Baxter: I would suggest that as we have not enough traffic to 
run over the National Trans-continental and to run to Portland at 
the same time, we should simply take the traffic that goes to Port- 
land and route it over the Trans-continental to Halifax and St. John, 
using the rails in our own country. Of those two great connections, 
-one is bound to lie idle and unproductive. Shall the unproductive 
road be within Canada and the productive road be in the United 
States? Or is this House and this government willing to reverse the 
position? 

I understand Sir Henry Thornton, according to the newspapers, 
says that his business is to make money out of the whole system, and 
he is going to do it. Therefore until the government gives him direc- 
tions to the contrary he will be perfectly right in following that 
course. That means that where he can make more money by routing 
traffic through United States Atlantic ports than through Canadian 
Atlantic ports, then under his present declaration Sir Henry Thorn- 
ton will route it to the American ports. What I want as compensa- 
tion for what we in the Maritime provinces have given up and for 
what we are suffering is the mandate of the people of Canada, ex- 
pressed through this government, to Sir Henry Thornton and his 
board of directors: Here, even if you make less money by handling 
the traffic through Canadian ports, that is the way you must route 
it, and that is the National railway policy of Canada. 


Asked how he proposed to force shippers to route their 
traffic away from Portland to Canadian ports, Mr. Baxter said 
there was not nearly so much specific routing as people were led 
to believe. If Sir Henry Thornton wanted to serve Canadian 
ports, he said, all he would have to do would be to charge a 
higher rate to Portland than to St. John or Halifax. 


George Graham, minister of railways, asked: 


Does my friend realize that as soon as the traffic gets into 
the United States it is subject to the Interstate Commerce Com- 
mission? I am treading on delicate ground. Let the Canadian Na- 
tional Railway take steps towards making traffic in the United States 
difficult over the line that we own in that country, and he will find 
where we will land with the Canadian National, not in the east, but 
in the west where we get our through traffic. 


Mr. Baxter’s reply was an echo of the government absorp- 
tion of freight rates policy noted in connection with the carry- 
ing of coal. “Make your rates cheaper to St. John and Halifax,” 
he said, “and let the country bear the difference for the sake of 
building up the National Railway.” 


Mr. Baxter pointed out that the two great Canadian sys- 


tems were “jockeying each other for position.” There were 
parallels all over the Dominion. The whole administration of 





Vol. XXXII, No. 21 


both railways was based on the principle of competition, and 
this was of no benefit to the consumer, because rates were fixed 
by the Railway Commission, and all competition did was to in- 
crease the cost of service. He suggested that the directorate of 
each road should be asked to appoint a committee having the 
power of consultation and making representations, which should 
devote itself to the problem of settling what service or forms of 
service could be dispensed with in Canada, giving the people 
A = service as they ought to be able to afford to pay for. 
a e: 


_ There are many places in Canada where we do not need palatial 
trains or palatial cars. Where two points are connected all the specia] 
services could go by one line. If one road gets it the other road 
may feel it is not being treated fairly, but that can be compensated for 
by giving it something in another part of the country. In other words 
put the two of them together to solve the problem as if it were one 
of joint operation. What will the result be? That their operating ex- 
penses will decline and that by the decline of the operating expenses 
the demands on the people of Canada, who foot the total of this bil] 
of $475,000,000, will be lessened. The money that is returned to the 
pockets of the people for railway service is just as much a remission 
of taxation as the money that is cut off by lower duties on any par- 
ticular commodity. Now there, in my opinion, is a real problem and 
one of enough magnitude to be worth tackling. 


CANADIAN CAR LOADING 


Car loadings in Canada last week aggregated 55,149, or 163 
above the previous week. In the eastern division grain, live 
stock, lumber, pulp, paper and miscellaneous showed increases 


of 565,203,154,250, and 412 cars, respectively. Coal showed a: 


decrease of 1,246 cars. In the western division loading main- 
tained the previous level. Compared with the corresponding 
week of 1923, the increase was 1,705 cars and the cumulative 
total shows an increase of 80,696, or 8.8 per cent. 


CARS OF REVENUE FREIGHT LOADED ON CANADIAN 
RAILWAYS 


EASTERN CANADA 
For the ke Ending, 



































1924 
April 26 May3 May10 
Commodity Cars Cars Cars 
Grain and Grain Products....:........... 2,071 2,649 3,214 
SI MIE a8 a kw cB Fs aMa Sib. 2. cals ons eabid 1,169 1,029 1,232 
CE a edad ob nitiss argue Mhebn sane ca daskoet on 4,561 4,436 3,190 
ND ii ha Cae din oct 8 diab annie wiorie weiews Cate 252 264 154 
ET i ceorak Cevies attads cva ee ret teen 2,564 2,584 2,738 
NON 6 ie £04 4 ew eu nes Che S occweVews odinen 2,017 1,736 1,716 
I occ ninicsscocetucbcoudece 1,732 1,729 1,979 
Geer Forest Products vcs vccccvccesseses 977 782 889 
NN aaNet card grasalee osetia tote avira aang. etree 0c weno ed 640 794 726 
Ve ee eS ee 11,980 11,984 11,982 
ee rr errr 8,926 10,135 10,547 
Tete)’ Card’ Voeades ; . cc scesiccedees 36,879 38,122 38,367 
Total Cars Received from Connections 29,830 30,034 30,092 
Total Cars Loaded for Corresponding 
UGC BUCS ost 5s eRe. doce eed’ 37,926 37,603 39,380 
WESTERN CANADA 
Grain and Grain Products ..........ce00. 5,254 5,364 5,485 
BO UME, scccc ct ncreveePrcckiscevneras ed 1,147 1,152 1,053 
ER oie. tanise esos at nies ea Danke tea eau ans 911 677 700 
MUS do SSS oe e Soo eathcoest rect wdes Dawes 1 3 167 
I So 350 Sic atiidg cbldd-o Weldibhw ti aliok 917 1,319 1,119 
OE. oediisa she habe beedssieaucsneee sett Bove 108 89 119 
En tritgkcceteeuee wnueeeome 87 95 86 
Cee OROEL POUUEUM .occcccccccesccecs 1,818 1,548 1,329 
MU” net lide covet da rtindecescuecweettimeevoet 490 638 446 
Deere, Ta C. Bise 66. vie 0 cic te diiccvivccton 3,551 3,540 3,796 
CONE isk cereus ere pidnvedsswemeensde 2,240 2,439 2,482 
Wotel Care DBHGRGR: ib 0iik cio cclé esis. 16,524 16,864 16,782 
Total Cars Received from Connections 2,448 2,439 2,658 
Total Cars Loaded for Corresponding 
WEG, WEEE als cements arereswas eee 14,169 13,979 14,064 
TOTAL FOR CANADA 
Grain and Grain Products 7,325 8,013 8,699 
Live Stock 2,181 2,285 
BAA ee 5,113 3,890 
Cone’ '..ccob. es 267 321 
Lumber oe 3,903 3,857 
Pulpwood ..... rs Gucutecaae 1,825 1,835 
Pulp and Paper 1,824 2,065 
Cer WUCENE PTOTOCUN 635.66 selec ei wclet 2,795 2,330 2,218 
I BI beat So EE FERSEUN OMG ee ERE 1,130 1,432 1,172 
ee Ee eee rey ree 15,531 15,524 15,778 
ee re ee eee ae 11,166 12,574 13,029 
Tota? Cara’ WekReE ois csessc ieee’ 53,403 54,986 55,149 
Total Cars Received from Connections 32,280 32,473 32,750 
Total Cars Loaded for Corresponding 
I MEME hin Gs: «alee aie edbbwie. 44-07 6.0:6:6 52,195 51,582 53,444 
Cumulative Loading to date—1924........ 1,000,530 
Cumulative Loading to date—1923....... 919,834 


CANADIAN RAILROAD EARNINGS 


Canadian Pacific traffic earnings for the second week of 
May were $3,087,000, a decrease of $83,000, compared with the 
corresponding week last year. For two weeks in May they were 
$6,368,000, an increase of $222,000: Gross earnings of the Cana- 
dian National for the week ending May 14 were $4,323,346, a 
decrease of $452,886. Gross earnings from January 1 to May 14 
were $8,328,211, an increase of $474,291 compared with the cor- 
responding period last year. 
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RAILROAD LABOR IN CANADA 


The Trafic World Ottawa Bureau 


Wages on Canadian railways have been discussed from two 
angles by members of Parliament this week, Mr. McCrea, a 
Quebec manufacturer, urging that they be reduced, and the an- 
swer coming from Mr. Humphrey, of British Columbia, who is 
a railway conductor. 

Mr. McCrea said the presidents of the two great Canadian 
transportation systems had little to say regarding the rate of 
wages, hours, classification or anything else of the kind. “I 
think there is only one road of any importance on this con- 
tinent which is really run by the owner,” he said, “and that is 
Henry Ford’s road. He says to labor unions, international and 
local: ‘Keep your hands off my business; I am running this 
road to suit myself, and I will allow no interference.’ It is a 
pity that the government of Canada has not the collective cour- 
age exhibited by that one man across the border. I wish the 
government would wake up to the fact that the management of 
our great railway systems are practically helpless to reduce 
freight rates, with labor costs so high, without creating deficits. 
This can be done on a government road; the C. P. R. cannot do 
it. It has got to earn a profit to pay its bills.” 

He took as an instance one railway station where lumber, 
pulpwood, and other forest products were the principal commod- 
ities moved. In 1910, the earnings to the railway company were 
$14,080.25 and the cost of- maintenance was $824.75. In 1920 
the revenue was $17,992.76 and the cost of maintenance was 
$3,062.64, nearly four times that of 1910, with only 25 per cent 
increase in revenue. He cited another case of an employe on 
the same road, giving particulars from January 1 to 15. He 
worked 12-25ths of the month at $144 a month. His regular 
pay was $69.12. He had overtime of 131 hours at $1.05%, for 
which he received $138.53. He had Sunday overtime of 30 hours, 
or $31.72. For three calls when he was not on duty ‘he drew 
$6.34. It was found that he was entitled to two weeks of holi- 
days in the period, so he put in a bill for 12 days, or $69.12 
more. The total for 15 days was $314.83. He said: 


I would ask you farmers of the west, I would ask people all over 
the country—for it is not only the farmers of the west who are in- 
terested—if you are satisfied with a railway being operated under 
such conditions and on the basis of such wages as these, when 
you are working long hours at small pay? As I have said, the rail- 
way management is helpless to deal with the matter. If Sir Henry 
Thornton and Mr. Beatty jointly should decide tomorrow that these 
conditions would be changed, that they would ask their men to get 
away from these war conditions and McAdoo arrangements and 
back to something like what the conditions were before, they would 
immediately be advised that there would be a walk-out; interna- 
tional labor, located down in Indianapolis or some place else, would 
simply order the men out. We own the road and we are paying 
the bills, but the international railwaymen tell us how we shall run 
it, what the conditions of labor shall be, what the remuneration 
shall be and all the rest of.it. The management is powerless to deal 
with the matter. 

Now, I am not interested in the railways; I have not a dollar 
in railway stock. But I ship as much freight as any man in this 
House. I ask members who criticise the railways and find fault 
with them: How are the railways to cope with this condition? The 
railways should be in a position to say to these men: ‘You must 
do thus and so, as you did before; conditions have changed; you also 
must change and come back to normal conditions.’” When a strike 
is called, who calls it? Mr. Carey, of Indianapolis, or some other 
leader of an organization. In the election of 1911 we heard a great 
deal from our friends on the other side of the House to the effect 
that there should be no truck or trade with the Yankees. Well, so 
far as the Yankees running our railway system is concerned; so 
far as their dictating when and how and how many hours our 
men shall work and what pay they shall receive, I say it is time 
that we had no truck and no trade in that direction. We ought to 
say: “Hands off; we will run our own business.”’ 


Mr. Humphrey’s reply was that isolated and extreme cases 
were being quoted and that even the more highly paid classes, 
such as enginemen, did not average much over $2,000 a year. 
With regard to the position of the labor organizations, he said: 


I should like to state for the benefit of members that the dif- 
ferent labor organizations throughout Canada are no doubt inter- 
national in their character but, nevertheless, their affairs are en: 
tirely in the hands of Canadian representatives. The moneys of 
these different organizations run up into many millions of dollars. 
The money collected from the Canadian members of these organiza- 
tions remains in Canada and is invested here, it does not go to the 
United States. More than that, this money is deposited in Canadian 
banking institutions. As to the officers of these organizations, let 
me say in reply to the member for Sherbrooke, that, although our 
unions are affiliated with international organizations, the officers and 
those having jurisdiction over legislative and protective work, are 
entirely Canadian. Furthermore, we have no connection with the 
American bodies in respect to negotiations for higher wages or im- 
proved conditions—these, if we take the railways as an example, are 
undertaken and carried out by Canadian representatives, with the 
entire approval of the men themselves. I feel that the amicable 
relations that exist today between railroad men in Canada and the 
Officers of the different railways are as strong as they are in any 
other country in the world. The officers of the great railway cor- 
Pporations welcome the paln of collective bargaining, of co-operation 
on the part of the employes, and they also cordially receive any 
Suggestions tending to bring. about more efficient operation. My 
friend should not be afraid—nor indeed any member of the House— 
of any labor organization that is conducted on sane and business- 
like lines. That remark applies to the action of the rank and file 
of the members, and is equally true of the officers. It has reference 


more porstentanty to the organizations responsible for the negotia- 
— tween the railway corporations in Canada and their em- 
es. 


The railroad men, to whom reference has been made by 
different members, only want a square deal so far as their wages 


. 
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and conditions of work are concerned, and, according to representa- 
tions that have been made to me, are only too willing to lay their 
cards on the table and to have the questions at issue thoroughly 
discussed with the representatives of the companies in order to 
arrive at what may be considered the best solution of the existing 
difficulties. I believe that by having recourse to this plan of co- 
operation and joint consultation greater progress towards efficiency 
in railway affairs will be made than by any other method. 


BUSINESS AT PORT OF HALIFAX 


Mr. Finn, member for Halifax, drew attention in the Cana- 
dian Parliament to the efforts of Sir Henry Thornton on behalf 
of the port of Halifax. The steamship business there had greatly 
increased, due to three causes—first, that the ten per cent re- 
duction in the differential applying only to goods imported 
through Canadian ports had brought freight from the old coun- 
try to Halifax for distribution throughout Canada; second, the 
removal of the differential; putting Halifax on the same basis 
as other ports, was bringing a further class of freight to Halifax 
because there was no extra freight charge; and, third, Sir Henry 
Thornton, on taking over the management of the Canadian Na- 
tional, sent his traffic officers abroad and saw that immigrants 
were transported by steamship lines, the Cunard and White 
Star, working in conjunction with the Canadian National, and 
that that traffic which went to American ports at other times 
was brought into Halifax. In 1923, 768 ships entered Halifax, as 
compared to 491 in the previous year. 


FREIGHT RATE DISCREPANCIES 


The Trafic World Ottawa Bureau 


Discrepancies in freight rates as between the maritime prov- 
inces and other parts of Canada are again being pointed out 
to the government and remedial action urged. Some of the 
claims of Nova Scotia and New Brunswick are that the rate on 
raw sugar from the West Indies to Halifax and St. John and 
thence to Montreal is only 25% cents a hundred, while the rate 
on refined sugar is 52% cents. The latter figure was 60 cents 
before the decrease, of April 14. The refineries in the lower 
provinces say they cannot absorb this difference and compete 
in the central markets of Canada with the refineries in Montreal. 
In summer, when the St. Lawrence is open to navigation, the 
water rate to Montreal is the same as to St. John and Halifax. 
Two years ago the refiners,in the maritime provinces got a 
water rate of 30 cents from Halifax and St. John to Montreal, 
and the railways immediately met this, but as soon as naviga- 
tion closed the rail rate went up again. 

They also point out that traffic moving west from Fort Wil- 
liam to Vancouver and through the Panama Canal enjoys a 
reduction of 30 per cent, while the east has to be satisfied with 
over 100 per cent in the arbitraries. They are preparing to go 
to the Railway Commission unless they get redress direct. 


TRACK STORAGE CHARGES 


Rules and provisions reducing the free time for cars on 
team tracks in the Chicago district, from 48 to 24 hours, as 
published in tariffs proposed by railroads and switching lines 
operating in the district, were attacked in the hearing on 
I. and S. 2100 before Examiner Pyne, at Chicago, May 17. The 
rules apply to cars for reconsignment and cars set out to com- 
plete loading or unloading. 

C. W. Crawford, chairman of the transportation division of 
the A. R. A., testified as to the history of charges for track 
storage Charges were first assessed in Chicago in 1912 and 
shortly thereafter were applied to a number of other terminal 
points. He said that while the A. R. A. did not advocate the 
adoption of track storage in all instances, it did believe there 
should be some sort of uniformity in the charges and rules at 
points where they applied. He said the proposed rules. were 
not being instituted to produce revenue for the carriers, but to 
aid the program recently announced by the A. R. A. to 
speed the movement of freight by getting cars unloaded or 
loaded and away in 24 hours. It was his understanding that 
the plans of the carriers, he said, were to make the same re- 
duction of free time at other terminal points throughout the 
country. 

J. F. Brown, traffic commissioner of the Chicago Board of 
Trade, explained the effect of the proposed rule on the ship- 
pers. He said it not only moved the one dollar a day rate 
one day nearer, but, since the charge was graduated, the $2- 
day fee also moved a day nearer. He said that, on the whole, 
shippers were not harmed by the proposed rule, but that they 
would be if it were applied to Chicago and not elsewhere. He 
contended that such an application would amount to discrimi- 
nation, and that it was in the interest of having the rule made 
effective at all terminal points that the protest was entered. 





INVESTIGATION OF BOARD 
The House committee investigating the Shipping Board this 
week inquired into claims’ cases against the board. Evidence 
was submitted to show that former Chairman Lasker had with- 
held a report as to operating revenues and expenses from Rep- 
resentative Briggs of Texas, who had requested such a report. 
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OCEAN SHIP RATES DECLINE 


The Trafic World New York Bureau 


The ship charter market exhibited a definite downward trend 
last week, but whether this is a fundamental condition that will 
extend to other traffic has not yet been determined. The ten- 
dency on regular lines is still upward. 

The previous heavy demand in the grain trade abated con- 
siderably as most of the pressing requirements had been covered. 
The coal and sugar markets were quiet. The only activity in 
any direction was in the shipment of lumber from the Gulf 
to the River Plate. Vessels for May loading were scarce, but 
tonnage for June and July appeared in more ample volume, 
and owners were disposed to meet shippers’ terms. The num- 
ber of charters fell off from the preceding week but was equal 
to the average for the year. 

Grain rates were notably weaker, with the bulk of the busi- 
ness centered in shipments from Montreal. The coal market was 
marked by several fixtures, one vessel for May loading to Italy 
at $3.30 a ton as compared with a charter at $3.75 a ton last 
week to Marseilles. 

Only one charter was reported in the sugar trade, a small 
steamer from San Domingo to the United Kingdom at 27 shillings 
per ton with the option of Montreal at 23 cents per 100 pounds. 

Most of the interest of the week was centered in the Gulf 
lumber trade, where a number of inquiries resulted in charters. 
As a result of this demand shipowners advanced their rates, 
but shippers hetld off on all but pressing requirements in antici- 
pation of the entry of other vessels into the trade. 

An advance of $2 a ton has been made throughout the list in 
freight rates from New York to South Africa by members of 
the conference lines. The new rates will become effective with 
the sailing of the Houston Lines steamer Halizones on June 10 
from New York ports of the Cape Town-Delagoa Bay Range. 

Joseph Scott, general manager of the steamship department 
of the Transmarine Line, who has just returned from the Pacific 
Coast, reported that commerce across the Pacific promises to 
increase steadily. His journey covered the ‘principal west coast 
ports. 

The United Fruit Company has issued a revised tariff on 
freight between Atlantic and Gulf ports and the West Indies, 
Central and South American ports. While the tariff is largely 
a readjustment of rates following the termination last year of the 
rate war with the Shipping Board, it represents an average in- 
crease in revenue per net ton of about five or six per cent. 
The new rates are effective on May 31. 


The Oriole Lines, operated by the Consolidated Navigation 
Co., announce the merger of U. S. Fleet Corporation services for 
Liverpool, Manchester, Glasgow, Bristol Channel and Irish ports 
from New York, Boston, Philadelphia, Baltimore and- Hampton 
Roads. This is a consolidation of the lines previously operated 
between North Atlantic and United Kingdom West Coast ports 
by the Baltimore Steamship Co., W. A. Blake & Co., Export Trans- 
portation Co., Moore & McCormack and J. H. Winchester & Co. 

Traffic Manager Langham of the North German Lloyd Co. 
announced in Norfolk that the sailings of the company from that 
port will shortly be increased from every three weeks. to semi- 
monthly. 


The Ward Line intends to start a service from Philadelphia 
to Mexican ports and will have the liner Antilla on berth June 
7 for Tampico and Puerto, Mexico. The service will be added 
to and expanded if justified by the trade. 


The Swedish T. G. O. Line will start another cargo service 
from Philadelphia to London, beginning with the motorship 
Lulea on June 12 and followed by the Luossa early in July. Sail- 
ings will be maintained every three weeks. 


Operators of government vessels have received notices from 
the Fleet Corporation that, effective from May 15, the allowances 
for deck, engine room and steward’s stores have been reduced 
one to five dollars.a day. The new rates range from $17 a day on 
vessels of 5,000 tons up to $21 a day on ships of more than 
11,000 tons. The rate for subsistence is unchanged. 


REENTERS INTERCOASTAL SERVICE 


The Trafic World New York Bureau 


William Campion, vice president of the Garland Steamship 
Corporation, announces the withdrawal of its seven vessels from 
the Pacific Coast-Oriental trade to re-enter the intercoastal serv- 
ice with bi-weekly sailings. 

The Garland Line was formerly in the coast to coast run, but 
withdrew last year to enter the Pacific trade. Mr. Campion 
said that lack of business and unreasonable competition by 
Shipping Board vessels were the chief reasons for the decision 
of the company to abandon the Oriental traffic. 

“We would rather have the competition of every foreign line 
than the Shipping Board,” he said. “The foreign companies 
have their capital invested and have to be reasonable. The 
government operators are not compelled to use common business 
judgment, and seek freight regardléss of rates or losses. If 
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they had to break even or quit, as a private owner has to do, 
we would not object.” 

The company is placing its ships in the protected inter. 
coastal trade because the merchant marine act prohibits their 
transfer to foreign registry, said Mr. Campion. 

The Garland Line was formerly a member of the intercoasta] 
rate conference, but has not yet rejoined. 


WATER-BORNE FOREIGN COMMERCE 


The volume of imports and exports in American vessels and 
in foreign vessels, by value, for the month of March, 1924, and 
1923, and for the nine months ended with March, 1924, and 1923, 
according to the monthly summary of foreign commerce of the 
Deparment of Commerce, was as follows: 


GROUPS 
WATER-BORNE FOREIGN COMMERCE 
IMPORTS: 
1923 —MARCH— 1924 
Dollars Per Cent Dollars Per Cent 
In American vessels....... 100,678,898 28.45 99,943,226 36.48 
In foreign vessels..... .eee 258,212,946 71.55 


174,082,169 63.52 


a 





Total (except inland ve- 












































hicles, and parcels post) 353,891,844 100.00 274,025,395 100.00 
EXPORTS: 
In American vessels....... 109,200,127 37.68 112,049,172 39.36 
In foreign vessels.......... 180,632,751 62.32 172,670,380 60.64 
Total (except inland ve- 
WANTON: Sdn. oSS Seb be cited 289,832,878 100.00 284,719,552 100.00 
TONNAGE OF VESSELS 
ENTERED: 
5 ga Seip ete tae 1,881,544 39.46 1,954,538 42.49 
I orn ated wee a cen cate 2,887,143 60.54 2,645,046 57.51 
Total entered ......... 4,768,687 100.00 4,599,584 100.00 
CLEARED: 
IIE Soo rere Biss we-teite ¢ 1,816,992 38.89 2,001,607 44.10 
UE 0 ae cute, eateuadk svacdrs 2,854,546 61.11 2,537,110 55.90 





Total cleared .......... 4,671,538 100.00 4,538,717 100.00 














NINE MONTHS ENDING MARCH— 
WATER-BORNE FOREIGN COMMERCE 


IMPORTS: 
1923 1924 
Dollars Per Cent Dollars Per Cent 
In American vessels...... 722,026,980 2.81 745,646,030 32.58 
In foreign vessels ........ 1,580,650,995 67.19 


1,542,967,656 67.42 








Total (except inland ve- 

















hicles, and parcels post) 2,352,677,975 100.00 2,288,613,686 100.00 
EXPORTS: 
In American vessels...... 981,487,132 38.52 1,122,520,612 39.22 
In foreign vessels ........ 1,566,828,781 61.48  1,739,543,347 60.78 
Total (except inland ve- 
*HiCleS) | 3. coved ccsve sie 2,548,315,913 100.00 


2,862,063,959 100.00 








TONNAGE OF VESSELS 














ENTERED: , 
OE IR o.ps 6ci00 5 ¢ ons eoks 23,604,152 46.99 20,740,252 41.75 
BOGE: as laiae cia coabures 26,634,902 53.01 28,945,416 58.25 
Total entered .......... 50,239,054 100.00 49,685,668 100.00 
CLEARED: 
Pe. er Ps eee 23,313,083 47.02 21,108,357 42.17 
WOPOIGD © 6 icc ivsis's Kuss pe Stes 26,273,633 52.98 28,944,186 57.83 
Total cleared ......... 49,586,716 100.00 50,052,543 100.00 











OIL TANKER SOLD 


President Palmer, of the Fleet Corporation, has announced 
the sale of the steel tanker Watertown of 9,298 deadweight 
tons to the Cities Service Transportation Company of New York 
for $418,410. } 
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CONTINUE SECTION 28 FIGHT 
The Trafic World Washington Bureau 


Advice to continue the fight against section 28 of the Jones 
merchant marine law, to the end that it may be converted into 
something workable for the upbuilding of the American mer- 
chant marine, has been given to members of the National Indus- 
trial Traffic League in a circular by Joseph H. Beek, its executive 
secretary. It is his view that mere withdrawal of the certificate 
of February 27, 1924, in which the Shipping Board told the 
Commission there were adequate facilities under the American 
flag, disposed of the subject only temporarily. 

The advice to continue the fight is based on the declaration 
py the Shipping Board that “it is expected that by the begin- 
ning of the new year the situation will have so clarified itself 
that section 28 may then go into effect.” 

None of those in Washington who took part in the fight 
for postponement nor any of those who merely watched the 
contest, it is believed, will disagreement with Mr. Beek’s estimate 
of the danger to shippers not able to obtain export and import 
service from American flag ships, either because the rates are 
too high, the service not frequent enough, or because they can- 
not control the routing of the traffic. 

In view of the Shipping Board’s statement, Mr. Beek said: 
“We shall continue to press for the enactment of the Newton 
pill (H. R. 8638), postponing the effective date until May 1, 
In addition, he said he thought House Joint Resolution 
258, offered by Representative Brand of Ohio, should be adopted. 
That resolution provides for the creation of a joint commission 
composed of senators and representatives, representatives of the 
Commission, of the Shipping Board and of the departments of 
state and commerce to make recommendations to the next 
Congress. He called attention to the fact that, at the hearings 
before the House committee on merchant marine and fisheries, 
suggestions were repeatedly made that shippers then in oppo- 
sition to section 28 would be willing to get together with mem- 
bers of Congress, the Shipping Board, the Commission, and 
the railroads, to work out some practicable plan for aiding the 
American merchant marine. He said that unless some such 
commission were provided for, and a thorough investigation 
made and what constituted adequacy of shipping facilities de- 
fned, “the United States Shipping Board may unexpectedly 
make a new certificate, certifying adequacy of service, and the 
shipping public be taken quite as unawares as it was only re- 
cently.” 

In view of the approach of adjournment day, leaders of all 
blocs in Congress appearing to desire it not later than the end 
of June, those who have been following the doings of Congress, 
as a rule, have doubts as to the possibility of any legislation 
on the subject. However, it is admitted that continued pressure 
from those who would be adversely affected by the enforce- 
ment of section 28 might result in a little progress being made 
before the end of the session, to get one or both measures 
started toward adoption. The Newton bill, if passed, it has 
been suggested, might be construed by the Shipping Board, by 
reason of the language postponing the enforcement of the sec- 
tion only until May 1, 1925, as carrying an implied mandate 
to have the section enforced on and after that date, if the sec- 
tion had not, in the meantime, been amended. The Brand reso- 
lution, however, by its terms would have to be construed as 
notice that Congress did not desire- enforcement until after a 
Teport had been made on the subject, if then. 


TRANSFER OF SHIPS. PLANNED 


The Trafic World New York Bureau 


Application to the Shipping Board for permission to transfer 
some or all of their vessels to foreign registry is one of the 
Dlans now being considered by officials of a number of steam- 
ship companies owning American vessels as a means of saving 
their investment in tonnage under the U. S: flag. Several meet- 
gs were held last week and others are expected shortly. 

Among those who have attended the conferences are officials 
of the Munson Line, Luckenbach Line, Moore & McCormack, the 
Bull Line, Garland Line, and American Hawaiian. No «gree- 
ment has yet been reached and other plans are to be considered. 

Failure to obtain assistance through enforcement of the 
Jones act or the enactment of other favorable legislation, coupled 
with government competition of some routes, is given as the 
reason for the determination to seek a new policy. 


SIMPLIFIED PRACTICE AND SHIPPING INTERESTS 


_ ‘Efforts of the American Marine Standards Committee to 
lmprove and standardaze practices in construction, equipment 
and mechanical operation, to bring the American merchant 
et to a high degree of efficiency will be extended to the 
Shipping interests of the Pacific Coast,” the Division of Sim- 
Diified Practice, Department of Commerce, which is cooperating 
~‘ € problem, has announced E. A. Simmons of New York 
; ty, chairman of the executive board of the Committee, who is 
ortly to visit Pacific Coast cities, will hold conferences with 
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shipping leaders of those cities looking to the establishment 
of a Pacific Coast panel of the American Marine Standards 
Committee. This will enable the gains made in the Atlantic 
shipping to be made available to the Pacific shippers, as well 
as to develop standards on items peculiar to the Pacific traffic. 

“The American Marine Standards Committee, which has 
been in existence for several months, has taken active steps in 
developing standardization of a number of items connected with 
ship operation and construction. It has also instituted a large 
number of surveys the objects of which are the simplification 
of excess variety and the elimination of waste.” 


SHIPPING BOARD BILL PASSED 


The Senate, the night of May 22, passed the House bill au- 
thorizing the Shipping Board to use up to $25,000,000 of its 


construction loan fund for the conversion of ships into motor 
ships. 


AMERICAN MERCHANT LINES 


J. H. Winchester & Co., Inc., New York, operating the Win- 
chester Lines, have taken over the United States Lines’ nine 
day express service between New York and London, this new 
service being known as “The American Merchant Lines,” with 
weekly sailings. They will also maintain service every two 
weeks from Boston and Philadelphia and Baltimore and Hamp- 
ton Roads to Hull and Leith. E. W. Green & Company will 
function as western agents for the American Merchant Lines. 


CONSOLIDATION OF SERVICES 


Little progress has been made toward consolidation of 
freight services of the Fleet Corporation from and to Gulf ports, 
according to President Palmer. No conclusions have been 
reached with respect to consolidation of the services operated 
by the Black Diamond and Cosmopolitan Shipping Company to 
continental ports north of Bordeaux. On account of illness, 
C. D. Mallory, representative of the operators in negotiations 
looking to a new managing agency agreement, has withdrawn 
from the negotiations and a new representative will be selected. 

Officials of the Fleet Corporation, with respect to the ques- 
tion of whether operators who also operate foreign flag ships 
shall be eliminated as operators of government tonnage, take 
the position that the Shipping Board will have to settle that 
question. Some of the operators in that class are regarded as 
among the best the Fleet Corporation has. 


DECISION ON DAMAGE PAYMENTS 


A. J. Wolfe, chief of the division of commercial law of the 
Department of Commerce, has called attention to a decision of 
the United States court at Shanghai, China, relating to pay- 
ment of damages for loss and damage to cargo. He says: 


The responsibility of a vessel for loss and damage to cargo may 
be discharged apparently only by the payment of American gold 
dollars, and not by the payment in taels, Mexican, or other Chinese 
currency, when the consignee and the carrier are both American 
corporations, when the contract of affreightment was made in the 
United States, and when the claim is prosecuted in the American 
court at Shanghai—as indicated in the report of a case in the United 
States court at Shanghai, China, recently transmitted by the office 
of the American commercial attache, Peking. 

Defendant carrier short-landed a cargo of iron bars consigned 
to plaintiff, who was an American, at Shanghai. The bars were 
shipped from San Francisco, where the contract of affreightment was 
signed. Plaintiff offered to accept the gold draft for the amount of 
the loss, but defendants tendered Shanghai taels at the rate of ex- 
change prevailing on the date of arrival of the vessel, in full settle- 
ment of plaintiff’s claim. Plaintiff received the amount tendered on 
account only, and sued for the difference between the amount of 
the claim in gold dollars and the amount of the payment in taels 
at the date of the: commencement of the action. The rate of 
Shanghai taels when the payment was made was 104%, and on the 
date when the action was brought 58%. The holding of the court 
required the defendant to pay the difference, on the ground that 
damage for nonperformance of a contract are payable in the legal 
tender of the country in which the contract was made. 


REPORT ON PORT OF NEW ORLEANS 


Port Series No. 5, on New Orleans, La., prepared in the 
office of the chief of engineers by the board of engineers for 
rivers and harbors of the War Department, in cooperation with 
the Bureau of Research of the Shipping Board, is now ready for 
distribution. This is one of a series covering all the important 
seaports of the United States, of which No. 1, on Portland, 
Me.; No. 2, on Boston; No. 3, on Mobile and Pensacola; and 
No. 4, on Philadelphia, Camden, Chester and Wilmington, were 
issued heretofore. The purpose in view in the preparation of 
these reports is to present detailed information of practical 
value to vessel operators, producers, manufacturers, importers, 
exporters, and all other persons having occasion to ship goods 
overseas. 





COOLIDGE REAPPOINTS PLUMMER 


President Coolidge has sent to the Senate the nomination 
of Edward C. Plummer of Maine to be a member of the Ship- 
ping Board for a term of six years. Commissioner Plummer’s 
present term as a member of the board will expire June 9. 
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FRUIT AND VEGETABLE SHIPMENTS 


Loading of leading lines of fruits and vegetables the week 
ended May 17 totaled approximately 14,000 cars, according to 
the weekly report of the Bureau of Agricultural Economics of 
the Department of Agriculture. The totals from the weekly 
summary of carlot shipments follow: ; 


Total for week and season regularly subject to revision because 
of the receipt of late and corrected reports from the railroads. 
Asterisks (*) placed at commodity totals indicate that such changes 
have been made for one or more of the states in that group. 














Total Total 
This Last 
May May May Sea- Sea- Total 
11-17, 4-10, 13-19, son to son to Last 
1924 1924 1923 May 17 May 19 Season 
Apples (western states)— 
ML, Debs cicbson 230 183 84 62,560 16,126 16,286 
Apples (eastern states)— 
| erraaerr ss 321 *308 271 *70,749 65,428 65,997 
Asparagus— 
| ee Ae eae 14 73 sing 661 et TRS 
Cabbage— 
MOE: « Fewew bane 995 731 772 #12083 9,28 3,687 
Celery— 
Florida—Jan. 1- 
June 15 .... 110 147 SI 6,901 6,309 6,398 
Calif. S. D.-Oct. 
15-Apr. 30 .. 13 0 0) 13 0 1,402 
Cherries— 
California ..... 73 4 "e 124 +s 99 
Cucumbers— 
| re 5 113 85 ** *324 sie 5,677 
Grapefruit— 
EE na! 6's ave «8 624 *508 +t *18,168 ed 17,634 
Lemons— 
| a epee 121 385 oad 6,356 +% 8,191 
Lettuce— 
OO” a 707 954 550 *19,630 17,291 27,713 
Mixed Citrus Fruits— 
California begins 
eae Tes aa 12 16 ¥% 536 *% 1,044 
Florida begins 
LR tick-ne + 62 a7 we 2,918 in 2,633 
Mixed Vezetables— 
A 860 656 608 *10,411 9,173 24,023 
Onions (1923 crop)— 
NEE, Hla exace::0-t0 43 38 0 *29,186 29,758 29,758 
Onions (1924 crop)— 
en a Ee 694 513 714 2,945 2,849 29,186 
Oranges— 
RIE 8g. i sXe’ a 1,404 1,519 +e *57,772 +e 67,952 
Spinach— 
(ae eee 139 *327 115 *7,475 7,218 7,354 
Strawberries— 
MEME, <a 5 oc ¥.n.0s 2,256 *1,500 2,763 #5926 7,790 17,899 
String Beans— 
EEE Sacks ets 196 *103 *¢ *760 bia 3.335 
Tomatoes— 
oo ae secs OU #395 922 *6,388 $,129 *24,091 
Potatoes (1924 crop)— 
ME hid cova 1,365 832 834 *4,263 3,659 *232,022 
Summary Potatoes— 
I.eading Sec- 
tions, late crop2,605 2,552 2,672 182,313 176,286 186,055 
Other Sections, 
inte  2Pap . cis. 23 30 17 16,295 27,116 27,181 
Early crop 1923 0 0 0 ‘33,414 40,922 10,922 
Total . 2,628 *2,582 2,689 *232,022 244,324 254,158 





** Unavailable. 


LUMBER SHIPMENTS 


In accordance with the usual seasonal trend there was an 
increase of new business in the national lumber movement for 
the week ending May 17, so far as the transactions of 364 of 
the larger mills of the country are concerned, says the National 
Lumber Manufacturers’ Association. This increase in new busi- 
ness amounted to about 12,000,000 feet, or 6 per cent more than 
the week before, and for the first time in several months new 
business was in excess of the corresponding week of last year. 
Shipments were slightly larger than for the preceding week, but 
less than 1923, and production showed a slight current decrease 
and a very noticeable decrease from that of the like week of 1923. 

The unfilled orders of 254 Southern Pine and West Coast 
mills were 514,702,915 feet, as against 517,642,493 for 255 mills 
the week before. Separately, 132 identical Southern Pine mills 
had unfilled orders of 221,046,096 feet for the week, against 
222,687,840 the preceding week. Similarly, 122 West Coast mills 
had unfilled orders of 293,656,819 feet, as against 294,954,653 for 
123 mills a week earlier. 


Altogether, the 364 comparably reporting mills had shipments 
of 96 per cent and orders of 88 per cent of actual production. 
For the Southern Pine mills these percentages were respectively 
104 and 101; and for the West Coast mills 105 and 95. Of the 
comparably reporting mills, 341 (having a normal production for 
the week of 218,930,620 feet) reported production 102 per cent 
of normal, shipments 100 per cent, and orders 93 per cent thereof. 

The following table compares the national lumber movement 
as reflected by the reporting mills of seven regional associations 
for the three weeks indicated: 


THE TRAFFIC WORLD 


Vol. XXXIII, No. 21 


; Preceding 
Corresponding week, 1924 
" Past week week, 1923 (Revised) 

NN Steet te nti 12 aapepie<.helcunddl 364 385 368 
RARE RAS FE ae 237,713,096 255,036,065 241,212,694 
CE Ce Se oi beg Votes cewiew 228,616,479 237,009,265 224,087,381 
QUGOER is SRS se 0s Edeway eat bee 209,917,994 208,156,459 198,019 060 


The following figures compare the lumber movement for the 
first twenty weeks of 1924 with the same period of 1923: 


Production Shipments Orders 
SOE Hise aie aaa 4,678,103,543 4,668,002,650 4,425,137, 267 
FE Whe Kebab aves oS eumee gee 4,565,637,593 4,912,769,495 


5,026,266,654 





BOEe: SOTORNS 6 ib veicee sce Each wer eedbe's Sin eok'e banat 
SODE WechGasS 1... £25055 Veda iede Re dese 4 358,264,004 487,632,298 

There was no report this week from the mills of the Calj- 
fornia White and Sugar Pine Association, the statistics of which, 
however, are never included in the foregoing figures. 


COAL PRODUCTION AND SHIPMENT 


“The production of soft coal continued to improve slowly 

in the week ended May 10, and passed the 7,000,000-ton mark,” 
according to the current report of the Geological Survey, 
which, in part, follows: 
: The estimated total output is placed at 7,121,000 net tons, an 
increase of 289,000 tons, or 4.2 per cent. The improvement appears to 
have been due to somewhat better demand and to the resumption of 
work in the Southwest. 
which is below that for each of the years shown except 1922, when 
a general strike was in progress. 

The production of anthracite was marked by decided improvement 
in the week ended May 10. The total output is estimated at 1,924,000 
net tons, an increase of 308,000 tons, or 19 per cent. ‘The increase 
was largely due to the settlement of local labor difficulties and the 
more complete operation of some mines where work had been ham- 
pered by floods. 

There was practically no change in the volume of tidewater busi- 
ness at Hampton Roads in the week ended May 10. The total quantity 
of soft coal handled over the three coal piers at that port was 300,016 
net tons, against 304,318 tons in the preceding week. An increase of 
22,128 tons in dumpings for the foreign account-cargo and bunker coal 
combined—was more than offset by decreases of 5,984 and 20,282 tons, 


respectively, in cargoes consigned to New England and to “other 
coastwise’’ trade. ‘ 

Tidewater shipments of soft coal declined sharply in April to the 
lowest level yet recorded for 1824. The total quantity dumped at the 
five Atlantic coal ports was 2,592,874 net tons. Comparison with the 
2,992,322 tons dumped in March shows a decrease of more than 13 
per cent. The chief factors in the decline were a decrease of 
333,349 tons in dumpings for New England and of 203,819 tons in “other 
tonnage.” These decreases were only partly offset by an increase of 
179,211 tons in exports. Cumulative dumpings during the first 4 months 
of 1924 totaled 11,394,761 tons, a decrease, when compared with the 
corresponding period last year, of 1,183,001 tons, or more than 9 per 
cent. In comparison with the average of the first four months of 
the four years, preceding, 1924 stands nearly 9 per cent behind. | 

The movement of soft coal across the Lakes slackened perceptibly 
in the week ended May 11, and the total dumpings at the lower ports 
fell back to 480,035 net tons. This was a decrease of 50,979 tons, or 
9.6 per cent. In the corresponding week a year ago dumpings totaled 
619,140 tons. . 

Cumulative dumpings of cargo coal during the present season to 
date stands at 1,652,934 tons, a decrease when compared with the cor- 
responding period of 1923 of approximately 31 per cent. Shipments 
in 1924 have been less than in any recent year except 1922 when 
Lake movement was affected by the miners’ strike. 

Anthracite shipments continued to decline and dropped to the in- 
significant total of 9,405 net tons. This was less than one-seventh of 
the shipments in the corresponding week of 1923. Despite the decline. 
however, the cumulative shipments—274,258 tons—are but 11,336 tons 
less than last year. 


CONDITION OF LOCOMOTIVES 


Locomotives in need of repair on May 1 totaled .11,440 or 
17.8 per cent of the number on line, according to a tabulation 
of reports filed by the’carriers with the car service division 
of the American Railway Association. This was a decrease 
of 704 locomotives compared with the number in need of repail 
on April 15, at which time there were 12,144 or 18.8 per cent 

Of the total number, 6,105 or 9.5 per cent of the number 
on line were in need of classified repairs, a decrease of 358 
compared with the number in need of such repair on April 15, 
at which time there were 6,463 or 10 per cent. Repairs als0 
showed 5,335 or 8.3 per cent in need of running repairs, 4 
decrease compared with the same previous date of 346. 

The railroads on May 1 had 6,079 serviceable locomotives 
in storage, an increase of 571 compared with the number on 
April 15. In the last half of April, 29,691 locomotives were 
repaired and turned out of the shops compared with 28,836 in 
the first half of April, or an increase of 855. 


CONDITION OF CARS 


Freight cars in need of repair on May 1 totaled 179,275 o 
7.9 per cent of the total number on line, according to reports 
filed by the carriers with the car service division of the Amer 
ican Railway Association. This was an increase of 2,577 ove 
the number in need of repair on April 15, at which time there 
were 176,698 or 7.8 per cent. Of the total number, 131,609 
5.8 per cent of the number on line were in need of heavy repair 
on May 1, an increase of 1,717 over the number in need of st 
repair on April 15, while the number in need of light repait 
totaled 47,666 or 2.1 per cent, an increase of 860 over April 15. 


The rate of production is still extremely low, ‘ 
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Shipping Decisions 


Cases Recently Decided by State and Federal Courts 


Digests taken from Reporters and Digests of National Reporter 
‘ System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





incorporation in Through Bill of Lading of Conditions by Refer- 
ence to Ocean Bill Held Valid: 

(Circuit Court of Appeals, Fourth Circuit.) A provision of 
a through bill of lading, issued by a railroad company for a 
shipment to an European port, that the property should be subject 
to all conditions expressed in the regular forms of bills of lading 
in use by the steamship company at the time of shipment, is 
yalid, and makes the conditions of the ocean bills a part of the 
contract—The Susquehanna, Morris Packing Co. vs. Susque- 
hanna S. S. Co., Inc., et al., 296 Fed. Rep. 461. 

Limitation in Bills of Lading of Time for Bringing Suit for Dam- 
age to Cargo Held Valid: 

Provisions in an ocean bill of lading that the carrier shall 
not be liable for any claim unless written notice thereof is given 
pefore removal of the goods from the wharf, and that no suit 
therefore shall be maintainable unless instituted within three 
months after such notice, are reasonable and valid.—Ibid. 

Suit for Damage to Cargo Held Barred by Laches: 

Delay of more than two years before bringing suit for 
damage to cargo, without valid excuse, held such laches as to 
defeat victory.—Ibid. 











Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter 


System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 


REGULATION OF COMMON CARRIERS 


Interstate Rates Fixed and Filed by Director General of Rail- 
roads Under Federal Control Not Variable by Agreement of 
Subordinate: 
(Court of Errors and Appeals of New Jersey.) Rates fixed 

and filed by the Director General of Railroads under federal 

control were final and controlling, as well for intrastate as inter- 


state shipments; so a rate filed was enforceable against an 
intrastate shipper, notwithstanding an agreement by him with 
a subordinate of the Director General for a lower discriminating 
rate—Lehigh Valley R. Co. et al. vs. Mass & Waldstein Co.,.124 
Atl, Rep. 111. 


Intrastate Rate Fixed by Interstate Commerce Commission Inef- 
fectual: 


(Court of Errors and Appeals of New Jersey.) The excess 
ofa rate for an intrastate shipment attempted to be fixed by 
the Interstate Commerce Commission, over the rate given a 
shipper during the period of federal control by the agent in 
charge of the railroad company’s freight department, in the 
absence of a rate fixed and filed by the Director General of 
Railroads, is not recoverable; the Interstate Commerce Act by 
proviso to section 1 being inapplicable to such a shipment, so 
that said Commission has no power to fix such a rate.—Davis, 
Director General of Railroads, vs. Crouse, 124 Atl. Rep. 113. 


Loss and Damage Decisions 


Cases Recently Decided by. State and Federal Courts 


(Di ests taken from Reporters and Digests of National Reporter 
“Toone, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 
Petition for Writ of Error Held in Time: 

(Supreme Court of Appeals of Virginia.)Where judgment 
Was entered on December 2, 1921, and a petition for a writ of 
etror was presented on June 16, 1922, but was not received by 
the clerk until June 23, 1922, the petition was in time under 
Code 1919, sec. 6837 and 6355, allowing a writ of error to be 
taken within one year, notwithstanding the amendment by Acts 
1922, cc. 41 and 174, which became laws on June 18, 1922, in 
View of the proviso of section 6355 that the time elapsing be- 
Ween the presentation of the petition and delivery of the record 
‘o the clerk should be excluded from the computation, the date 
My the writ was actually granted not appearing.—New York, 


Re é. R. Co. vs. Bundick, Taylor, Corbin-Handy Co., 122 S. E. 
DP. 261. 
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Carrier Liable for Value at Shipping Point When So Stipulated: 
Where shipper had sold a carload of potatoes at $10 per 
barrel f. o. b. shipping point, and the carrier, with full knowl- 
edge of the character of shipment and the importance of prompt 
delivery, stipulated that the measure of damages in case of non- 
delivery should be “the value of the property to the consignee 
at the place and time of shipment,” carrier was liable to shipper 
for such value, since there is nothing in either the Carmack 
or Cummins amendments to the interstate commerce act (Comp. 
St. sec. 8604a, 8604aa) which forbids a carrier to stipulate for 
payment of the full actual loss sustained.—lIbid. 
Rule Stated as to Carrier’s Liability for Goods Lost in Transit in 
Absence of Statute or Agreement: 


In absence of statute or agreement of the parties, the gen- 
eral rule is that, when goods delivered to a carrier to transport 
are lost in transit, the carrier is liable for the market value at 
the place of destination at the time when the goods should have 


been delivered, less the freight charges, if they have not already 
been paid.—lIbid. 


Right of Shipper to Recover Actual Loss Against Carrier Not 
Altered Because Loss Is Consequential: 


The right of a shipper to recover his actual loss against a 
carrier for goods lost in interstate transit, as measured by the 
sale thereof, is not altered because such loss is consequential 
only, and not damages or injury “to such property.”—Ibid. 
Rulings of Trial Court on Instruction Becomes Immaterial Where 

Jury Could Not Have Found Otherwise Than It Did: 

Where the jury could not properly have found other than it 
did, the rulings of the trial court on instructions become imma- 
terial, in view of Code 1919, sec. 6331, providing that judgment 
shall not be reversed for any error committed on trial where 
the parties have had a fair trial on the merits and substantial 
justice has been reached.—Ibid 


CARRIAGE OF LIVE STOCK 


Absence of Bill of Exceptions Held to Preclude Considering 

Alleged Error in Striking Interrogatory to Jury: 

(Supreme Court of Wyoming.) Whether or not it was error 
of the trial court to strike from the record a certain interroga- 
tory to the jury and their answer thereto, the appellate court 
could not determine or consider the alleged error, in the absence 


of a bill of exceptions.—Chicago, B. & Q. R. Co. vs. Tolman, 
224 P. Rep. 671. 5 


Special Verdict Cannot Be Aided by Intendment or by Extrinsic 
Facts: 


A special verdict must find all the facts essential to judg- 
ment and necessary to entitle the party having the burden of 
proof to recover, and cannot be aided by intendment or by ex- 
trinsic facts, and nothing must remain for the court to do but 
to draw conclusions of law or to make a mathematical calcu- 
lation to ascertain the damages.—Ibid. 

Appellate Court Cannot Assume Truth of Allegations in Motion 
for Judgment: 


The appellate court cannot take for granted the truth of 


‘allegations contained in a motion for judgment without the 


proof thereof.—Ibid. 


Motion for Judgment Must Be Embodied in Bill of Exceptions: 
A motion for judgment, in order to make it a part of the 
record, should be emodied in the bill of exceptions, and in the 
absence of the latter the motion cannot be considered.—Ibid. 
In Action for Partial Loss of Shipment, Failure to Prove Alleged 

Negligence Held Not Variance: 

In an action against a carrier for partial loss of shipment, 
failure of plaintiff to prove alleged negligence of defendant held 
not a variance, in view of rule that, in absence of contractucl 
limitations of the carrier’s common law liability, it is not neces- 


sary in an action for loss of shipment to allege negligence.— 
Ibid. 


Evidence as to Damages Held Insufficient Against Carrier Delay- 
_ing Shipment of Live Stock: 


(Supreme Court of Oklahoma.) In an action against a rail- 
road company for damages to a shipment of cattle by delay in 
transit which kept the cattle so long standing in the cars that 
they were in such condition when unloaded in the stockyards 
that they would not eat and drink sufficient to take a proper 
“fill” before being offered for sale on the market, the plaintiff 
testified that he kept them from water 18 or 20 hours before 
shipment, and fed them dry hay to make them dry and thirsty, 
and that his purpose was to keep them off water until they 
reached their destination, so that they would drink a large 
amount of water, just before being offered on the market for 
sale, thereby giving them a proper “fill,” and that by reason of 
the unnecessary delay of about 8 or 9 hours in the cars in 
transit they were kept off water so long that they would not 
eat and drink sufficient to take a proper fill, and no evidénce 
was offered tending to show that they were of less value without 
the “fill” than they would have been with the fill, held, there 
was no evidence as to damages which would entitle the plaintiff 


to recover.—St. Louis-San Francisco Ry. Co. vs. Herman, 224 P. 
Rep. 568. 
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SOAP AND LARD RATES 


The Trafic World Washington Bureau 


Arguments were made May 21 on No. 14451, Procter and 
Gamble Distributing Company et al. vs. St. Louis-San Francisco 
et al.; No. 14118, Magnolia Provision Co. vs. A. T. & S. F. et al.; 
and No. 14653, Texas Chamber of Commerce et al. vs. Alexan- 
dria & Western. In them the quality of rates on soap from 
St. Louis, Kansas City, Louisville, Jeffersonville, Cincinnati and 
Chicago, on vegetable oil substitutes for lard and rates on lard 
to the southwest were in question, either by direct attack or 
by intervention for or against proposals under consideration. 
The soap complainants alleged the rates they paid were too high. 
They asked for lower rates, with rates from Chicago, Cincinnati 
and Louisville either specifics over St. Louis and Kansas City, 
or made in differential relation thereto. 


The lard substitute complainants asked for rates on lard 
substitutes 140 per cent of the rates on cottonseed oil rates 
from St. Louis, Kansas City, New Orleans, Memphis, Dallas 
and differentially over from Cincinnati and Louisville. 


The packers did not oppose such a scale of rates on lard 
substitutes but suggested that if rates of that kind were made 
that like treatment be accorded to lard so that on competitive 
use articles the rates be the same. The arguments were made 
by John S. Burchmore for Procter & Gamble Digtributing Com- 
pany and the other complainants in that case; by R. C. Ful- 
bright, for the Houston Packing Co. and others; by N. D. Bel- 
nap for Wilson & Company; Paul E. Blanchard & Company; 
Ross D. Rynder, for Swift & Company and M. G. Roberts for 
the railroads. The latter, commenting on the Smith resolution 
declaring the “true policy” of rate making for observance by 
the Commission, expressed the thought that it meant that, in 
demands for lower rates, the Commission should inquire into 
the condition of the complainants, suggesting that Procter & 
Gamble, as shown by a business manual, made 20 per cent in 
the year most recently reported and that taking that as a 
criterion the soap makers were not entitled to lower rates. 
Mr. Ermon suggested that Mr. Roberts consider the condition of 
the Southern Cotton Oil Co., now in financial difficulties that 
have reached the stage of publicity. Mr. Burchmore, by way of 
answer to suggestions that Mr. Procter’s contributions to 
Leonard Wood’s campaign for the Republican nomination for 
President did not indicate a hard time for soap makers, said 
that the testimony as to such things were given by a man who 
had been sent to Washington to study Poor’s Manual and get 
testimony as to other activities from other sources “not from 
former train robbers and horse thieves, as at the capitol,” but 
of little, if any, value anyhow. 


RATES ON CEMENT 


The rates on cement from Hannibal, Mo., to points in Illi- 
nois, Wisconsin, Minnesota, Iowa, Kansas, Nebraska, South Da- 
kota, Missouri and Michigan, applying to shipments moved be- 
tween August 6, 1918, and February 29, 1920, were asserted to 
be unjust, unreasonable, and unduly preferential and prejudicial, 
in the hearing on Docket 12950, the Atlas Portland Cement Com- 
pany against the Director-General, before Examiner Pyne, in 
Chicago, May 19. 


At the beginning of the hearing, following the examiner’s 
reading of a digest of the complaint, Walter Young, representing 
the complainant, said he wanted to make an amendment to show 
that the complaint covered all destinations in Iowa, Minnesota 
and Wisconsin. Royal T. McKenna, for the Director-General, 
objected on the ground that the issue would be unduly broad- 
ened. Mr. Young contended that paragraph seven, of the com- 
plaint, when it included the three states mentioned, automatically 
included all the destinations and that he only desired to make 
that clear. Mr. McKenna said the defendants did not so inter- 
pret the complaint and were unprepared to defend the case rela- 
tive to all the destinations not named. Examiner Pyne decided 
that the complaint was broad enough to include what Mr. Young 
desired, and Mr. McKenna said he would have to decline to go 
on with the case until the Commission had ruled in the matter. 
Examiner Pyne then told Mr. Young to proceed with his testi- 
mony. The defendants decided to remain, but entered a stand- 
ing objection to all testimony of the complainant with regard 
to the points in question. 

Mr. Young testified that the rates on cement complained 
of were those growing out of the order in 48 I. C. C. 201, or the 
distance scales. It was not the rates themselves that were ob- 
jected to, but the fact that, when there were two routes to the 
same destination from the same point of origin, the shipper was 
denied the right to use the route to which Scale 1 applied, 
though the shipments moved to Scale 2 territory. The rates, 
he said, under Scale 2 were 20 per cent higher than under Scale 
1. He entered nineteen exhibits to show the rates as charged 
and as they should be charged. 

Under cross-examination by Mr. McKenna, it was brought 
out that the plant of the complainant was situated in Iasko, 
Mo., about three miles from Hannibal, and that it was on the 
line of the Missouri Connecting Railway. The rates, Mr. Mc- 
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Kenna pointed out, were attacked to Hannibal, but actually no 
shipments moved from there. He objected, therefore, to all the 
defendants’ exhibits. 

T. E. O’Connor, assistant credit manager at New York of 
the Atlas Portland Cement Company, and W. C. Averill, mij 
auditor at Hannibal, testified as to the manner in which the 
company paid the freight charges. 

H. A. Poveleite, testifying for the Director-General, said the 
rates in question were put in at a troublesome time and were 
less than the reasonable maximum scale. He said the com. 
plainant failed to consider specific conditions. He told of jp. 
stances where transportation conditions were more favorable 
than in the territory involved, and said that the earnings at 
those points were higher than in the latter territory. He saiq 
the rates put in at that time made a number of increases and 
a number of decreases, and that if the complainant got repara- 
tion, there would be many more to pay, but that it also should 
follow that the Director-General might collect for undercharges 
where reductions had been made. 


RATES ON CELERY 


Celery rates from points in Florida to Chicago, on 53 cars 
that moved between January 11, 1922, and February 16, 1922, are 
alleged to be unjust, unreasonable, discriminatory, prejudicial 
and preferential in Docket 15630, W. B. Ahern Brokerage Com- 
pany et al. against the Atlantic Coast Line et al., heard by 
Examiner Pyne at Chicago, May 22. 

Arthur O. Davies, appearing for the complainant, testified 
that previous to the time the shipments moved, celery was 
shipped from Florida on package rates. He said the average 
package weighed about seventy pounds. In August, 1921, the 
defendants, he said, published a tariff changing the basis gs 
that a rate per hundred pounds applied from Jacksonville to 
Ohio River crossings and from there to Chicago. Later the car- 
riers saw their mistake and began negotiations for reparation, 
he said. By “mistake,” he explained, he meant that the rate 
applied to vegetables in packages. In cases where the weight 
was less than celery, two packages might be sent on the per 
hundred pound rate, but celery, weighing 70 pounds per pack- 
age, had to pay a proportionately higher charge to get two pack- 
ages shipped. The negotiations to correct the mistake were 
dropped before they were completed, he said. 

W. B. Ahern testified as to the manner in which freight 
charges were paid and borne by his company. He was the only 
one of the complainants present, so that difficulty developed in 
entering evidence that other complainants bore the charges, al- 
though their freight bills were accepted as evidence of their hav- 
ing paid them. 

F. L. Glover, assistant freight agent of the Atlantic Coast 
Line, testified as to the history of the rates involved. He en- 
tered exhibits tending to show that the rates from points of 
origin to Jacksonville were still package rates, but the rate to 
which the complainant took exception was that from Jackson- 
ville to the river crossings. This per hundred pound rate came 
about, he said, through an error in the publication of the tariff. 
He said one of the important reasons why reparation was op- 
posed by the carriers was that the rates involved grew out of 
the general reduction July 1, 1922, and the carrier had always 
opposed reparation growing out of that adjustment. 


TESTIMONY CORRECTED 

Testimony given in the hearing of Docket 13103, Mitsui & 
Co., Ltd., against the Director General, at New York, November 
23, 1921, was corrected in a hearing on the same docket before 
Examiner Pyne, at Chicago, May 20. 

At the previous hearing, Joel A. Merrill testified for the com- 
plainant to the effect that Mitsui & Company was incorporated 
under the laws of New York state. Mr. Merrill said, May 20, 
that he had been mistaken in his former statement and wished 
to correct it to show that Mitsui & Co. was a foreign stock 
company organized under the laws of Japan with a permit to 
operate its branch under the laws of New York state. 

Mr. Merrill testified as to the manner in which the compaly 
paid and bore freight charges. He said that the rate up t0 
56.2 cents a hundred pounds on shipments of tin, amounting t0 
6 carloads, was paid by the company in the orient and that the 
New York branch paid and bore charges above that rate. 

On cross examination by Alex Koplin, for the Attorney 
General, the bills of lading were introduced and one seemed t0 
show that the customer had paid freight charges. Mr. Merrill 
was unable to say of his own knowledge just what was the 
arrangement by which Mitsui & Co. reimbursed their custome!. 

The examiner asked that the complainant furnish the record 
with the checks covering the payment, or with some record of the 
method followed in reimbursement. The case for the Dirctor- 
General was then rested on the record as it stood. 
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Freight Routing 


Eleventh of a Series of Twenty-six Articles on This Subject Written for The Traffic World by 
J. D. Collier 


We have considered in previous articles the possibility of 
forwarding less than carload freight via various routes accord- 
ing to the individual problems confronting us at the point of 
origin, and considering the various services required in con- 
nection with the individual shipment. It is one of the funda- 
mental principles, in forwarding less than carload freight, that 
tonnage produces the service—that is, that, in order to offer 
the best service and load cars direct to many various destina- 
tions, it is necessary that there be tonnage sufficient to war- 
rant the railroad in loading cars through to destination, or as far 
in the general direction of the ultimate destination as possible. 

We have considered forwarding from a large inland city 
whose terminal problem is perhaps the fundamental, or at least 
the most difficult factor in forwarding, owing to the intricate 
situation caused by the various terminal facilities, such as 
trap cars, universal receiving freight stations, individual and 
outlying freight stations. We have also considered the effect 
of the service afforded by such a large center to the surround- 
ing territory. When considering the problem from a seaboard 
city, we have an entirely different problem, and, in this article, 
we shall consider the problems involved in forwarding less than 
carload shipments from greater New York. 

This territory, which, from a rate point of view, is generally 
called New York, includes New York City proper, Brook- 
lyn, Jersey City, Long Island City, Hoboken, Weehawken 
Bayonne, Newark, N. J., and other contiguous points. This 
territory, without doubt, ships a larger tonnage and more in- 
dividual shipments of less than carload classification than any 
other similar territory in the United States. This, due to the 
peculiar situation at the Port of New York and, to a great 
extent, at other seaboard cities, has resulted in a problem of 
great importance and which it is necessary to study carefully, 
not only on the part of the shipper, but on the part of the con- 
signee, so that shipments will be forwarded according to. the 
proper route, in order to obtain the best service possible. With 
these facts in mind, and considering the situation as producing 
sufficient tonnage to offer the most perfect through carloading 
system, it is necessary to analyze the situation carefully so as 
to discriminate between the lines originating at New York, 
and their connections in order to obtain the best services 
through to ultimate destination. Owing to the fact that the 
shippers in this territory are, as a rule, comparatively small, 
though numerous and also that this territory does not afford the 
various L. C. L. terminal facilities obtainable at. various inland 
cities, such as private sidings, which make possible trap car 
service, it has been necessary for the railroads to offer, per- 
haps, a greater number of receiving stations than elsewhere. 


Owing to the lack of these terminal facilities, a great per- 
centage of the shipments must be trucked to the receiving 
station by shipper and, owing to the congestion in this territory, 
as well as the irregular layout of the streets and the discon- 
nection of the various territories by water, the first problem con- 
fronting the shipper is that of trucking to the nearest or most 
accessible receiving station that is served by the line reaching 
the ultimate destination, either directly or in connection with 
other carriers. It is also interesting to note, as has been pre- 
viously stated in an article on in-bound L. C. L., that only one 
railroad reaches the City of New York via rail. All others have 
their terminals in Jersey City or Staten Island, so that it is 
hecessary, when sufficient tonnage is received at the pier—or 
regardless of the tonnage received—that it be lightered to the 
concentration point in Jersey or elsewhere, to be reloaded at 
that point into the merchandise car to be forwarded from there. 

The writer is of the opinion that nowhere else in the United 
States have the railroads so perfected their inbound or outbound 
System as in this territory. The cooperation with the shippers 
of less than carload freight as well as with the receivers, has 
been the real factor in the service possible from this territory, 
regardless of the numerous intricate problems caused by the 
terrific density of tonnage and the peculiar geographical layout 
at the point of origin. 

It is well, at this time, to call the attention of the shipper 
to the broad information to be obtained from representatives 
of the carriers, as many of them publish pamphlets with a fair 
degree of regularity and a great degree of accuracy relative 
to the receiving stations of the individual lines; also the method 
of forwarding various shipments to ultimate destination. With 
this in mind, we may consider the various concentration plans 
of the individual carriers, each of which has its particular 
advantages. At present, there are two outstanding and definite 
methods of operation. It is obvious that, in order to obtain 
sufficient tonnage on which to predicate the through car service 
offered, if cars are made up close to the point of origin, they 


+ 


will be dependant for their tonnage on the amount received 
at that point; whereas, if the concentration point of the rail- 
road were further away from New York territory, there would 
be the advantage of additional tonnage from New England and 
southeastern Pennsylvania. 


In the first instance, sufficient tonnage must be on hand at 
all times so that cars can be forwarded fully loaded through 
to ultimate destination or be loaded to a junction point in the 
West or South to be rehandled and forwarded from that point. 
If the immediate territory does not furnish this necessary ton- 
nage, the car is either held over, resulting in a delay, or is 
forwarded with a light tonnage, resulting in a higher operating 
cost to the railroad. However, such shipments as are forwarded 
have a carload movement from point of origin to destination 
from the very beginning, making necessary, then, for them to 
receive a short haul less than carload movement at destination 
or from the junction point to which they are loaded. 


Take, for example, one of the lines that have adopted this 
close consolidation system, which receives freight from Pier 
68, 28th Street, New York; Pier 41, Canal Street, New York; 
Pier 13, Cortlandt Street, New York; Pier 26, East River, near 
the foot of Catherine Street, New York, also 135th Street, 
Harlem Transfer, as well as from the various Brooklyn stations, 
Eastern District Terminal, Wallabout Bay, Jay Street, New York 
Docks, 25th Street Brooklyn, and the Bush Docks. If these 
stations are found on the map and the shipping districts are 
carefully analyzed, it will be noted that they are so located 
as to be readily accessible to shippers in this territory. On 
receipt of these shipments for the carrier they are forwarded 
to the concentration or transfer point in New Jersey, just 
across the river via car floats or lighterage service. This 
transfer point also receives freight from Harrison, 'N. J., 
Hoboken, Jersey City, Newark, and other points, and from this 
transfer point cars are made up to many western and southern 
points connecting with the fast freight trains that originated 
at that point and move on definite schedule to break bulk point. 
Many, and perhaps all, of the agencies of this road are informed 
daily as to the merchandise cars forwarded from this transfer 
point and receive abstracts showing the shipments Joaded into 
these cars. They also get passing reports at prominent points 
along the line or delivery to the connecting line. This has a 
distinct advantage, as it enables a consignee having a shipment 
from this territory, being advised of the routing, to get prac- 
tically immediate location of the less than carload shipment 
and definite advice as to how soon it will be received. 


This eliminates the most and annoyance of tracing and 
the certainty of this information makes it possible for the con- 
signee intelligently to consider his particular merchandise prob- 
lem in connection with the shipment whether it be a local pur- 
chase of a substitute article or allows him, through definite 
knowledge of the location of the shipment, to decide whether or 
not he will await the arrival of the original shipment. This 
information from a merchandise point of view is of great 
value. It has always been the contention of the writer that, 
while promptness of delivery—that is, speed in transit—is a 
prime object in transportation, definite advice is also of extreme 
importance, to such an extent that a delay of one day extra in 
transit, provided definite and prompt information regarding 
the shipment can be had, is more advantageous than a route 
which serves one day faster but over which it is not possible to 
obtain this information. Due to the physical or operating situ- 
ation at the point of origin that makes necessary the delivery 
of all these shipments to the New Jersey side before they can 
be consolidated, it is obvious after a study of the map that the 
freight houses on the East River and Harlem, and perhaps 
other points, will close earlier than the freight houses or the 
pier ‘receiving stations on the Hudson, known locally as the 
North River. Cognizance of this situation must be taken in 
order that shipments are not delayed, as, in many instances, 
a half hour’s delay at a certain pier receiving stations will result 
in a delay of twenty-four hours. 

Most carriers have so located their receiving stations or 
piers and have covered the receiving territory exceptionally well, 
so that the services offered by it must be taken into consider- 
ation in accordance with the accessibility of their various 
receiving piers, as well as the density of tonnage moving by 
each line which enables them to forward through cars to destin- 
ation. It so happens that some lines, through working agree- 
ments with connecting lines, are able to concentrate their 
tonnage so that one line will give a better service to one point 
and another line to some other point, though both destinations 
may be equally prominent; but what is said for the individual 
destination is also true of various points beyond, which are 
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loaded for transfer at these points. To illustrate: One line 
might load a Decatur, Illinois, car, whereas another line might 
load a Decatur shipment into Chicago. One line might load a 
Lincoln, Nebraska car, whereas another might load a Lincoln 
shipment through to Omaha, St. Joseph, or Kansas City. 

Of course, to many of the most prominent points, the 
tonnage justifies a regular movement via all lines and the time 
as a rule is practically the same. 

The other system that has been referred to—and that of 
consolidating through from a particular point of origin—has 
many advantages, in that cars forwarded from the concentration 
point perhaps several hundred miles away, are not dependent 
entirely on the tonnage received in New York and contiguous 
territory. Owing to the fact that most shipments coming from 
this concentration point are rehandled at that point, many of the 
points of origin load miscellaneous western shipments to this 
concentration point, giving them carload service for several 
hundred miles to the transfer point, and the density of the 
tonnage thus received makes possible the forwarding of quite 
a number of through cars from this transfer point that would not 
have been justified if the through cars were made up at or 
near point of origin. This results, in many instances, in through 
carload service most of the way with one transfer, and enables 
passing reports or loading reports to be kept at a station 
much nearer the ultimate destination; but if the tonnage from 
the points of origin does not justify a carload movement to the 
transfer, the advantage is partially lost, as it is not possible to 
have definite information of the shipment until it reaches or 
is forwarded from the transfer. 

The density of tonnage in this territory and the various 
systems of consolidation have made it possible for several 
of the large receivers so to route all their shipments at times 
that full cars can be forwarded to them direct. This does not 
mean that they are billed at carload rates, as it would not be 
possible for them to have sufficient tonnage of a given class to 
take advantage of the mixing rule in the classification, nor 
would it be proper for the roads to consolidate tonnage if for 
the purpose of obtaining the carload rate; however, if the ton- 
nage would justify a movement of this kind, the advantages of 
time and knowledge of the shipments in transit thus afforded 
would be of sufficient advantage to the consignee. In the 
event the consignor did not have sufficient tonnage in New 
York territory but had sufficient tonnage from eastern Pennsyl- 
vapnia, New York, and New England, a careful study of the 
possibilities of concentration at the outlying transfer point 
should be made and, with the inclusion of these points of 
origin, to route via this concentration point might result in 
sufficient tonnage being drawn from this larger territory to load 
a car direct from this transfer station. 

It is obvious that the further away we get from points of 
origin, the larger the area from which it is possible to draw. 
This is not only true on behalf of the various shippers but 
is also true on behalf of the larger cities, as, for instance, 
one line consolidating at New Jersey makes several Chicago 
cars, one direct for the C. B. & Q., another for the C. & N. W., 
or other various connecting lines when destined west, whereas 
another carrier located beyond is able, by the inclusion of 
the larger territory, to load several cars via other various con- 
nections all for city freight, several containing miscellaneous 
freight, also one to Galewood Transfer on the C. M. & St. P., 
another at Wood St., on the C. & N. W., another Burr Oak 
Transfer on the Rock Island. 


These cars being loaded to western outlying transfer sta- 
tions as a rule save at least twenty-four hours’ time and elim- 
inate a great portion of the claim hazard. Several of the lines 
operating with the western carriers that participate in the 
absorption of the merchants lighterage river service in Chicago, 
are able to load a direct car fo merchants lighterage, which is 
not opened until it is placed on the dock at the River. 


In consideration of the various possibilities, it is incumbent 
on a routing clerk in this territory to familiarize himself with 
the possibilities of the carriers. It is also necessary that he 
cooperate with the consignee, observing such routing as fur- 
nished him consistent with his originating terminal problem 
in order to obtain the best service. All receivers of freight 
from this territory should make a careful analysis of the situ- 
ation and cooperate with the shippers, as far as possible, as 
it is difficult. to understand the New York situation unless 
actual experience is had in that locality. 

While we have considered the routing only from New York 
territory, it presents the most difficult L. C. L. problem, and if 
all the facts. are considered in connection with the various 
problems at inland cities, a comprehensive idea will be had 
of “he oy various corcumstances arising at all other seaboard 
points. 
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REGIONAL ADVISORY BOARDS 


Organization of the Midwest Regional Advisory Board was 
completed at a meeting in Chicago May 21. New commodity 
committees and changes in the officers of the committees, the 
adoption of rules of procedure for the committees, commodity 
committee reports, and a talk by President C. H. Markham of 
the Illinois Central were on the docket that kept 227 shippers’ 
and carriers’ representatives busy for the day. 

President Markham congratulated those present on their 
success in becoming so speedily organized and expressed his 
admiration for their willingness to give their time to such a 
helpful and needed organization. : 

He said railroad men talked a great deal about and took 
a great deal of credit for the success in handling transporta- 
tion in 1923, but that the real reason why the program was so 
successfully carried out was that shippers behaved differently in 
that year from the two preceding years. In 1923 the peak month 
in traffic was October, and it was 26 per cent over the low 
month, in December, in the average number of cars loaded per 
day. In 1922 the peak month of November was 53 per cent 
greater than the low in April. This indicated, he said, that 
shipping in 1923 was more evenly spread, thus enabling the 
roads to use their equipment steadily and to better advantage. 

He said that there was situation now existing that would 
bring about a heavy volume of shipping in the fall. He urged 
that all who could to anticipate their car needs and to arrange 
for shipping at the earliest date possible. 

He said that the regional advisory boards were the best 
things that could have happened and came at a time when 
co-operation was greatly needed between the roads and the 
shippers. He referred to agitation for government ownership 
and to other legislation before Congress. He said that anyone 
who thought clearly about government ownership must cer- 
tainly have learned during the war, with all respect to the 
railroad administration, that government ownership and opera- 
tion was not desirable. 

He said of the Gooding bill that it virtually told the rail- 
roads they could not compete with the Panama Canal. Of the 
bill to investigate amounts spent by the roads for advertising, 
he said that coupled with this bill was a charge that the roads 
were spending large sums for propaganda. Even if it were true, 
he said, he believed everyone present would agree that there 
was a need for something of the kind. It was, however, no 
more propaganda than were the regional advisory boards, for 
what was being spent to spread accurate information was only 
to help the shippers to understand the situation of the rail- 
roads and to aid in bringing about co-operation. 

Speaking of valuation, he said the tentative amount set on 
the Illinois Central’s value: was about $553,000,000, whereas the 
book value was $442,000,000, or $11,000,000 less. In the light 
of such figures, he wondered what any clear-thinking person 
would say of the charge that the roads were overcapitalized— 
a belief that led to the La Follette act. 


In speaking of the reduction of costs, he said that cost of 
operation might be cut later, but that he saw no chance of its 
being reduced further now. Certainly there could be no reduc- 
tion in the cost of railway labor, he said. 

The dairy products committee was divided to form the 
live and dressed poultry and eggs committee and the dairy 
products committee. Harrison S. Jones, executive secretary of 
the National Poultry, Butter and Eggs Association, was made 
chairman of the new committee. A glass and glassware com- 
mittee was organized, the officers to be appointed later. The 
word “hardware” was eliminated from the name of the com- 
mittee on stoves and heating apparatus, because no expression 
of a desire to become interested was had from hardware ship- 
pers. The committees on miscellaneous building material and 
paints, varnishes and oils (other than petroleum) were dropped 
because no desire had been expressed for their continued ex- 
istence. The sugar and confectionery committee was made to 
cover confectionery alone, sugar being eliminated. Scrap iron 
and junk, proposed as one committee, was divided into two 
committees. 


Rules and procedure were adopted as proposed by a com- 


mittee, with few changes. The method to be followed by the 


commodity committees in settling problems between individual 
shippers and carriers provides that no individual shall present 
his case to his committee without having exhausted every effort 
to settle his problem directly with the railroad involved. The 
committee, after having been notified by the individual, notifies 
the general secretary: fifteen days in advance of the date desired 
that it wishes to arrange a hearing with the railroad. ‘The 
general secretary will then arrange a conference for the com- 
mittee, through the district manager of the car service division 
of the A. R. A. at Chicago. 

Because the committees had hot yet got well under way, 
reports on the estimated car needs of the different industries 
were few. The automobile and truck committee reported that 
the industry would require about 5,700 cars in May and 5,900 
in June. It was reported that the car surplus just now makes 
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auto cars plentiful. The fruit and vegetable committee was 
unable to report car needs, but gave figures showing the large 
number of cars shipped in the territory, Chicago alone having 
75,000 cars moved in and out. 

The territory of the Midwest Regional Advisory Board was 
slightly reconstructed so as not to conflict with that of any 
other board. It now is described as follows: 


The scope of this board shall include all matters of mutual con- 
cern as between carriers and shippers and receivers that lie within 
the jurisdiction of the car service division of the American Railway 
Association. The territorial jurisdiction of this board shall be as 
follows: . 

Wisconsin—Territory south of but not including the line of the 
M. St. P. & S. Ste. M. Ry. from St. Paul, Minn., through Osceola, 
Prentice to the Michigan state line. 

Iowa—Entire state except Council Bluffs and Sioux City term- 

inals. 
Indiana—West of the line of the Monon Railroad, New Albany to 
Lafayette, including the city of Lafayette; west and north of the main 
line of the Wabash from Lafayette through Logansport to Ft. Wayne, 
including Logansport and Ft. Wayne; west of the line of G. R. & I. Ft. 
Wayne to the Michigan state line; south and west of the Michigan 
state line to Lake Michigan. 

Illinois—Entire state except East St. Louis and territory south- 
east of but not including line of the C. C. C. & St. L. R. R., East 
St. Louis to Pana, I. °C. R. R., Pana to Cairo. 


The next meeting of the board will be at Chicago July 16. 





A definite step was taken toward instituting store door de- 
livery in the large eastern cities when the Shippers’ Regional 
Advisory Board of the Atlantic States, at a meeting in New 
York, May 8, appointed a committee to make a four months’ 
study of the problem. It is the hope that a plan will result 
that will materially reduce the number of cars held, loaded and 
waiting in terminals, especially in the seasons of heavy traffic. 

The board also appointed a committee to arrange for some 
method to spread traffic more evenly throughout the year, 
thereby giving the railroads a chance of affording the shippers 
a better system of transportation at a continued high level of 
efficiency. 


The committee on store door delivery consists of W. H. 
Connell, assistant manager of the traffic bureau of the Merchants 
Association of New York, and G. H. Henderson, commissioner 
of transportation of the Baltimore Chamber of Commerce. 
These two are to choose the other members of the committee. 

J. W. Roberts, general superintendent of transportation of 
the Pennsylvania, told of operating conditions on that line and 
said that car requirements were being generally satisfied and 
that the Pennsylvania had 59,000 good-order cars and 752 loco- 
motives in storage. Due to economic conditions, he said, ship- 
ments were moving only as required, but that would mean a 
heavy movement in the fall, for which the roads must be pre- 
pared. 


A. E. Ruffer, transportation manager of the Erie, A. Mentz- 
man, assistant to the president of the New York Central, R. B. 
White, general manager of the Baltimore & Ohio, told of the 
car situation on those lines, each reporting a large surplus of 
cars and locomotives that were being made a reserve to meet 
an expected heavy volume of traffic in the fall. Similar reports 
were heard from the Lehigh Valley, the Long Island, the Dela- 
ware & Hudson, the Lackawanna & Western, the Central of 
New Jersey, and the Philadelphia & Reading. 


Reports received from the commodity committees showed 
that shipments for the next sixty to ninety days of iron and 
steel would be about equal to those in the same period a year 
ago; textiles would be about 30 per cent less than last year, 
but higher than previously in 1924; about one thousand less 
automobile cars would be required, and coffee shipments would 
call for about the same number of cars as last year. Other 
reports on important commodities showed that the petroleum 
industry would do about 10 per cent more business and need 
@ proportionately higher number of cars than a year ago; lum- 
ber would need about the same number of cars as at this time 
in 1923, while dairymen, though faced with a demand for about 
6 per cent more of their products, would load heavier and take 
the same number of cars as last year. 

W. J. L. Banham, general-chairman of the board, congratu- 
lated those attending the meeting on the fact that the movement 
to establish co-operation between the shippers and the carriers 
had become a success. He spoke of the large amount of equip- 
ment in storage and said it was a liability to the public as well 
as to the carriers. One of the most important problems before 
the board, he said, was to reduce the peak periods of idle equip- 
ment by establishing a more regular and efficient distribution 
of goods produced. 


The store door delivery committee met Tuesday and pre- 
Dared a program for working out a plan to install the store door 
delivery system in the New York district. 

The committee decided to utilize the plans already devel- 
oped as far as possible, adopting as a basis the system de- 
vised by Mr. Harlan, of the Interstate Commerce Commission, 
in 1917, which was thrown into the discard by the war; the Erie 


Railroad plan, involving a contract with the United States’ 
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Trucking Corporation; the American Railway Express Company 
plan; and the plans now in use in St. Louis and Chicago. 

E. J. Flagg, of the Chamber of Commerce of Newark, W. J. 
L. Banham, chairman of the regional advisory board, and E. P. 
Albrecht, president of the Philadelphia Bourse, were added to 
the committee, which now consists of seventeen men. 

- Extension for six months of the present contract between 
the Baltimore & Ohio and the Lackawanna for the use of the 
facilities of the Harlem Transfer Company will be urged by the 
special committee of the Atlantic States Shippers’ Advisory 
Board, following a hearing Wednesday between the shippers and 
carriers in the offices of the American Railway Association. The 
hearing resulted from a formal complaint filed by J. E. Tuggle 
of the Southern Pine Sales Corporation, representing a group o 
lumber interests in the South. . 





The Ohio Valley Shippers’ Regional Advisory Board will hold 
its third regular meeting at Dayton, O., May 27. Reports of 
the commodity committees will be heard and also the report of 
the special committee on car cleaning. The matter of territorial 
jurisdiction will be discussed. 


PLAN STORE DOOR DELIVERY 


The Trafic World New York Bureau 


A move by New York shippers to put into effect a system of 
store door delivery is under way. Plans were discussed Monday 
at a meeting of the Shippers’ Conference of Greater New York 
in the rooms of the Merchants’ Association. E. J. Tarof, traffic 
manager of the Brunswick-Balk Collender Company was made 
chairman of a special committee to confer with the local shippers’ 
advisory committee. 

The Shippers’ Conference disapproved two bills now pend- 
ing before Congress. These are the Howell-Barkley bill and the 
measure to repeal Section 15a of the transportation act. The 
conference expressed itself as strongly opposed to any change :n 
15a at this time. The conference voted further to hold up action 
on the proposed changes in class rates taken up by the Trunk 
Line Association recently, pending the fixing of a date for a 
hearing on the matter by the Commission. 

The conference also appointed a special committee, of which 
J. E. Tuggle, traffic manager of the Southern Pine Sales Cor- 
poration, is chairman, to oppose the plan of the Harlem Transfer 
Company to eliminate the Baltimore & Ohio from the use of 
its facilities. At present these facilities are used by that road, 
together with the Lackawanna and the Erie. 


FREIGHT CLAIM MEETING. 


The freight claim division of the American Railway Associa- 
tion will meet at Chicago, June 4 and 5. A-large number of 
shippers have been invited to attend the meeting and a special 
invitation has been extended to the Chicago Shippers’ Confer- 
ence Association through its president, George W. Blair, and to 
the Mid-West Regional. Advisory Board through its general chair- 
man, Robert C. Ross. 

One day will be set aside for the public to participate in the 
discussion of shipping problems with a view to having the 
freight claim agents made acquainted with shippers’ sugges- 
tions and constructive criticism for the improvement of the- 
transportation service. 

Among speakers on the first day’s program will be President 
R. H. Aishton, of the A. R. A., and President J. E. Gorman, of 
the Rock Island. One of the important phases of shipping to 
be considered is that of freight claim prevention with particular 
attention paid to means of educating the shipper in the use of 
proper boxes and crates. 





Personal Notes 





& 

P. A. Frye has been appointed general agent of the Missis- 
sippi Central, with office at Shreveport, La. R. T. Boteler has 
been made traveling freight and passenger agent at Hatties- 
burg. Le Roy Morris has been appointed general freight and 
passenger agent, succeeding H. R. Wilson, resigned. 

E. W. Gibson has been appointed traveling freight agent of 
the Norfolk & Western at Charlotte, N. C. 

Leon H. Doty, general agent at Chicago of the Akron, Can- 
ton & Youngstown, has been transferred to the general freight 
agent’s staff at Akron. A. G. Anderson has been made general 
agent at Chicago. J. D. Youman has been appointed general 
agent at New Orleans. 

K. W. Fischer has been appointed inspector of transporta- 
tion, general manager’s staff, of the Burlington. 

O. R. Oleson has been made traveling freight agent of the 
Baltimore & Ohio at Chicago. George F. Hill has been appointed 
traveling freight agent at Boston. J. W. Phipps, Jr., has been 
made industrial agent at St. Louis. R. L. Hamme has been 
appointed industrial agent at Wheeling. W. Va. 
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H. Y. Taylor, formerly with the New Orleans joint traffic 
bureau, has been appointed traffic manager of the Port Arthur 
(Texas) Chamber of Commerce and Shipping. 

O. W. Martin has been appointed traffic manager of the 
Continental Gin Company, Birmingham, Ala. He succeeds W. B. 
Lewis, who has been made district manager of the Southern 
Hardwood Traffic Association at Cincinnati. 

Louis Nolan of Nolan & Cunnings, traffic managers, Detroit, 
has withdrawn from partnership, having sold his interest to 
O. T. Cunnings. 

E. F. Howley, formerly traffic manager of Durant Motors of 
Canada, Ltd., has been appointed in charge of production and 
material departments. James F. O’Neil has been made traffic 
manager. 

* George M. Kridler, assistant freight traffic manager of the 
Baltimore & Ohio, died this week, after a short period of ill- 
ness, at Chicago. 

Francis B. James, one of the earlier comers of the present 
generation of practitioners before the Commission, died in his 
office May 21. Death was caused by heart disease, to which he had 
been subject for about four years. Excessive application to the 
drudgeries of his profession, against which Mr. James had re- 
ceived warnings, not only from his friends, but from his medical 
advisers, was regarded as the immediate cause of the attack 
which he did not survive. The disease which caused his death 
forced him, for nearly two years, to abstain from practice, and 
he was able to return to his work only a few months ago. 

Chairman Gormley of the car service division of the Amer- 
ican Railway Association has announced the appointment of 
George A. Leithner as district manager of the car service divi- 
sion, with headquarters at San Francisco, effective June 1. 
Mr. Leithner will have the authority of the Car Service Division 
in the following territory: California, entire state; Nevada, 
entire state; Oregon, that portion of the Southern Pacific Lines 
Ashland and south, and Kirk and south; Arizona, entire State 
except the main line and branches of the E. P. & S. W.; New 
Mexico, north of but not including main line and branches of 
E. P. & S. W., El Paso to Arizona State line; west of but not 
including line of A. T. & S. F. from El Paso through Albuquerque 
to Santa Fe and west of the D. & R. G. W. from Santa Fe to 
Colorado State line. The parts of Arizona and New Mexico 
assigned to District Manager Leithner have been eliminated 
from the territory of District Manager Andrews, Dallas. 


DOINGS OF THE TRAFFIC CLUBS» 


The Houston Traffic Club held a business meeting and a 
musicale and dance May 13. Reports were made on letters 
from members of Congress from Texas, in answer to communi- 
cations from the club expressing opposition to the Howell-Bark- 
ley bill. The club appointed a committee to draw up a resolu- 
tion to the effect that three retiring members of the Houston 
port commission should be reappointed. 





The Chicago Freight Rate Club met May 16 and elected 
A. F. Johnson of the Grand Trunk secretary, to succeed C. M. 
Gautwick, who was reecntly appointed traveling freight agent 
of the Northern Pacific. 





The Pacific Traffic Association met with other organizations 
in San Francisco May 20 to formulate plans for getting the 
first regional advisory board west of the Missouri river estab- 
lished at San Francisco. 





The Birmingham Traffic and Transportation Club met May 
12. S. C.. McCurdy, sales manager of the Phoenix Portland Ce- 
ment Company, Birmingham, told of the manufacture and uses 
of Portland cement. The club unanimously ratified the resolu- 
tions adopted by the Associated Traffic Clubs of America con- 
vention at Detroit. 





The Transportation Club of Decatur held a “Wabash Rail- 
way Night” May 15. About 600 attended, among them 
a number of representatives of the Wabash. J. BE. Taussig, 
president of the road, was the speaker. He told of the large 
sums spent by Decatur with the Wabash in 1923, for both pas- 
senger and freight service, and gave figures showing the number 
of cars and locomotives rebuilt at the Decatur shops in the 
same period. He touched on railroad legislation, concerning 
himself chiefly with telling the faults of the Howell-Barkley bill. 





The Traffic Club of Atlanta held a bi-monthly luncheon May 
19. The club is considering plans for the entertainment of the 
Associated Traffic Clubs of America. The national organization 
will hold its next meeting in Atlanta in October. 





The Traffic Club of Memphis has chartered the excursion 
steamer “Princess” for its third annual boat ride, May 29. A 
program of music, dancing and refreshments has been arranged. 





The Traffic Club of Minneapolis held its regular luncheon 
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and meeting May 23. Frederick Benz, agricultural agent of the 
Northern Pacific, spoke on “American Farm Problems in Rela- 
tion to Industry, Commerce and Transportation.” 





The Traffic Club of St. Louis held a meeting May 19. Dr. 
Ivan Lee Holt spoke on “The Brotherhood of Man.” 





The Transportation Club of Louisville has arranged that 
new active members for the period July 1 to December 31, 1924, 
and as non-resident members from July 1, 1924, to July 1, 1925, 
will be entitled to join with the club on its annual outing to 
West Baden, May 24 and 25. 


LABOR BOARD HEARING 


Hearing was held by the Railroad Labor Board, May 22, to 
give telegraphers and representatives of the Clover Leaf an 
opportunity to present their sides of the dispute as to the man- 
ner of effecting a working agreement. - The board, over a month 
ago, issued an order that the management should send repre- 
sentatives with the telegraphers to conference with repre- 
sentatives of the Nickel Plate in order to formulate a general 
working agreement for the system. 

It was brought out at the hearing that when the Nickel 
Plate took over the Clover Leaf and the Lake Erie & Western, 
over a year ago, new working agreements were desired. The 
telegraphers of the L. E. & W., together with representatives of 
the management, went into conference with the Nickel Plate 
System employes’ representatives and reached a satisfactory 
agreement. The telegraphers of the Clover Leaf wished to act 
in the same way, but the management refused to send repre- 
sentatives with the union men, preferring to deal with its 
employes, either individually, or as a local organization. 


E. Highland, local chairman of the Order of Railroad Teleg- 
raphers, told of the number of attempts he had made by cor- 
respondence to get the representatives of the management to 
carry out the board’s order, and of how he had failed, and, in 
some instances, received no replies to his letters. 

G. E. Kipp, vice-president of the Order of Railroad Telegra- 
phers, told of the number of times the road had tried to get 
Clover Leaf representatives of the telegraphers’ organization to 
agree to a local settlement without having a system representa- 
tion. He alleged that a non-union man had been sent along the 
line in an attempt to get signatures of 51 per cent of the em- 
ployes on a petition asking for a local settlement and disre- 
garding the union. He said that some men signed the peiition 
through a misunderstanding and later wrote in to withdraw 
their signatures. 


J. J. Bernet, president of the Nickel Plate, said that the 
Management was not at the hearing because it thought it had 
a quarrel, but because it desired to have the matter settled 
to the best interests of all the employes. He then read a letter 
from Senior Vice-President W. L. Ross of the Nickel Plate in 
which the latter said that some of the men did wish to make 
an individual settlement, while others wanted to settle as a 
local organization. Mr. Ross said that the road preferred to 
settle locally, and that the conductors and enginemen had al- 
ready made their agreements in that way. 

Mr. Kipp, just before the close of the hearing, made a gen- 
eral statement in which he spoke of what he said was the 
arbitrary manner in which the management had always dealt 
with the telegraphers, usually giving them the choice of taking 
what was offered them or nothing. 


INTERLOCKING DIRECTORATES, ETC. 


Edward F. Nickerson has been authorized to hold the posi- 
tion of director of the Mount Hope Mineral Railroad Company 
in addition to positions previously authorized. 

Karl D. Klemm has been authorized to hold the positions 
of president and director with the Kansas & Missouri Railway 
& Terminal Company in addition to other positions previously 

authorized. 

Charles S. Millard has been authorized to hold the positions 
of general manager of the Cleveland, Cincinnati, Chicago & St. 
Louis Railway Company, Evansville, Indianapolis. & Terre Haute 
Railway Company, Cincinnati Northern Railroad Company, 
Louisville & Jeffersonville Bridge & Railroad Company and Mun- 
cie Belt Railway Company, in addition to various other positions 
with numerous carriers. 


EXCESS INCOME HEARINGS 


The Commission has set for hearing September 8 before 
C. V. Burnside, assistant director of the Bureau of Finance, the 
cases of the St. Louis & O’Fallon Railway Company and of the 
Manufacturers Railway Company with respect to excess income 
of those carriers under section 15a. The Commission said ques- 
tion had arisen as to whether the'value of the railway property 
and the net railway operating income should be computed for 
each of the companies, separately, or should be computed for 
the companies as a whole. 
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MINE RATING RULES 


The Traffic World Washington Bureau 


Hearings on No. 13896, the mine rating rules case, were 
resumed at Washington, May 19, before Commissioner Aitchison. 
At the first session Commissioner Potter and Cox and W. P. 
Bartel, the latter, director of the Commission’s Bureau of Serv- 
ice, also sat with Mr. Aitchison, the Commissioners, apparently 
on account of the proposal to include commercial ability to sell 
coal as a factor in the making of mine ratings. 

At the first session, M. J. Gormley, chief of the car service 
division of the American Railway Association, J. F. Porterfield, 
general superintendent of transportation on the Illinois Central 
and J. F. Diesy, assistant chief of transportation of freight on 
the Pennsylvania were the witnesses. The first mentioned told 
the story of what was done in the early part of 1923 to put 
into effect the coal car distribution rules that are now being 
tried out, in accordance with an understanding between Com- 
missioner Aitchison, the National Coal Association and the 
American Railway Association. : 

The question of the commercial factor came into the hearing 
several times through questions by Commissioners Potter and 
Aitchison, especially the former. Mr. Porterfield said it sounded 
reasonable but he had no mature opinion on the subject and 
that he considered the railroads under an obligation to try 
out the present rules, which have been effect about a year, 
although not yet subjected to a period of car shortage. 

Mr. Diesy said the commercial factor had been tried by the 
Pennsylvania but that it had not had any effect, so far as the 
officials of that company could determine upon the seasonable 
fluctuation. He said that 747 of the 1404 mines on the Pennsyl- 
vania were idle; that that company had 35,000 idle cars and that 
the new rules had cut down the rating 17.3 per cent. Mr. Porter- 
field said the new rules had cut down the Illinois Central ratings 
30 per cent and that the coal was being sold now at less than 
the cost of mining, an allegation also made by Mr. Diesy. The 
Illinois Central, he said, had 10,000 idle coal cars, worth $20,000,000 
for which he wished there were work. 

Mr. Gormley said that in pursuance of the understanding 
contained in a letter submitted to Commissioner Aitchison on 
January 12, 1923, by J. D. Battle and himself on behalf of the 
National Coal Association and the American Railway Associa- 
tion, respectively, which understanding was tentatively approved 
by Commissioner Aitchison in a letter addressed jointly to the 
parties named, dated January 24, 1923, the coal loading carriers 
promptly thereafter formulated rules based on the factors enun- 
ciated in the communications hereinbefore mentioned, and also 
created mine rating and inspection agencies, composed entirely 
of railroad employees. The rules thus established were worked 
up in conjunction with the operators located on the lines of the 
carriers involved. The functions of the supervising agencies 
consist of constantly reviewing reports submitted by bituminous 
coal mine operators, reports and other information collected 
by the carriers, and the inspection of mines by field men at- 
tached to the agencies. 

The aggregate ratings of the mines of the coal loading car- 
riers immediately before the rules, based on these factors, he 
said, were put into effect were 73,220 cars daily, which vatings 
were immediately reduced, by the application of the new rules, 
to 59,1381 cars daily, a decrease of 14,089 cars daily, or 24 
per cent. 


Owing to the fluctuation in the number of active mines, 
the number of miners employed in the mines, and the general 
market conditions, since the revised rules were made effective, 
the efficacy of the present rules to measure performance has 
not been given a fair test. Shortly after the new rules became 
operative, the carriers, with few exceptions, furnished the full 
car requirements of their bituminous coal mines, and conditions 
incident to such a situation have not been such as to subject 
these rating rules to the test they would meet under a prolonged 
car shortage. Our opinion, based entirely on experince re- 
sulting from the application of these factors during the period of 
a year, is that they are the best rating factors so far devised 
and accordingly it is urged that they be continued as at present. 

The question of private coal cars was brought up by 
Commissioner Aitchison while Mr. Porterfield was on the 
stand. Answering a question, Mr. Porterfield said the Illinois 
Central was accepting private cars because it deemed itself 
obligated to do so, having encouraged the acquisition of cars 
by shippers. It turned out that he was talking about cars 
owned by other railroads which they had bought so they could 
Send them after fuel for their own use. It was brought up 
later while the Pennsylvania witness was on the stand and 
Henry Wolf Bikle, attorney for the Pennsylvania said the Penn- 
sylvania continued to haul private cars because, among other 
things, there was its charter obligation, upon the binding 
character of which the courts had not passed, in connection 
with the interstate commerce legislation. He added that the 
Private car owners were suffering because of idle cars for the 
Same reasons the railroad company was suffeding, namely lack 
of demand for coal. 
™ connection with the Pennsylvania testimony that that 
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company had had mine rating rules in which the ability to sell 
coal had been recognized, the question arose as to whether the 
Pennsylvania had not had to pay reparation on account of that 
rule. Mr. Aitchison wanted to know. Mr. Bikle said it had 
not had to pay on account of that and called on A. M. Live- 
right, the opposing attorney, to check his recollection as to 
the cases Mr. Aitchison appeared to have in mind and Mr. 
Liveright said that Mr. Bikle’s statement as to the outcome 
of those complaints was substantially correct. 

With a view to shortening the testimony of railroads in the 
part of the country served by the Illinois Central, R. V. Fletcher 
asked Mr. Porterfield if other railroads had not done about as 
the Illinois Central in rating mines. 

“That may be hearsay evidence,” observed Mr. Fletcher, 
“but there is great precedent for it at the other end of the 
avenue,” thereby upsetting the dignity of not only the audience 
but the bench as well. 

As to seasonal rates, Mr. Porterfield said they had been 
tried but that they had not done anything more to bring about. 
uniformity of movement than was being accomplished now by 
the mines offering coal at less than the cost production, which 
was very little. 

Answering questions by Commissioner Potter Mr. Porterfield 
said it seemed reasonable that the introduction of the com- 
mercial factor into mine rating would tend to attract business 
to the low cost, efficient mines and thereby lower the cost 
of coal to the public and promote the public interest in that way. 
At first blush, he said, in answer to a question by Mr. Fletcher, 
its introduction might be expected to stimulate buying. 

“Its introduction would penalize the mine that closed down 
in time of small demand for showing good business judgment, 
wouldn’t it?”’asked R. W. Ropiequet. 

“Apparently it would, said the witness. “Nobody is buying 
now and at the first cold spell we’ll be around the city hall 
in Chicago explaining why people are cold.” : 

“Wouldn’t the commercial factor’s introduction into the 
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mine rating rule invite or compel competition at prices less 
than the cost of producing coal?” asked A. G. Gutheim. 

“Wouldn’t the introduction of that factor result in giving 
business to the unorganized fields and taking it from the or- 
ganized fields?” asked Mr. Potter. 

Mr. Aitchison and Mr. Ropiequet got into the discussion 
at that point and Mr. Potterfield said that if that were the 
effect the Illinois Central would be hurt but he thought that 
in the end it would be benefited by anything that would put 
the coal business on a more stable basis. He added he did 
not think it the business of the railroads to undertake to regu- 
late the coal business but that if there was any way whereby 
a railroad could favor the shipper giving it business in summer 
as well as in winter, it should be used. He said he was op- 
posed to reducing any rates but suggested that rates in winter 
might be increased so as to stimulate summer business. - 

Ira F. Davis, a mining engineer employed by the Chesapeake 
& Ohio, chairman of that road’s mine rating commission ex- 
plained the operation of the rules that went into effect in 
August, 1923, on that road and resulted in a reduction of the 
ratings by 17.7 per cent. R. C. Parsons, for the Louisville & 
Nashville explained for that road, on which the reduction in 


ratings amounted to 34 per cent; and W. F. League, for the 
Virginia. 


Samuel Ferguson, president of the Hartford (Conn.) Electric 
Light Company came out unequivocally for the introduction 
of the commercial ability factor and as against any rule based 
primarily on the potential physical capacity to produce. Poten- 
tial production ratings, he contended, discouraged continuous 
work and efficiency and encouraged the opening of inefficient 
mines to rob the efficient mines of cars and labor. His idea 
was that at least thirty per cent of the mines should be closed 
as uneconomical and worse than useless because their demands 
for cars, in times of shortage tended to make a bad matter 
worse. Answering a question by Mr. Liveright he said had 
never operated a mine or a railroad. 

“Then you appear here as a consumer and a theorist?” 
demanded Mr. Liveright. 

“No, sir; as a consumer and a sufferer.” Mr. Liveright 
observed that the witness wanted the Commission to prevent the 
small man ever opening a mine on a few acres of coal, by 
killing off the small mines. 


“Not at all. I want the Commission to obey the law to 
make just and reasonable mine ratings and accelerate the 
demise of the inefficient by letting the law of supply and de- 
mand operate.” 


Commissioner Aitchison, at one point, asked Mr. Gutheim 
to show what he intended to bring out, so as to show the revel- 
ancy of his questions. 


“I want to show that at its base this is a question as between 
organized and unorganized fields,’ said Mr. Gutheim, who 
added that the question had come up several times during 
the day and would come again. 


J. D. Francis, vice-president of the Island Creek Coal Com- 
pany, spoke in favor of the inclusion of the commercial factor 
in the construction of mine rating rules so as to give the low 
cost, efficient mine an opportunity to remain such in times of 
high markets, when, by reason of the high prices, unusual de- 
mands for cars are made by mines which, under normal market 
conditions, cannot, or do not undertake to market coal. 


A. E. Yohn, general superintendent and general freight agent 
of the Huntington & Broad Top, and D. E. Spangler, the latter 
general superintendent of transportation for the Norfolk & West- 
ern, discussed the rating rules put into effect as the result of 
the agreement made in the early part of last year. Because 
questions were asked they also discussed the proposed commer- 
cial factor, but qualified, generally speaking, their declarations, 
by admissions that they had not studied the matter particularly 
or that the regulation of the coal industry could hardly be re- 
garded as within the scope of the duties of railroads. 


Use of the commercial factor in the mine rating rule would 
result in discrimination in favor of non-union mines, tend to 
reduce the price of coal and result in efforts to reduce wages. 
In addition, it would tend to penalize mines that supply coal 
for large industries, because when the consuming industries 
stop the mines must stop. The industries are at liberty to 
stop operations while they are operating at great speed and 
resume operations at full speed, but under the proposed miné 
rating rule the mines supplying such industries would not be 


able to resume at full speed because they would have a rating 
high enough. 


The foregoing is part of the testimony, in substance, given 
the Commission by T. W. Guthrie, president of the Hillman 
Coal and Coke Company and its subsidiaries, operators of nine 
union mines and fifteen non-union mines in the Pittsburgh and 
adjoining fields in Pennsylvania and West Virginia. 

Coal consumers, he said, could not be persuaded by arti- 
ficial means, sueh as propaganda, to buy coal in so-called 
slack seasons. The National Coal Association, he said, spent 
$50,000 on a campaign of that kind without adequate result, 
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thereby eliciting from Representative Huddleston of Alabama 
denunciation suggesting that a vile thing was being done. 

Reductions in the rates of wages of non-union miners could 
and were being made, he said, but no such reductions could be 
made, on account of the “frozen” scale, by which operators 
bound themselves to the United Mine Workers in the conference 
at Jacksonville, Fla., on “coercion” from Washington. Mr. Hill- 
man opposed the introduction of that commercial factor be- 
cause, as he said, it would destroy his investments in the union 
mines, although he also declared it was axiomatic that the low- 
cost mine would destroy the other kind. He said he opposed 
a signing of the scale for the three-year period, but that as a 
member of the Pittsburgh Coal Producers’ Association he was 
bound, as the operator of union mines, to observe that scale. 
He wanted to fight, but was out-voted. Inclusion of the factor 
would work for the consumer and against the producer of coal, 
he said, and he hoped the Commission would not do that be- 
cause the consumer had all the advantages at present. 

“It may not be etiquette,” said he, “to work for a profit, but 
a profit is our hope.” 


“Good form, you mean,” suggested Commissioner Potter, 
whose questions helped Mr. Hillman get his thoughts before 
the Commission. The witness deplored the influence of the 
United Mine Workers of America and said he could not see 
anything in the attitude of the union to help the situation. 

“You think they have us by the throat permanently?” in- 
quired Mr. Potter. 

“Largely, yes, sir.” 

The witness was also opposed to the assigned and the pri- 
rate cars. He said he could see no difference between the 
assigned car and the commercial factor rule. They were, to 
him, synonymous. 

“This is an anti-union factor, isn’t it?” inquired Mr. Aitchi- 
son. 


The witness seemed to attribute the suggestion of such a 
factor to the United States Coal Commission, and particularly 
to C. E. Letcher, who, according to the witness, he hoped, was 
effectually squelched by President Field of the Pittsburgh Coal 
Company when he became assistant to Mr. Field. Mr. Hillman 
did not volunteer that opinion, but assented to a suggestion 
to that effect, from the bench. He said he did not know where 
the coal commission got its ideas, not having been informed 
as to what briefs it had read. 


“We had an idea they did not read ours and at one time 
we thought of asking them to return ours in their original 
package.” 


Mr. Hillman said the non-union miner working for $5 a 
day made more money in a week than the union miner work- 
ing at $7.50 per day, because he had steadier work. 


C. J. Goodyear, commissioner of the Pittsburgh Coal Pro- 
ducers’ Association, also opposed the commercial factor, saying 
it would certainly give the non-union operator an advantag?! 
in the matter of price at which he could sell his coal. Cost, 
he said, seldom had much weight in fixing the price. 

T. F. Downing, of the Logan County Coal Corporation, fa- 
vored the commercial factor and W. T. Tams, an operator in 
the New River field, opposed it. Similar opposition to the pro- 
posed factor was expressed by Charles O’Neill, speaking for 
the Central Pennsylvania Coal Producers’ Association, the mines 
of which were about eighty per cent union. 


Hearings in the case were completed at a night session of 
May 20, when four witnesses were heard in opposition to the 
proposal to include the commercial factor in the mine rating 
rule. 

W. L. Andrews, vice-president of the Consolidation Coal 
Company, said the existing rules constituted the greatest that 
had been taken since the subject of ratings had been of im- 
portance. He asked that the existing rules be given a fair 
trial, which, he said, they had not received because, among 
other things, there had been no such demand for ears since 
their adoption as in several instances while the old rules and 
those established under CS-31-Revised were in existence. He 
said that the old rules kept the railroads and the coal industries 
in controversial situation all the time. 

Mr. Pratt, for Crucible Steel Company, favored the existing 
rules and opposed both the old rules and the proposed inclusion 
of the commercial factor in the prospective rules. 

George Orme, speaking for By-Product Coke Installations 
near mines but not using railroad cars for bringing their raW 
materials from the mines to the ovens, suggested that unless 
provision was made for giving mines supplying such coke ovens 
a rating, they might be shut out from the possibility of doing 
business on a commercial basis when the ovens were closed 
and it was desired to ship coal, instead of coke. 

John D. Battle, traffic manager for the National Coal Asso 
ciation, spoke in favor of the existing rule and in opposition 
to the inclusion of the commercial factor. 

A. K. Yarborough, traffic manager for the Kanawha Coal 
Operators’ Association; S. C. Higgins, secretary of the NeW 
River Coal Operators’ Association, and C. J. Neekamp, secretary 
of the North East Kentucky Coal Operators’ Association, said 
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PORT OF HOUSTON 





The French Line S.S. “Lafayette” passing the new Ten Million Dollar power plant of the Houston Lighting & Power Company. 


Houston, the second cotton port of the United States, is now beginning to get passenger service. 


The above illustration indicates how Houston has pioneered in bringing into its port for a chartered trade trip of its Chamber of 
Commerce the finest passenger liner to enter any American Gulf port. It is the S.S. “Lafayette” of the Compagnie Generale Transatlantique— 
length 564 feet over all, beam 64 feet, 12,220 gross registered tons. 


This vessel made a round trip from Houston to the West Indies, starting in the month of February and returning the latter part of 
March, taking about 200 citizens. 


The picture also shows one of the newest facilities of the port of Houston now under construction, namely, a large electric power plant 
to furnish cheap power to all existing and future industries which may be located on the fifty miles of water front at the port of Houston. 
= plant of the Houston Lighting & Power Company costing approximately Ten Million Dollars is designed to generate 180,000 K. W. elec- 
tricity. 


It will not only supplement the existing plant in the City of Houston, but is expected to furnish inexpensive power to all the surrounding 
country. 


The two things thus illustrated in this one picture are indicative of the rapid expansion and growth of the Port of Houston. 
Any information as to steamship service, terminal facilities, or industrial possibilities, will be gladly furnished upon inquiry. Address— 


DIRECTOR OF THE PORT, 5th Floor Court House, Houston, Texas 
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their associations supported the position taken by Mr. Battle 
for the National Coal Association. 

Mr. Battle’s testimony was based on resolutions adopted by 
the National Coal Association at its annual meeting at Cincin- 
nati a few days before the hearing on the subject was begun. 
The resolutions declared that the existing rules, formulated by 
the railroads and representatives of the mine operators had not 
had sufficient trial; that they should be given a thorough trial 
and that, in principle, the association was opposed to the use 
of the commercial factor in the rating of coal mines. 

The witness, who was a railroad man before he became 
identified with the coal industry, said that elimination of mines 
in times of slack demand would be entitled, under the com: 
mercial factor rule, to a fifty per cent rating. They would 
demand cars and it would take just as much time for an engine 
and crew to set in five cars as it would to set in ten. 


“We believe the carriers have made more progress in the 
past fifteen months toward solving this problem of mine rating 
than in a number of years,’ said Mr. Battle, discussing the 
rules worked out in January, 1923. “I believe inflations have 
been taken out of the ratings and that the present ratings and 
reflecting the real capacity of the mines to produce coal. How- 
ever, the reasonableness and propriety of the rules can be tested 
in only one way and that is by thorough trial under extreme 
and protracted car shortage period, a period lasting for ninety 
days or more, such as has not been in existence since they were 
promulgated.” 

John M. Gross, general traffic manager for the Bethlehem 
Steel Corporation, opposing the inclusion of the commercial 
factor, said the steel mills were now operating at about forty 
per cent of capacity and that their coal mines were likewise 
operating about the same percentage. The capacity of their 
coal properties, he said, was 10,000,000 tons per annum. He 
said that, should the proposed rule be adopted, it would be neces- 
sary, immediately, to begin building up a commercial rating on 
their mines which would ‘necessitate dumping around 6,000,000 
tons of coal, per annum, on an already oversupplied market, 
so as to have the mines sufficiently rated to protect the needs 
of the steel plant should a car shortage develop. 


As soon as the steel industry got into full operation, the 
coal produced in the period of slack demand for steel and coal, 
would be withdrawn from the market, at a time when it was 
most needed, to supply the mills. The chances were, he said, 
that the coal so withdrawn from the market in time of full 
operation of the steel industry probably would be needed 
acutely by others. 


Mr. Gross said the policy of the steel company was to con- 
serve its coal supply because it was a special purpose coal 
and the company did not buy it with even a faint thought of 
ever offering it to the public. Yet, under the proposed com- 
mercial factor rule, that special purpose coal would have to be 
mined, in a period of slack demand and thrown upon the com- 
mercial coal market, so that the rating of mines might be main- 
tained at a point high enough to meet the demand of steel when 
the steel mill was operating at capacity. 


BIG ROAD MARCH FIGURES 


Operating revenues, opertaing expenses, net railway operat- 
ing income, and operating ratio of individual Class I roads with 
annual operating revenues above $25,000,000. for March, 1924 
and 1923, and for the three months ended with March, 1924 and 
1923, taken from the monthly statement issued by the Bureau 
of Statistics of the Commission, are herewith given. The figures 
for March follow: 


Oper- 

ating 

Net railway ratio 

Operating Operating operating (per 

Region, road and year revenues expenses income* cent) 


Total—Roads Reported— 


1924 $426,849,386 $329,099,267 $69,359,430 177.1 
1923 455,301,383 355,210,419 71,683,478 78.0 
New England Region: 


Boston & Maine— 


1924 6,862,176 5,531,940 855,568 80.6 

1923 7,455,325 6, 308, 644 d181,466 91.3 
New York, New Haven & Hartford— 

1924 10,955,468 8,282,884 1,903,145 75.6 

1923 11,288,630 9,060,734 794,871 80.3 

Great Lakes Region: 

Delaware & Hudson— 

1924 3,933,558 3,436,131 415,248 87.4 

1923 3,836,136 3,436,296 211,470 89.6 
Delaware, Lackawanna & Western Sy stem— 

1924 ,402, 5,591,943 1,354,157 75.5 

1923 7,533,389 6,318,463 908,716 83.9 
Erie (including Chicago & Erie)— 

1924 10,404,032 8,709,487 1,234,502 83.7 

1923 12,246,283 9,932,276 1,609,882 81.1 
Lehigh Valley— 

1924 6, ny 528 5,138,437 1,264,425 76.4 

1923 196,228 5,828,985 144,309 94.1 
Michigan Central— 

1924 8,144,010 5,472,620 2,038,991 67.2 

1923 8, 568, 157 5, 84t, 200 1,954,501 68.2 
New York Central CGneoes Boston & Albany)— 

1924 33,089,891 25, “063, 538 5,992,415 75.7 

1923 37, 107, 359 28°072, 331 6,864,704 75.7 
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Oper- 
ating 
Net railway ratio 


Operating Operating. operating (per 
Region, road and year revenues expenses income* cent) 
New York, Chicago & St. Louis— 
1924 4,904,579 3,519,830 1,019,342 71.8 
1923 5,197,401 3,518,960 1,216,591 67.7 
Pere Marquette— 
1924 3,849,961 2,815,233 694,862 73.1 
1923 3,838,932 2,830,034 664,405 73.7 
Pittsburgh & Lake Erie— - 
1924 3,119,586 2,241,319 1,039,234 171.9 
1923 3,758,898 2,580,264 1,354,425 68.6 
Wabash— 
1924 5,735,547 4,380,224 781,831 76.4 
1923 5,501,278 4,216,463 819,196 76.6 
Central Eastern Region: 
Baltimore & Ohio— 
1924 19,675,976 15,690,265 2,911,618 79.7 
1923 22,747,280 17,149,739 4,381,004 75.4 
Central of New Jersey— 
1924 4,759,594 3,781,642 572,027 79.4 
1923 5,058,274 4,265,091 354,986 84.3 
Chicago & Eastern Illinois— 
1924 2,232,089 2,055,487 42,033 92.1 
: 1923 2,541,687 2,095,086 417,418 982.4 
Cleveland, Cincinnati, Ds sera & St. Louis— 
7,662,376 5,601,117 1,446,757 73.1 
1933 8, 298,896 6, 272, 420 1,546,239 75.6 
Elgin, Joliet & Eastern— 
1924 2,233,755 1,446,096 488,708 64.7 
1923 2,465,863 1,673,439 513,337 67.8 
Long Island— 
1924 2,580,588 2,192,209 211,777 = 85.0 
1923 2,490,352 2,129,569 197,581 85.5 
Pennsylvania— 
1924 55,890,283 44,798,065 6,966,141 80.2 
1923 66,331,996 48,162,775 8,765,816 79.8 
Reading— 
1924 8,089,155 6,343,744 1,527,943 78.4 
1923 9,501,100 6,064,783 3,320,753 83.8 
Pocahontas Region: 
Chesapeake & Ohio— 
1924 8,846,492 6,827,207 1,769,753 177.2 
1923 7,979,408 6, 328, 938 1,394,568 79.3 
Norfolk & Western— 
1924 8,708,113 6,539,676 1,836,546 75.1 
1923 7,772,801 5,886,819 1,820,092 75.7 
Southern Region: 
Atlantic Coast Line— 
1924 8,282,213 5,413,512 2,249,101 65.4 
1923 8,378,952 5,318,006 2,538,339 63.5 
Central of Georgia— 
1924 2,498,371 1,796,627 525,580 71.9 
1923 2,478,682 1,800,841 519,145 72.6 
Illinois Central— 
1924 12,969,659 9,609,039 2,609,659 74.1 
1923 14,945,775 11,615,733 2,316,423 17.7 
Louisville & Nashville— 
192 12,037,515 9,798,938 1,852,261 81.4 
1923 11,608,410 9,222,857 2,073,023 79.4 
Seaboard Air Line— 
1924 5,220,190 3,778,713 1,111,187 72.4 
1923 4,886,727 3,859,454 561,967 79.0 
Southern— 
1924 12,249,204 8,975,636 2,373,080 73.3 
1923 13,186,303 9,725,359 2,616,046 73.7 
Yazoo & Mississippi Valley— 
1924 1,746,611 1,344,396 269,409 77.0 
1923 1,731,710 1,537,235 71,450 88.8 
Northwestern Region: 
Chicago & North Western— 
1924 12,352,051 9,776,665 1,607,942 79.2 
1923 13,453,884 11,431,750 874,649 85.0 
Chicago, Milwaukee & St. Pa ul— 
1924 13,117,750 10,461,168 1,466,951 79.7 
1923 14 791, 287 11,826,346 1,548,299 80.0 
Chicago, St. Paul, Minneapolis’ & Omaha— 
1924 2,461,833 1,821,986 416,797 74.0 
1923 2,451,641 2,130,489 195,188 86.9 
Great Northern— 
oe 7,540,184 6,100,001 925,341 80.9 
923 9, 179,935 V 844. 757 882,554 85.5 
Minneapolis, St. Paul © * nea ‘Ste. Marie— 
999 3,024,132 217,134 84.9 
1923 3, 814, 695 3,419,141 118,736 89.6 
Northern Pacific— 
1924 7,420,609 5,861,584 1,310,556 79.0 
1923 8,201,602 6,941,882 1,113,814 84.6 
Oregon-Washington R. R. & Navigation Co.— 
1924 2,398,424 1,924,650 217.294 80.2 
1923 2,299,850 2,128,305 d51,115 92.5 
Central Western Region: 
Atchison, Topeka & Santa Fe— : 
1924 14,657,342 11,542,331 2,256,241 78.7 
1923 16,551,794 11,554,572 4,107,772 69.8 
Chicago & Alton— ; 
1924 2,522,326 1,805,072 522,456 71.6 
1923 R. 2,842,685 2,160,864 494,142 76.0 
Chicago, Burlington *% aa 
1924 “33 288,233 9,360,849 2,731,868 70.4 
1923 is. 813,534 11,356,933 2,378,718 76.7 
Chicago, Rock Island re “en 
9, 995, 394 7,978,042 1,164,168 79.8 
1933 10,119,407 8,576,168 714,036 84.7 
Denver & Rio Grande Western— 
924 2,354,266 1,923,187 848,426 81.7 
1993 2,430,435 2,177,837 164,694 89.6 
Oregon Short Line— . 
1924 2,989,401 2,181,353 493,474 173.0 
1923 3, 041, 930 2,278,960 520,169 74.9 
Southern Pacific (Paci System)— 
1924 15,737,038 11,990,720 2,374,808 76.2 
1923 16, 143. 649 11,225,016 3,578,508 69.5 
Union Pacific— . 
1924 8,426,342 5,641,989 2,070,538 67.0 
1923 8,828,009 5,943,384 2,413,927 67.3 





May | 





$10, 


A fa 


This 
ment: 


It is 
short 
with 

the s 


Six t 
ment 
Freq 
the ] 


rates 
attrac 


*: 


Ae 







May 24, 1924 

































































































ng 
10 
er 
it) 
.8 
1.7 
3.1 
3.7 
1.9 
8.6 
6.4 
6.6 
9.7 
5.4 
9.4 
4.3 
2.1 
32.4 
13.1 
15.6 
54.7 
57.8 $10,000,000 Silk cargo—a single shipment from the Orient via the Admiral 
Oriental Line, en route to Eastern silk mills 
85.0 
85.5 
80.2 . | * 
79.8 
» Poseattie to the Urient 
83.8 
11.2 A fast Trans-Pacific freight and passenger service, 
19.8 between 
751 
iB Puget Sound and Yokohama, Kobe 
65.4 Shanghai, Hong Kong and Manila 
63.5 
71.9 This American operated line is well equipped to handle ship- 
72.6 ments for American shippers, both export and import. 
a It is a well-established fact that these vessels traverse the 
“a shortest and fastest route to the Orient. Freight is handled 
81.4 with facility and ease on both ends of the line by. reason of 
79.4 the superior equipment of the vessels. 
72.4 Six transcontinental rail lines are available for rapid transship- 
79.0 ment of cargo across the continent without any loss of time. 
73.3 Frequent, dependable sailings to North and South China and 
13.7 the Philippines; modern refrigerator service; lowest insurance 
3 rates; highest marine classification; all make this an especially 
77.0 : F ° 
88.8 attractive service for American shippers. 
192 Outward Sailings from Seattle 
«l ; WI iat. cas seas vc cbon sheet May 25 
30.0 *PRESIDENT GRANT ...............-.000005 June 1 
74.0 eg A Orr June 13 
86.9 cael oid « hai eames June 15 
80.9 ‘PRESIDENT McKINLEY................... June 25 
85.5 ee eee ee ree July 7 
84.9 * Combination freight and passenger, length 585 feet, 21,000 
89.6 tons, speed 20 knots. Through bills of lading ‘issued to destin- 
ations beyond regular ports of call. 
79.0 ** Cargo berth service to Yokohama, Kobe, Vladivostok, Dairen, 
84.6 Tientsin (Taku Bar), Tsingtao, Shanghai. 
a5 FOR RATES, SPACE AND OTHER INFORMATION APPLY: 
f Chicago—Merchants Loan & Trust Bldg., 112 W. Adams 8t., Phone 
Randolph 7739 
8.7 New York—17 State Street, Phone Bowling Green 9234, 
» 69.8 Detroit—Dime Bank Building. 
San Francisco—Robert Dollar Building. 
} TL6 Los Angeles—429 Pacific Electric Building. 
» 76.0 Portland—424 Railway Exchange Building. 
a Seattle—409 L. C. Smith Building. 
3 70. 
76.1 ; 
S L. L. BATES, General Freight Agent, Seattle, Wash. 
3 «79.8 
5 8h7 
; 81.7 
1 13.0 M | R 
9 74.9 MANAGING AGENTS 
g 16.2 U.S. SHIPPING BOARD 
8 69.5 
5 ou TRANS - PACIFIC SERVICE 
7 61.3 . 























Joint Service With 
Hamburg-American Line 


NEW YORK TO HAMBURG 


*RELIANCE ........ ..-May 27. *RESOLUTE ..........June 10 
*DEUTSCHLAND ......May 29 tMOUNT CLAY ....... June 14 
{WESTPHALL eoeeeee-June 3 ‘FALBERT BALLIN..... June 21 

WESTPHALIA ....... June 7 ‘*RELIANCE ...........June 24 


¢Cabin and 3rd Class Passengers. *ist, 2nd and 3rd Class. 
Loading Pier 86, North River, Foot of West 46th St. 


BOSTON TO BREMEN AND HAMBURG 


LEGIE (via Phila., Baltimore & Hampton Roads)...... -»--June 13 
FURST BULOW (via Phila., Baltimore & Hampton Roads) July 3 
EMDEN (via Phila., Baltimore & Hampton Roads)........ July 24 


PHILADELPHIA TO BREMEN AND HAMBURG 
EMDEN (via Baltimore & Hampton Roads)...............May 28 


LEGIE (via Baltimore & Hampton Roads).......... ooeees-June 18 
FURST BULOW (via Baltimore & Hampton Roads) ...... .-July 8 
EMDEN (via Baltimore & Hampton Roads).......... eseee-duly 29 









BALTIMORE TO BREMEN AND HAMBURG 
EMDEN (via Hampton Roads) ..........essececccceces --..June 3 
LEGIE (via Hampton Roads)..... Re - es . 
FURST BULOW (via Hampton Roads).......... been 
EMDEN (via Hampton Roads) ..........ssscecsecesvececes 


NORFOLK AND NEWPORT NEWS TO BREMEN AND 


HAMBURG 


--June 27 


ereesesese eeeeee eereee 





POOH See EEE HEHEHE EHH HEETES HEHEHE ETH HEHE EH HEH HEHE EES 


NEW ORLEANS TO BREMEN AND HAMBURG 
WESTERWALD .......ccccsececcecccccccccccsceee Middle of June 


ALSO DIRECT FREIGHT SERVICE FROM U. S. PACIFIC 
PORTS TO NORTHERN EUROPEAN PORTS 


Through bills of lading via Hamburg te all Scandinavian, Baltic, 
Mediterranean, Levant and African Ports. 









Joint Service With 


Houlder, Weir & Boyd 


Regular Sailings to the 


WEST COAST 


Los Angeles Harbor, San Francisco 
Portland, Seattle, Tacoma 





From From From 
Baltimore New York Savannah 


Vessel 
nis 5:00 HOV uw ee cb epen tees . 2 
PETER KERR .............June 3 June 7 June 11 
SEEKONE ....ccccccccces June 14 A Sr ree see 


Pier No. 9, B. & O. R. R., Locust Point, Baltimore, Md. 
Pier No. 5, New York Docks, Brooklyn, N. Y. 


Through bills of lading issued to Hawaiian Islands, transshipment 
at Los Angeles Harbor without transfer charge, also to all ports 
of California, Oregon, Washington, British Columbia, Alaska and 
the Far East. 


General Offices: 39 BROADWAY, New York 


WESTERN FREIGHT OFFICE: 


CHICAGO, 327 South La Salle Street......... Phone Wabash 4891 
BRANCH OFFICES: 

I 6.0.0.0 cde aR aie a0 8c eden peteenc ate Hearst Tower Bldg. 

PEEL... ev KES Stee bocce wedesbees 4128 Jenkins Arcade Bldg. 

IL, ».¢ La coaWihaenes-0060 6 aewenie donese'es 201 Mitchell Bldg. 


SAN FRANCISCO... ....cccccccccccccscccccccces 230 California St. 





SRE OHH HEHEHE EEE EHH SEH EE EES 


Mi caduedre VAST aNds o6é ae aplodeewhe cae C. H. Sprague & Son 
ID ais so Wid S aiw'n.0 occ aweseedcoeeae’ Los Angeles 8.8. Co. 
PE IIIs vicecuplecs 00nd scaseccwste seen Richard Meyer Co. 
PD nstes had vtcdete ecco ets Dichmann, Wright & Pugh, Inc. 
PHILADELPHIA...............0ee Dichmann, Wright & Pugh, Inc. 
ED osc cruwepwatnccevecvens Columbia Pacific Shipping Co. 
EL <5 «cc tiny D VARE Medes sen coetae anna Sudden & Christensen 
BA ACC O in 6 cig bcc sce cusecdep ace von Sudden & Christensen 
IEE « «0.054 Anant Gite 0-0-0 cetbaednp Mase vese M. J. Hogan & Co. 


GaSe koa RUE howd «404 00-00 oceania Sudden & Christensen 
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Total—Roads Reported— 


THE TRAFFIC WORLD 


Oper- 


ating 


Net railway ratio 


Operating Operating 
Region, road and year revenues expenses 
Southwestern Region: 

Galveston, Harrisburg & San Antonio— 

1924 2,096,151 1,747,482 

1923 1,863,123 1,609,759 
Gulf, Colorado & Santa Fe— 

1924 1,904,304 1,892,853 

1923 1,817,505 1,648,930 
Missouri-Kansas-Texas— 

1924 2,643,916 1,737,199 

1923 2,994,192 2,242,688 
Missouri-Kansas-Texas of Texas— 

1924 1,475,744 1,237,460 

1923 1,618,419 1,472,734 
Missouri-Pacific— 

1924 9,709,442 7,925,681 

1923 9,233,402 8,091,517 
St. Louis-San Francisco— 

1924 6,764,603 4,885,783 

1923 7,220,498 5,247,343 
Texas & Pacific— 

1924 2,623,454 2,103,125 

1923 2,657,673 2,342,916 


operating 
income* 


220,497 
133,151 


di19,766 
46,515 
798,951 
744,308 


13,149 
d114,994 


1,113,798 
418,903 


1,529,924 
1,539,840 


321,582 
91,877 


1924 $1,227,160,591 $ 970,439,972 $174,244,271 


1923 1,261,880,956 


1,022,286,683 


Figures for Three Months 
The figures for the three months ended with March follow: 


New England Region: 
Boston & Maine— 


1924 19,479,750 16,582,330 
1923 19,699,485 20,251,734 
New York, New Haven & Hartford— 
1924 30,666,742 24,142,124 
1923 30,478,679 26,604,777 
Great Lakes Region: 
Delaware & Hudson— 
1924 11,151,053 10,005,784 
1923 10,040,306 10,140,979 
Delaware, Lackawanna & Western System— 
1924 21,164,377 16,620,443 
1923 20,438,431 18,274,877 
Erie (including Chicago & Erie)— 
1924 29,814,774 24,845,624 
1923 33,182.583 28,934,952 
Lehigh Valley— 
1924 18,534,379 15,357,195 
1923 16,027,545 16,924,261 
Michigan Central— 
1924 22,796,829 16,084,779 
1923 23,190,528 16,179,187 
New York (including Boston & Albany)— 
1924 92,745,799 72,077,116 
1923 100,997,950 80,411,354 
New York, Chicago & St. Louis— 
1924 13,895,024 10,557,424 
1923 13,998,867 10,396,433 
Pere Marquette— 
1924 10,479,692 8,091,893 
1923 10,348,036 7,987,635 
Pittsburgh & Lake Erie— 
1924 9,168,146 7,031,834 
1923 10,620,696 7,347,303 
Wabash— 
1924 16,214,067 12,855,761 
1923 14,983,010 12,116,719 
Central Eastern Region: 
Baltimore & Ohio— 
1924 56,623,704 46,901,605 
1923 61,996,643 47,703,078 
Central of New Jersey— 
1924 13,263,448 11,494,368 
1923 13,477,880 11,700,779 
Chicago & Eastern Illinois— 
1924 7,203,904 6,301,711 
1923 7,418,227 6,259,088 
Cleveland, Cincinnati, Chicago & St. Louis— 
1924 22,184,923 17,118,150 
1923 23,765,866 18,075,761 
Elgin, Joliet & Eastern— 
1924 6,382,476 4,456,660 
1923 6,762,009 4,589,086 
Long Island— 
1924 7,163,203 6,319,895 
1923 6,894,479 6,149,112 
Pennsylvania— 
1924 159,335,823 130,593,404 
_ 1923 165,457,739 139,729,306 
Reading— 
1924 23,510,838 18,587,794 
1923 27,063,271 18,417,494 
Pocahontas Region: 
Chesapeake & Ohio— 
1924 25,400,857 19,606,340 
1923 22,441,878 17,876,948 
Norfolk & Western— 
1924 23,840,351 18,893,481 
1923 21,267,275 17,398,077 
Southern Region: 
Atlantic Coast Line— 
1924 23,859,884 15,600,275 
1923 22,761,159 14,882,232 
Central of Georgia— 
e924 6,839,428 5,216,115 
1923 6,796,167 5,177,399 
Illinois Central— 
1924 39,391,414 29,524,381 
1923 42,912,254 32,946,954 
Louisville & Nashville— 
1924 34,165,655 28,574,611 
1923 32,423,027 26,449,166 
Seaboard Air Line— 
1924 14,798,887 11,142,828 
1923 13,916,934 10,892,710 


157,609,515 


1,503,568 
2,962,361 


4,239,953 
d315,409 

944,501 
508,631 


3,218,638 
1,247,875 


3,542,875 
2,242,309 


2,222,356 
d1,738,144 


5,085,298 
4,997,912 


14,405,796 
14,599,349 


2,197,665 
2,354,581 


1,542,954 
1,379,499 


2,670,170 
3,800,584 


1,733,556 
1,458,436 
6,407,179 
10,512,656 


420,358 
680,920 


492,164 
1,077,820 


3,245,615 
4,178,236 


1,077,845 
1,462,511 


512,269 
305,129 


18,310,369 
16,988,062 


4,240,464 
8,063,649 
5,058,936 
3,829,221 
3,790,115 
3,489,865 
6,601,061 
6,453,025 


1,252,474 
1,246,585 


7,502,044 
7,184,691 


4,569,506 
4,939,742 


2,734,995 
1'644.426 


(per 


cent) 


83.4 
86.4 


99.4 
90.7 


65.7 
74.9 


83.9 
91.0 


81.6 
87.6 


72.2 
72.7 


80.2 
88.2 


79.1 
81.0 


85.1 
102.8 


78.7 
87.3 
89.7 
101.0 


78.5 
89.4 


83.3 
87.2 


82.9 
105.6 


70.6 
69.8 


77.7 
79.6 


76.0 
74.3 


77.2 
77.2 


76.7 
69.2 


79.3 
80.9 
82.8 
76.9 


86.7 
86.8 


87.5 
84.4 


77.2 
76.1 


69.8 
67.8 


88.2 
89.2 


82.0 
84.5 


79.1 
68.1 


65.4 
65.4 


76.2 
76.1 


75.0 
76.8 


83.6 
81.6 


75.3 
78.3 
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Oper- 
ating 
Net railway ratio 


: Operating Operating operating (per 
Region, road and year revenues expenses income* cent) 
Southern— 
1924 35,004,748 26,467,869 6,054,491 75.6 
1923 36,355,683 27,652,364 6,494,186 764 
Yazoo & Mississippi Valley— 
1924 5,251,418 3,908,718 959,993 74.4 
1923 5,109,339 4,356,017 388,776 85.3 
Northwestern Region: 
Chicago & North Western— 
1924 35,873,787 29,312,073 3,513,163 81.7 
1923 37,432,757 32,464,690 1,990,333 9386.7 
Chicago, Milwaukee & St. Paul— 
1924 38,445,499 31,465,093 3,467,486 81.8 
1923 41,608,208 33,881,363 3,972,465 814 
Chicago, St. Paul, Minneapolis & Omaha— 
1924 7,022,750 5,584,720 829,803 795 
1923 6,939,322 5,991,523 580,982 863 
Great Northern— 
1924 21,133,586 - 17,368,519 2,145,709 829 
1923 24,835,930 22,179,898 1,162,294 9893 
Minneapolis, St. Paul & Sault Ste. Marie— 
* 1924 10,033,626 8,804,277 388,971 87.7 
1923 11,207,632 9,619,127 880,134 85.8 
Northern Pacific— 
1924 21,291,196 17,033,195 3,286,747 80.0 
192. 22,624,515 20,056,860 2,103,190 88.7 
Oregon-Washington R. R. & Navigation Co,—— 
1924 7,096,824 5,453,523 906,461 176.8 
1923 6,613,706 6,320,488 d399.637 95.6 
Central Western Region: 
Atchison, Topeka & Santa Fe— 
1924 43,569,739 34,057,888 6,785,127 78,2 
1923 47,171,141 33,149,906 10,975,036 70.3 
Chicago & Alton— 
1924 7,554,287 5,865,441 1,105,749 177.6 
1923 8,205,705 6,559,577 1,058,901 79.9 
Chicago, Burlington & Quincy— 
1924 39,547,355 29,923,217 6,230,131 75.7 
1923 43,123,858 32,969,528 6,860,421 76.4 
Chicago, Rock Island & Pacific— 
1924 29,048,920 23,203,309 3,109,336 79.9 
1923 29,049,655 25,533,359 1,045,145 87.9 
Denver & Rio Grande Western— 
1924 7,179,557 6,007,078 831,803 83.7 
1923 7,458,001 6,866,071 213,417 92.1 
Oregon Short Line— 
1924 8,525,934 6,275,174 1,288,651 173.6 
1923 8,749,027 6,583,512 1,398,083 75.2 
Southern Pacific (Pacific System)— 
1924 44,602,627 34,582,472 6,114,617 77.5 
1923 43,619,618 32,416,627 7,139,644 743 
Union Pacific— 
1924 24,572,004 16,648,066 5,820,412 67.8 
1923 24,562,798 17,239,243 5,849,256 70.2 


Southwestern Region: 
Galveston, aman & San Antonio— 


6,129,874 5,267,868 520,762 85.9 

1923 5,431,438 4,806,142 306,168 88.5 
Gulf, Colorado & Santa Fe— 

1924 6,099,087 5,468,889 142,983 89.7 

1923 5,511,909 4,788,512 319,143 86.9 
Missouri-Kansas-Texas— 

1924 7,843,192 5,444,043 2,068,382 69.4 

1923 8,488,168 6,733,867 1,614,009 79.3 
Missouri-Kansas-Texas of Texas— 

1924 4,732,472 3,719,409 319,788 — 78.6 

1923 4,857,258 4,420,519 395,815 91.0 
Missouri-Pacific— 

1924 28,625,277 23,528,624 3,069,331 82.2 

1923 25,606,872 22,292,788 1,016,691 87.1 
St. Louis-San Francisco— 

1924 19,922,998 14,370,384 4,545,165 172.1 

1923 20,219,863 14,693,847 4,365,984 172.7 
Texas & Pacific— 

1924 7,978,407 6,096,203 1,216,486 176.4 

3923 7,737,629 6,893,454 58,171 89.1 





*—“‘Net railway operating income” is derived from “Railway op- 
erating income,’ modified by debts and credits arising from ‘Equip- 
ment rents” and “Joint facility rents.” 

d—Deficit. 


NEW ROLLING STOCK 

Freight cars placed in service in April totaled 8,769, which 
brought the total number installed the first four months this 
year to 46,421, according to reports filed by the carriers with 
the car service division of the American Railway Association. 

Of the total number installed in April, 4,269 were box cars, 
which brought the total number for that class of equipment it 
stalled from January 1 to May 1 this year to 22,586. Reports 
also showed 1,898 coal cars placed in service in the month or 4 
total of 15,681 for the four months’ period. There were -als0 
994 refrigerator cars placed in service in April, a total of 2,546 
for the four months. 

Class I railroads on May 1 had 68,019 freight cars on order, 
of which box cars totaled 31,169; coal cars 19,740 and refriger* 
tor cars 8,448. Locomotives placed in service the month-of April 
numbered 97, making a total of 758 installed the first four months 
this year. The railroads on May 1 had 552.locomotives on order. 
These figures, both as to freight cars and locomotives, include 
new, rebuilt and leased equipment. 





Copies of the current DAILY TRAFFIC WORLD 
for seeks subscribers are mailed on the “Broadway 
Limited” and “20th Century Limited” trains. 
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COLUMBUS 










FOR CE STATES 
JERCHANDISE 


MERCHANDISE Bo yay meat an 
Lecated best te serve as your warehouse. car distribution—stere doer delivery. 
YheitLlLe COTTER WAREHOUSE Company 


Executive Offices: 40 West 3rd ‘Street 
MANSFIELD, OHIO 














TOLEDO 
PORTLAND, MAINE 


MANSFIELD 


Galt Block Warehouse Company 
PORTLAND, MAINE. 


Storage, General Merchandise and Household Goods 


Private track, sprinkler uipped: low insurance rate. 
Storage in Transit on Flour, = Cereals and Canned Goods. 


Ofice, 20 Commercial St., Portland, Maine J. S. SAWTELLE, Manager 


Merchandise Storage and Pool Car 
aingroiken ces Distribution 


CROOKS TERMINAL WAREHOUSES 


CHICAGO, ILL. KANSAS CITY, MO. 


2,000 CAR LOAD 
CAPACITY 


Kedney Warehouse Co. 


Merchandise Storage and Distribution 
Minneapolis—St. Paul—Grand Forks, N. D. 


Members A. W. A.—C. W. C.—-Minn. W. A. 


DETROIT 


MANUFACTURERS WAREHOUSE CO. 


1716 West Lafayeite Boulevard 


Commercial and Bonded Warehouse 


“‘Let Us Solve Your Distribution Problem’”’ 


Centrally Located to All Railroads and Boat Lines 


Petry Express & Storage Co. luc. 
TRENTON, N. J. 
MERCHANDISE STORAGE WAREHOUSES 


POOL CARS CHECKED AND DISTRIBUTED 
HORSE DRAWN AND MOTOR EQUIPMENT 
Member American Warehousemen’s Association 


ALBANY, W. Y, 











Natural distributing point for New York and 
New England. Warehouses for every need 
with rail connection, U. S. Port of Entry. 


Security Storage & Warehouse Co. 


James G. Perkins, Custom Broker, Mgr. 



















JACKSONVILLE, FLA. 
WIESENFELD WAREHOUSE COMPANY 


General merchandise storage and distribution. 
Prompt and intelligent service. 
References: Any jobber, banker or tion man in the city. 


DEEP WATER AND RAIL CONNECTIONS 


THE TRAFFIC WORLD 





















SYRACUSE, N. Y 


Flagg Storage Warehouse 
TWO FIREPROOF WAREHOUSES 


Storage of General Merchandise and Household Goods 
EXPERT WAREHOUSE SERVICE 
Centrally located to all jobbers and freight houses. Private siding 
ndence Solicited. 100 Townsend St., SYRACUSE, N. Y. 





CHICAGO 


JOS. STOCKTON TRANSFER CO. 


1020 South Canal St., 


Teaming of Every Description—City Delivery Service 
and Carload Distributors 


near Taylor St. 


McDougall Terminal Warehouse 
DULUTH Company MINNESOTA 


Storage and Distribution 


Natural Interchange Point for all Shipments 
Moving via Lake-and-Rail Routes 


Lowest Insurance Rate 
Complete Service Let Us Serve You 





Foreign Freight 
Forwarders 


Established 1884 


D.C. ANDREWS & CO., Inc. 


27-29 Water Street, New York, U.S.A. 


Boston Office: 
92 State Street 



















Quick Service 
In Los Angeles 


In Los Angeles, the L. A. Warehouse is considered 
the warehouse. It’s the largest in the city, U.S. 
Government bonded, on railroad tracks in wholesale 
district. Quick service to customers is our policy. 
Write for rates. 


L. A. Warehouse Co. 


316 Commercial Street Trinity 9431 
LOS ANGELES, CALIFORNIA 
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The Open Forum 


A Department for the Discussion by Readers of THE TRAFFIC WORLD of Transportation 
Questions of Interest to Traffic Men 





GOOD RAILROAD SERVICE 
Editor The Traffic World: y 

In these times, when the question of railway service is being 
argued pro and con, we being among the so-called “pro railroad 
men” are glad to furnish you with a record carload movement 
from Buffalo, N. Y., to Oakland, Calif. 

Under date of April 18, 1924, New York Central car No. 
259758, containing electrodes, was switched out of our factory, 
situated on the Wonalancett branch of the New York Central 
Railroad, delivered to the Wabash Railroad at Black Rock, N. Y.., 
moving via Kansas City, Missouri Pacific, Pueblo, Denver & 
Rio Grande, and Western Pacific to Oakland, Calif., reported 
ready for delivery to consignee 7:30 a. m. April 30. 

We call this exceptionally good service and take this method 
of expressing our appreciation to all the roads involved for 
their excellent service. 

Acheson Graphite Company, 
Paul Reade, Traffic Manager. 
Niagara Falls, N. Y., May 14, 1924. 


JOINS THE “PRO RAILROAD” CLUB 


Editor The Traffic World: 

Kindly enroll my name as a member of the “Pro Railroad” 
Club. I want to state right here why I am “pro railroad” 
and proud of it. These are my sentiments, because I believe, 
by giving the carriers a square deal and assisting them to pay 
a fair return on capital invested, we are only helping ourselves 
and protecting our own interest. For instance, to apply the 
proposition to our own firm, we operate a chain of a hundred 
and seventy-five grocery stores in North Carolina and Virginia. 
All of the supplies for these stores are distributed from our 
Norfolk warehouse. If our transportation system was to break 
down we would be cut off from these stores and would be hope- 
lessly crippled. 

I have noted with interest the correspondence between you 
and J. H. Johnson, of Oklahoma City. One would think to read 
Mr. Johnson’s letters that he is either new at the game or has 
seen little of the practical side of traffic work. I wonder if he 
has ever ordered a car for loading only to be told by the carrier 
that it could not furnish him a car for several days, or if he has 
ever attempted to make certain shipments day after day only 
to be met by the fatal word, “embargo.” The carriers have been 
handling traffic so well for the last year that we are prone 
to forget some of the old days, but if we do not stop picking on 
the carriers we may find, when it is too late, that the old con- 
ditions can return. 

Mr. Johnson seems to be very sore on his so-called “rail- 
road pets.” One can but wonder if this is not a case of sour 
grapes, but maybe there is something in what he says. Mr. 
Johnson should remember that, after all, railroad officials are 
only human beings, and it is human nature to help those who 
help us. Perhaps, if Mr. Johnson would stop knocking and ap- 
proach the carriers in a spirit of cooperation, he would get 
better results. 

Some of us are inclined to expect too much from the car- 
riers. The railroads are not benevolent societies and railroad 
officials are not philanthropists. The railroads are business or- 
ganizations, the prime object of which is to pay a reasonable 
dividend to their stockholders; and if railroad officials are 
common sense business men of high caliber—sometimes, it is 
true, hard headed and hard boiled, but I believe they are working 
for the best interest of the company they represent, as they see 
it, and if we are not doing the same thing we ought to resign. 

We ought not to expect a carrier to give us a favorable 
rate simply because we show it is to our interest and would 
benefit our business. It has been my experience that whenever 
I showed a carrier that if a certain rate was put in, a sufficient 
volume of traffic would move to make it to our mutual interest, 
the rate was promptly put into effect. 

True, the carriers are public utilities and, as such, it is 
sometimes necessary for them to publish rates and maintain 
service that are not within themselves remunerative; but it is 
asking too much to expect a railroad to do this without an order 
from the I. C. C. When such an occasion arises, both sides 
should present their case to the Commission and let the better 
man win, but there is no reason why it should not always be a 
friendly fight. 

I do-not think even Mr. Johnson, if he could look over some 
of my files, would class our firm as a “railroad pet,” but I man- 


age to keep on good terms with all of the railroad officials. Trye 
I know a few old timers whose respective necks I would like 
very much to wring, but I do not see any use of knocking the 
whole for the faults of the few. 

So far as Norfolk is concerned, I think Mr. Johnson yi 
agree with me, if he cares to examine some of our tariffs 
that just now Norfolk is not only not a “railroad pet.” but js 
“the railroad goat.” 

The public is entirely dependent on the carriers for trans. 
portation service; and the carriers are dependent on the public, 
not only for their immediate revenue, but also for control of the 
wild cat legislation-which is being threatened -by Congress; g0 
why should we not stop knocking. and pull together for one 


common end—namely, efficient transportation service at reason. 
able. rates. 


W. B. Jester, 


Traffic Manager, D. Pender Grocery Company, 
Norfolk, Va., May 15, 1924. 


THE RAILROAD TRAFFIC MAN 


Editor The Traffic World: 

In your issue of May 3, endorsing a sugestion made by Henry 
Ford’s traffic director, which appeared in the Chicago Herald. 
Examiner, to the effect that it would be a good idea for the rail- 
roads occasionally to take a man from the industrial traffic 
field so as to get the shippers’ viewpoint, you say: “Such a 
thing may have been done by a railroad but, if so, we have never 
heard of it.” 

It is not a common practice, but I remember that Mr. Paul 
Morton was recalled to the railroad service, as vice president 
in charge of traffic of the Santa Fe System, from the position of 
vice president of the Colorado Fuel & Iron Company. Again, 
Mr. J. E. Gorman, now president of the Rock Island System, 
was recalled to the railroad service as assistant general freight 
agent of the Santa Fe System, from the position of traffic man- 
ager of Joy Morton & Company. 

These men made exceptional records as the heads of the 
traffic departments of the Santa Fe and Rock Island lines, em- 
phasizing the good sense of the suggestion offered. 

J. H. Johnston, Traffic Manager, 
Oklahoma Cottonseed Crushers’ Ass’n. 
Oklahoma City, Okla., May 15, 1924. 





Our attention has been called to the fact that we also over- 
looked George T. Atkins, freight traffic manager of the M. K. and T. 
long in the industrial traffic field at Shreveport, La., and after 
wards assistant director of public service in the Railroad Admini- 


stration. These are exceptions that prove the rule.—Editor The 
Traffic World. 


VIEWS ON SECTION 15A 
Editor The Traffic World: 

Your comment on my letter of the May 1 published in your 

issue of May 10 (page 1230), noted. 
My principal objection to Section 15a is not the recapture 
clause. It is only one objection. The principle objection is 
the idea of paying an income on all the railroad deadwood with 
which the country of ours is covered. Why should the shippers 
of the country pay revenue to produce income on poor invest 
ments just because those investments were made in transpor 
tation facilities? 

Let your memory reach back to before the war when rail 
roading was a business, conducted by business men, and not 4 
football for propagandists and politicians. Before the institl 
tion of the Commission the carriers of the country, by rebatilé, 
rate slashing, and financial juggling had nearly wrecked thet 
selves. With the Commission came the new commandmett 
“thou shalt not discriminate,” and this commandment, whos 
operations was supervised by the Commission, brought to the 
carriers prosperity and to the nation a wonderful system of tral* 
portation. 

The prosperity of the good lines made dreamers dreall 
dreams, and caused investments to be made in transportation 
lines that should never have been made. Railroad stock and 
bonds were in demand and there was always some one to supply 
the demand, not always was good judgment used. On the poor 
investments, you know, together with other supporters of th 
law, ask that a fair return be paid. 

Congress created a body, called the Interstate Commerce 
Commission, and gave it a job to perform. Why interfere 
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A New Package 
Freight Service 


ALL VESSELS REFRIGERATED 


MINNESOTA - ATLANTIC 


True, 
L like 
zt TRANSIT COMPANY 
aris LAKE-AND-RAIL ROUTE—AIl freights, 
but i 1,500,000 SQUARE FEET including flour, move on Manifest Trains 
trans. of connecting with our Vessels at Port Huron, 
uli Modern Fireproof Warehouse Space im Loe Angeles and at the Pert Michigan. Are now making FIFTH-DAY 
<a Free and U. 8. Customs Bonded Storage MORNING delivery New York City from 
r one F salen Rate 18 ie Duluth. 
— Storage — Forwarding — Distribution — Cartage ie 
| aoe lt scale ALL-WATER ROUTE—Regular sailings 
any, Desk Space with Desk and Office Service Rented every other Saturday. 
cvutia daitinien te thats Walaa: eehennie SHIP VIA MATCO 
Steamer Space boeked when requested e e e 

sme ETS EOE cams Gua end, would muggst that zo Minnesota - Atlantic Transit Company 
Fisery Bonded for $100,000.00 GENERAL OFFICES: 
erald- 


UNION TERMINAL WAREHOUSE CORPORATION 
on SHATTUCK & NIMMO WAREHOUSE COMPANY 


UNION TERMINAL WAREHOUSE COMPANY 


McDougall Terminal Building, Duluth, Minn. 
W. S. Jenks, Manager A. R. Sheff, G. F. A. 
AGENTS 


ge ee L. Losie, G. A., 205 Metropolitan Life gar 
St. Paul—H. T. Petit, G. A., 709 Merchants Bank Buildin 





- J = att R. Peck, G. A., 208 8S. La Salle Street. 

asident Los Angeles, California ii, Jonts, G. Aa 

tion of ng ? New York City . Mackay, Eastern Agent, har State Street. 
Again 

system, 


ILLINOIS NORTHERN 
RAILWAY 


DENVER, COLORADO 












Excels in the handling of INTERMEDIATE SWITCH- 
1 after ING SERVICE AT CHICAGO, ILLINOIS, between the 
or The following Railroads: 

A. T. & 8S. F. Ry. C. M. & St. P. Ry. 

-& A. RR. Cc. C. C. & St. L. Ry. 
G. T. Ry. 
. Mag R 
in your R. - Railroad 
M. St. P. & S. Ste. . "By. (Soo Line) 
— Both INBOUND AND OUTBOUND, less carload 
od with freight handled for ALL ROADS entering Chicago at the 
hippers flat Chicago rate thru our McCormick Freight Station. 
invest: . 
“== | Fireproof Wareh Trach 
“a Ireproor warenouses on irac INDUSTRIAL LOCATIONS 
1e q m 
d not 4 For the Storage of Merchandise Choice locations can be found on the line of the ILLI- 
a Household Goods and Machinery NOIS NORTHERN RAILWAY for manufacturing and 
: these her business. 
then We specialize in the DISTRIB ” 
a pecialize in the IBUTION of local ’ 

-—" and pool car shipments Chicago rates apply to and from all industries. 
t to the P ‘ P ‘ Our trap car service allows for the handling of L. C. L. 
of trans —. ‘Switehi ee Nae te ata freight between our industries and McCormick Station 
great ? ng free of charge, in lots of 6,000 pounds or more, thus 
ortation Storage + 350,000 gee feet avoiding cartage. 
ck and nsurance rate 15c 
0 suppl Negotiable Warehouse Receipts Issued INQUIRIES INVITED 
wr ’ Address inquiries to T. J. Maloney, Vice-President, 
The Weicker Transfer & Storage Company 606 S. Michigan Ave., Chicago, Illinois. 
omme 
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its performance by letting a political body tell it how to do it. 
You say this is no time to put in effect the idea expressed in 
the last paragraph of my letter. Why? If there was ever a 
time when we needed less politics in business and more busi- 
ness in politics that time is now. 
Yakima County Horticultural Union, 
Ivan L. Plette, Traffic Manager, 
Yakima, Wash., May 17, 1924. 





As we understood Mr. Plette’s suggestion in his former com- 
munication, he would do away with considerable regulation that 
now is in force, leaving the railroads “liberty to work out their 
own salvation,” the Commission still being empowered to prevent 
discrimination. That is the idea of many students of the trans- 
portation problem. But Mr. Plette’s language in this above commu- 
nication, referring to the functions of the Commission, would seem 
to indicate that this is not his idea. We are at a loss, therefore, 
to know just what it is he advocates. As to his question as to 
why this would not be a good time to put into effect his idea, we 
reply (on the theory that he means what we thought he meant 
in the first place) that, even admitting that his idea is good, this 
is no time to tamper with the transportation act, which, though not 
perfect, marks a distinct forward advance. If Congress could 
be relied on to take the advice of doctors competent to diagnose 
the situation, there are many things that might be advocated, 
but the present Congress is controlled by a group of radicals and 
their treatment of the patient is more likely to kill than cure. 
Therefore, we have been advocating a policy of ‘hands off.’’ 
We are also at a loss to reconcile Mr. Plette’s remarks concern- 
ing the days before the war when the railroads were conducted 
as a business, with some of his other remarks. Which war is he 
talking about? The railroads were regulated to the point that 
some people called it ‘“‘strangulation” long before the recent World 
War. We agree with the proposal that there should be less inter- 
ference with the judgment of the Commission, as anybody who 
reads this publication knows.—Editor The Traffic World. 


GRAIN MILLERS RAILROAD PETS 


Editor The Traffic World: 

I have just read the letter by Mr. T. G. Hyland, traffic man- 
ager of The Gwinn Milling Company, Columbus, Ohio, on page 
1230 of your issue of May 10, 1924. 

You will now see the full force of why I asked that each man 
who enters into this controversy state the character of his 
business, where located, etc. 

According to Mr. Hyland’s statement he is in the business of 
milling wheat, corn, and oats, and his transactions extend 
from Kansas City, Missouri, to Bangor, Maine, and the Carolinas, 
as well as to points in the Central States and Trunk Line 
territory. . 

If there is any class of shippers on earth who can properly 
lay claim to be classified as “railroad pets,’ it is the grain 
millers, and, without attempting to be more specific as to this 
charge, I am going to attach as proof a few instances taken from 
an exhibit filed by the transportation division of the American 
Railway Association in I. C. C. Docket No. 14393. 

The first page of this exhibit shows that, in the first han- 
dling of 100 carloads of grain, there was an average detention 
per car of 7.17 days, which did not include the detention incident 
to inspection, preparing, and setting cars for outbound loading 
of said grain and grain products, when reshipped on transit 
rates. 

You will notice that on car 30258 there were ten switch 
moves, all of which were made either without charge, in the 
first instance, or charges were absorbed by the road-haul line. 

On car No. 195424 there were eight switch moves, two of 
which were free and on six of which .the road haul line had to 
absorb switching amounting to $32.87. 

On car No. 114828 there were fifteen switch movements, 
while on car 28411 there were twenty-three switch move- 
ments and out of line service amounting to 54 miles. 

Our friend Hyland certainly represents an industry which 
would show the grossest ingratitude if it did not howl long and 
loud for the carriers and for everything which they deem neces- 
sary in the way of legislation. 

As contrasted with this free service and abuse of equip- 
ment, the cottonseed crushers cannot have their cars of cotton- 
seed weighed, loaded and light, on their own scales at destin- 
ation for the purpose of check and satisfaction of their clients 
who ship them the seed, without paying for the additional switch- 
ing service. 

If it was possible to get it, I should certainly like to see the 
final rate, per ton per mile, which is paid by grain and grain 
products from the farmer’s elevator to the final point of con- 








sumption, compared with the average rate paid on other com- 


modities of equal value handled by the transportation com- 
panies. 


Mr. Hyland and the grain millers, generally, remind me 
of a little incident which occurred many years ago when I was 
in the railroad service, and when San Francisco was holding a 
miniature World’s Fair. The Southern Pacific Company, which 
has always been identified as one of the leading San Francisco 
institutions, got out a Christmas greeting, the heading of which 
read: “We are holding our own,” and which, of course, re- 
ferred to the San Francisco fair. 

A wag connected with the interline accounting department 
of the Rio Grande Western Railway, being thoroughly conversant 
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with the custom of the Southern Company, in the division of 
through trans-continental rates, to first deduct a Pacific coast 
terminal charge, and then certain arbitraries and local rates 
before prorating what was left, even though the shipment might 
only have moved to a point a few miles west of Ogden, got 
out a return New Year’s greeting, in which he used the following 
excellent illustration: 


With their arbitraries, terminals, locals and all, 
There’s nothing left in it for us blt the haul. 
They are holding their own! 
Yes—by the Powers— 
Not only their own, 
But a good share of ours. 


So it is with Hyland and his free service for cleaning, 
clipping, inspection, shelling, sacking, mixing, blending, grading, 
storing, milling, weighing, or drying, and sight-seeing tours for 
indirect and out of line service. When the railroads get through 
with a shipment of grain and grain products, there is nothing 
left in it for them but the haul, and, in order to make up the 
necessary revenue to supply the needed 5% per cent, it takes a 
whole lot of that which belongs to the other fellow to make 
good the deficit. 

Please keep up your business description, so that your cor-. 
respondents may obtain the proper classification. Mr. Hyland 
is qualified as a “pro.” 

Oklahoma City, Okla., May 17, 1924. 

J. H. Johnston, Secy.-Treas. 
Oklahoma Cottonseed Crushers’ Association. 





The more Mr. Johnston writes on this subject, the more he 
shows himself to be influenced by the kind of thing that he says 
influences the views of those he criticises. He says they favor 
the things the railroads advocate because they are ‘“‘pets’ of the 
railroads. His own opposition to these things, he clearly indicates, 
is due to the fact that he does not get what he wants from the 
railroads. He may have good cause for his ‘“peeve,’’ but, even s0, 
that is not a good reason for being an obstructionist in the matter 
of constructive national railroad policies nor for accusing those 
who favor such policies of being influenced by ulterior motives, 
He has still, by the way, failed to dispose of the list of individuals, 
firms, and organizations ee in The Traffic World of April 5.— 
Editor The Traffic World. 


THE TOOLS OF A TRAFFIC DEPARTMENT 


Editor The Traffic World: 

Every workman appreciates a fine-tempered chisel and every 
housewife knows her cakes will be more delectable quality 
if the ingredients are of the very best. The same is true of a 
traffic department. The better and more up to date the tools, 
the more accurate the work that may be done. 

Where the service consists of furnishing information with 
reference to rates, cost of transportation, or checking freight 
bills, the tools consist principally of tariffs. These may be di- 
vided into two classes—those which contain rules and regula- 
tions and those which show actual rates in cents per hundred 
pounds or in dollars per car or per ton. 

In class- No. 1 is the Consolidated Freight Classification, 
which shows ratings, rules and regulations of the Official, 
Southern and Western classifications. The ratings are in paral- 
lel columns, so that a glance will show just how an article is 
classified in each of the three territories. 

The Official Railway Equipment Register, issued monthly, 
shows car numbers, marked capacity, length, dimension, cubical 
capacity. of freight cars used in this country, and junctions with 
other lines where there are track connections. 

The. Official List of Open and Prepay Stations contains a 
complete list of freight stations in the United States, Canada 
and Mexico, and stations having agents in charge, stations to 
which freight charges must be prepaid, special conditions, and 
geographical location. 

Every rule has its exception, and there are many to the 
Consolidated Freight Classification. In addition to those shown 
in individual carrier tariffs, these are also indicated in Western 
Trunk Line Circular 1-R for Western Trunk Line territory and 
there is a similar publication for each section of the country. 

Do not overlook the National Car Demurrage Rules, and 
Storage Rules and Charges issued by the American Railway 
Association, or the tariffs of individual lines containing rules 
pertaining tc reconsignment, car linings and grain doors, weigh- 
ing and inspection, drayage and transfer, switching, transit 
privileges, fabrication in transit. and miscellaneous. 

Class No. 2 comprises tariffs showing rates on whatever 
each organization is interested in transporting. Where this is 
one commodity, such as coal or lumber, the checking of rates 
should not be difficult. For example. coal tariffs may be filed 
according to districts. We have the Southern Illinois, Colorad®, 
North Dakota lignite, Iowa, Ohio, Pennsylvania, West Virginia, 
Kentucky, Oklahoma, Arkansas, each representing a separate 
district, with an entirely separate rate structure. Take. as al 
illustration, the southern Illinois fields. The rates are shown 
in tariffs issued by the C. & E. 1, 1. C., M. P., C. B. & Q. and 
M. & O.. These tariffs may be filed in one compartment. The”. 
from the West Virginia fields, the C. & O., K. & M., N. & W. 
and B. & O. issue tariffs showing rates to Chicago, MississipP! 
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EXPRESS SERVICE 
15 Days Coast to Coast 


Passenger and U. S. Mail Steamers 


(Fastest Intercoastal Service) 


New York to Los Angeles Harbor—15 Days; 
to San Francisco—17 Days; to Portland and 
Seattle—22 Days; to Tacoma—25 Days. 


Through Bill of Lading to or from other 
Pacific Coast ports; also European, West 
Indian, Canadian, Hawaiian, Far East and 
Australasian ports. 


Proposed Sailing Dates: 


From New York West-Bound Eastbound from San Francisco From Los Angeles 
S.S. Manchuria June 5 S.S. Finland June 7 June.9 
S.S. Kroonland June 19 S.S. ManchuriaJune 28 June 30 
S.S. Finland july S.S. Kroonland July 12 July 14 

and regularly thereafter 


ALL STEAMERS EQUIPPED FOR REFRIGERATOR CARGO 


PANAMA PACIFIC LINE 


International Mercantile Marine Company 


PIER 61 North River, N. Y. C. 1 BROADWAY, N. Y. C. 
(W. 23rd St.) Tel. Chelsea6760 Tel. Bowling Green 8300 
Chicago—327 So. La Salle St. Boston—84 State Street 
Philadelphia—Bourse Bldg. Baltimore— Chamber of Commerce Bldg. 
Rochester—Ellwenger & Barry Bldg. 
West Coast Agents—Pacific Steamship Company 
Los Angeles —San Francisco—Oakland—Portland—Seattle—Tacoma 


Ship by Water 


“DIFFERENTIAL RATES” via 


WILLIAMS LINE 


Los Angeles Harbor, San Francisco 
Seattle, Tacoma. and Bellingham 


Baltimore, Norfolk, Philadelphia 
and New York 


FORTNIGHTLY SAILINGS 
Thru bills of lading issued to other Pacific 
Coast Ports, Hawaii and the Far East 
For rates, dates of sailing and other information apply to 


WILLIAMS STEAMSHIP CO., Inc. 
Moore and Water Streets, New York Telephone Bowling Green 7304 


39 ane, Se Drexel — ng _ Oliver yg wens St. 
And at our Braneh Offices at ports of call, ete. 





_U.8.8.B. 8.8. ANTINOUS 





TRANSMARINE LINES 


Regularly Maintained WEEKLY Service 


Gulf Service 
BEAUMONT, TEXAS 


SERVING 
THE SOUTH AND SOUTHWEST 
Steamer sails from PORT NEWARK, N. J. (New York Harbor) 
SATURDAY 


Intercoastal Service 


T 
LOS ANGELES HARBOR, OAKLAND 
AND SAN FRANCISCO 


Steamer sails from PORT NEWARK, N. J. (New York Harbor) 
TUESDAY 


Also sailings to other ports as inducement offers 


Claims 
DIRECT loading CAR to SHIP eliminates <{ Delays 
Lighterage 
Through Bills of Lading Issued 


TRANSMARINE LINES 


Port Newark Terminal General Offices: , 
Telephone Mulberry 4300 5 Nassau St., New York City 
Tele phcne Rector 0020 
General Agencies: 


Beaumont, Buffalo. Chicago, Cleveland, Dallas, Fort Werth, Los Angeles, Minneapolis 
Mobile, Pensacola, Pittsburgh, Port Newark, San Antonio, San Francisco 


ROUTE YOUR CARGO VIA 


Mobile=GulfportPensacola 
SHORT LINE EXPORT OUTLET 


From Mississippi Valley and Ohio Valley Points 


Liner Service: Liverpool, Manchester, Glasgow, 
Belfast, Dublin and Bristol Channel Ports, 
Hamburg and Bremen 


We Solicit General Cargo 
* LONDON 


Sailing from Pensacola June 7 
U.S.S.B. S.S. EFFINGHAM Sailing from Gulfport June 12 
Sailing from Mobile Jure 20 


A-1 STEAMER Due first half July 
LIVERPOOL 


Sailing from=Pensaco'a June 28 
Sailing from Gulfport July 3 
Sailing from Mobile July 14 


U.8.8.B. 8.8. AFOUNDRIA } Due in the Gulf first half July 
(or Sub.) 


BREMEN AND HAMBURG 


Sailing from Pensacola June 11 
U.8.8.B. 8.8. WEST HARDAWAY. { Sidi. teats ee ee 


Waterman Steamship Corporation 
“Operating United States Government Ships” 
MOBILE, ALABAMA 
Our Service Backed by 18 Years’ Experience 
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crossings and Lake Michigan ports. These would comprise an 
other group, corresponding to the actual geographical district. 

Joint tariffs are issued by an agent, representing a number 
of roads. These, being single issues, could be grouped together. 
We would find F. V. Davis’s Ohio tariff I. C. C. 43, E. B. Boyd’s 
53-G, Iowa joint tariff 160-B, N. D. lignite coal tariff, and E. B. 
Boyd’s 140-D, showing proportional rates from Colorado mines 
= —— in Iowa, and Colo. & N. M. Coal & Coke Tariff 

o. 1-B. 

Intrastate rates are usually published by individual lines. 
There are some exceptions, as in Iowa, where one tariff applies 
to all lines, and Minnesota, where five lines join in one tariff. 
The individual issues may be conveniently filed with other tar- 
iffs of that line, and the joint tariffs in a group division men- 
tioned above. 

Many rates are figured on a mileage basis; therefore, dis- 
tance tables are essential. These may be either individual or 
joint issues and should be supplemented by a copy of the Official 
Guide. 

No traffic tool-chest is complete without a copy of the act 
to regulate commerce, Conference Rulings No. 7, Circular 18-A, 
and Rules of Practice before the Interstate Commerce Commis- 
sion. A set of its decision is desirable, but familfarity with 
various outstanding decisions establishing certain principles is 
indispensable. A copy of the railroad laws of each state should 
be obtained. In nearly all states these are compiled in con- 
venient pamphlet form. There is an official body in each state 
corresponding to the Interstate Commerce Commission in its 
relation to interstate commerce. 

How can we obtain the tools, is asked. Most of them are 
furnished without charge. A way to obtain tariffs is to write 
each carrier for an index of its tariffs. Check this over carefully 
and then write to the carriers, giving a list of the tariffs desired 
and ask to be placed on their mailing list for future supplements 
and reissues. The Traffic Bulletin, published each week in Chi- 
cago, contains a complete list of late tariffs. 

Publications of the Interstate Commerce Commission may be 
obtained by writing to it, or to one of your representatives in 
Congress, or by purchase from the Government Printing Office. 
There is a charge for its decisions of a certain price per volume, 
but many publications can be obtained witihout charge, unless 
the supply allotted for free distribution is exhausted. 

The Secretary of State or the Railroad and Warehouse Com- 
mission of each of the various states should furnish you with 
compiled railroad laws. Nearly all the states have these in 
pamphet form. 

Finally, the measure of value of tools is their intelligent use. 

C. B. Hill.. 

Minneapolis, Minn., May 10, 1924. 


ASK UNCONDITIONAL CERTIFICATE 
The Trafic World Washington Bureau 


Attorneys for the Jefferson Southwestern Railroad Com- 
pany have filed a motion in finance docket No. 2556, the ap- 
plication of that carrier for a certificate of public convenience 
and necessity, to have the Commission issue an unconditional 
certificate, based on its finding that public convenience and 
necessity require the operation, in interstate commerce, of the 
appliant’s line of railroad in Jefferson county, Illinois. The mo- 


tion is regarded as a step toward court action looking to the 


issuance of a writ compelling the Commission to issue such an 
unconditional certificate, in the event the motion is overruled. 

In a report, issued April 15, 1924, the Commission found 
that public convenience and necessity required the issuance of 
a certificate, but it said it would not issue one unless and until 
the applicant submitted a valid and binding arrangement, to 
be approved by it, under which the five railroads connecting 
with the Jefferson Southwestern would be given the opportunity, 
jointly, or severally, to lease the property of the applicant or 
purchase its stock at par at any time within a five-year period. 

The motion said the company respectfully declined to ac- 
cept the limitation, or condition precedent, because it was un- 
willing to enter into an arrangement of that kind and would 
be unable to do so without committing corporate and financial 
oes It denied that such an arrangement would be valid in 
aw. 


In support of its motion the Jefferson Southwestern con- 
tended that the proposed condition transcended the power of 
the Commission; that in imposing the condition, the Commission 
departed from all precedents; that the proposed condition was 
based upon an implied finding of ownership which was con- 
trary to the evidence; that the proposed condition was unfair 
to the applicant; that it would prevent it from financing con- 
struction and operation; that if the proposed condition were 
accepted it would produce the result which it was designed to 
prevent because it would give the Wabash, Chester & Western, 
“owned outright by the Southern Gem Coal Corporation,” an 
option to buy the Jefferson Southwestern, a road intended to 
serve another coal mining operation; that the report was er- 
roneous in that it delegated to the five connecting railroads the 


Commission’s function of determining public convenience; that 
it was beyond the corporate power of the applicant to accept 
the proposed condition, and, if accepted, the condition would 
not be binding; that the proposed condition would be invalid 
unless approved by the Illinois Commerce Commission; anq 
finally, that the proposed condition would probably embarrass 
the Commission hereafter because, in the event of any other 
road building into that territory and desiring to buy into the 
Jefferson Southwestern, the Commission having reserved the 
road to the five now existing, would not be in position to allow 
the newcomer to have any part in the proposed road. 


RATES ON FIRE BRICK 


The rates on eleven: cars of fire brick, moving from Wells. 
ville, Mo., to destinations in Oklahoma and Texas, between Oc. 
tober 18, 1919, and February 19, 1920, are attacked in Docket 
15570, Wellsville Fire Brick Co. against the Director-General 
heard before Examiner Pyne at Chicago, May 22. : 

H. G. Kiger, manager of the Wellsville Fire Brick Company, 
testified that the rates in effect were higher than those from 
St. Louis and Mexico, Mo., to the same destinations. He said 
that when the plant began business in 1919 there was more or 
less of an agreement between the company and the Wabash, and 
that when the rates under the Railroad Administration were 
placed on a higher basis as far as Wellsville was concerned, fur. 
ther conference with the Wabash representatives gave the fire 
brick company the assurance that any claim it had to make, due 
to loss of business through unreasonable rates, would be granted. 

Frank H. Cull, representing the complainant, entered rate 
exhibits tending to show the disparity of rates as between Wells- 
ville and Oklahoma and Texas, and St. Louis and Mexico and 
the same points of destination. 

George A. Billings, for the Director-General, said the gen- 
eral question of these rates had been before the Commission 
previously in 44 I. C. C. 448. It was then, he said, that it was 
brought out that the rate from Mexico had been established be- 
cause there were plants there that had had to leave Kansas when 
gas gave out. When they moved, they received the old rate, 
though they were a considerable distance further away from 
their shipping destinations. Therfore, the Mexico rate was not 
the proper measure of the rate from Wellsville. 

He said that, although the formal complaint alleged viola- 
tions of sections 2 and 3 of the act, the mere fact that rates 
from Wellsville were higher than the rates in effect from com- 
petitive points named, when it is borne in mind that prior to 
the shipments involved there had been no movement from Wells- 
ville, did not in itself prove violations. 


ANTI-PASS LAW CASE 


The Commission has been advised that Judge Webb, in the 
federal court for the western district of North Carolina, has 
imposed a fine of $200 on S. S. Kirkpatrick, local counsel for the 
Southern Railway at Jonesboro, Tenn., for “aiding and abetting 
Mrs. S. B. Laird, of Canton, N. C., his sister-in-law, to use a pass 
via the Southern Railway from Asheville, N, C., to Washington, 
D. C., and return.” 

The case was heard by Judge Webb without a jury, a jury 
being waived. Mr. Kirkpatrick was accused of obtaining a pass 
for his sister-in-law on the ground that she was a dependent 
member of his family which, if, in accord with the fact, would 
have entitled her to free transportation. It appeared that she 
was not so dependent, but had a husband upon whom she de 
pended. 

Mr. Kirkpatrick said that in a letter accompanying the ap 
plication of a pass he declared that she was not dependent 
upon him. The Southern, which took a neutral attitude in the 
case, said that the letter making such declaration was not re 
ceived, but that the form application for a pass was the one 
used in cases where the applicant declared that the suggested 
beneficiary of free transportation was a dependent. 

Judge Webb fined the attorney the minimum on two counts 
in the indictment. 


INSPECTORS OF CONTAINERS 

The railroads are urged to appoint inspectors of shipping 
containers, by Colonel B. W. Dunn, chief engineer of the Freight 
Container Bureau of the A. R. A., in his second annual report. 
He says these inspectors ought to have territories to cover that 
would include the principal recooperage stations and that st@ 
tistics should be gathered as to the different kinds of containers 
appearing for recooperage, and these figures compiled in a way 
to give the roads some basis on which to compute the life 
a container. Another part of the inspectors’ work would be 
that of spreading information among the shippers and lending 
aid when container problems are met. 

Colonel Dunn reports that the bureau will soon be ready 
to issue complete information and to make recommendations 
in regard to the efficiency and adaptability of the different vari 
eties of crates, boxes, barrels and paper and fiber board contail- 
ers. 
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A WAREHOUSE STOCK within the territory served, saves one 
to six days in deliveries to SOUTHWESTERN TERRITORY 


MERCHANDISE STORAGE AND FORWARDING 
SPECIALIZING ON POOL CARS 


ADAMS TRANSFER & STORAGE CO. 


228-36 WEST FOURTH STREET 





MEMPHIS, TENNESSEE 6o.7ite'that Connts 


MERCHANDISE—STOR AGE—DISTRIBUTION 


MEMPHIS TERMINAL CORPORATION 


Gen’! Office: 15th Floor Central Bank Bldg., Memphis, Tenn. 
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SHORT LINE FEDERAL CONTROL 


The Trafic World Washington Bureau 


A taking of private property by the government, for public 
use has been defined by the Court of Claims of the United States 
in No. c-699, Marion & Rye Valley Railway Company vs. The 
United States. A mere proclamation such as President Wilson 
issued when he took over the big railroads of the country was 
not enough. Issuance of orders which were not observed or 
obeyed by the short lines did not constitute a taking. 

Broadly stated the decision, as set forth in an opinion writ- 
ten by Judge Hay, is that there must be an actual taking and 
the exercise of such control as ousted the owners of the prop- 
erty and deprived them of its control and operation in such 
manner as to deprive them from deriving benefits which would 
have accrued had the property not been taken. 

The facts in the case of the Marion & Rye Valley were such 
as, it is believed, characterized the “control” the government 
exercised over nearly all the short lines which have been appeal- 
ing to the Commission to appoint referees to make recommenda- 
tions to the President of the United States as to the amount of 
money that should be paid to them as compensation for the first 
six months of 1918 in which such boards and the Commission 
have held the short line railroads to have been under federal 
control. 

Appeal probably will be taken to the Supreme Court of the 
United States. A large number of short line railroads is believed 
to fall within the lines laid down by the court. The officials of 
the Railroad Administration who have been dealing with the 
subject are inclined to believe the case presented to the court, 
on stipulated facts, was typical. In other words, if sustained 
by the court of last resort, the short lines will obtain nothing 
from the treasury of the United States as compensation, although 
they may be entitled to money under section 204 of the trans- 
portation act providing for reimbursement of deficits. 

In a number of cases the Commission has declined to allow 
short lines anything under section 204 for the first six months 
of federal control on the ground that they were then under fed- 
eral control. The short lines were entitled to reimbursement of 
deficits, under section 204, for that part of federal control they 
were held not to have been under federal control. 

The court held that under the stipulated facts the short line 
was not entitled to compensation, rendered judgment against it 
and dismissed the case. Judge Hay, in his opinion, said: 


This is a suit to recover the sum of $14,425.94, the amount of 
an award made by a board of referees duly appointed by the 
Interstate Commerce Commission under section 3 of the Federal 
Control Act, 40 Stat. 451, and the Transportation Act of 1920, 41 
Stat. 456, as the just compensation of the plaintiff for the alleged 
taking and use of its railroad property by the United States for 
the period beginning December 28, 1917, and ending June 29, 
1918. The Director-General of Railroads having refused to ac- 
cept the report of the board of referees as a basis for settlement, 
the plaintiff filed its petition in this court, as provided by law. 

The finding of the amount of the award for just compensa- 
tion by the board of referees is prima facie in this court, but 
the prima facie effect of the award may be overcome if it appears 
that the board applied an erroneous measure of compensation, 
or if it appears from the facts found that there was no taking 
by the government of the plaintiff’s property for public use. 

The first question which is presented for our consideration is, 
Did the government take possession of the railroad of the plaintiff 
and operate and control it for the public use? 


It is not always necessary that in order to constitute a tak- 
ing the property should be absolutely taken. If there is a serious 
interruption to the common and necessary use of property such 
an interruption may be equivalent to the taking of it. But there 
must be evidence to show that the use of the property. was such 
that its common and necessary use was so seriously interrupted 
as to cause loss and damage to the owner thereof, and that the 
owner was deprived of its control and operation in such manner 
as to prevent him from deriving the benefits which would have 
accrued had the property not been taken. These principles are 
particularly applicable in cases where the alleged taking is for 
the use of the property for a time, and not a taking of the title. 
There can be no taking of private property for public use unless 
there is possession and use thereof for public purposes, evidenced 
by some act which deprives the owner of the use, possession, 
control and operation of his property. A mere declaration of an 
intention to take cannot constitute a taking. The proclamation 
of the President, setting forth that on some future day he will 
take over the property of certain owners, does not of itself con- 
stitute a taking of«the property. There must be some. definite 
act, some positive: proceeding, by which the property is,actually 
taken and appropriated before the taking can be consummated. 
It must be such a taking of the property as that the owner is 
deprived of, or circumscribed in some way, in the-use and en- 
joyment of his property. If his possession is undisturbed and 
his property in its value and use is undimipished it cannot be 
= that there is a taking within the meaning of the consti- 
tution. 


The plaintiff in this case, in order to establish a taking, relies 
upon the proclamation of the President and certain orders 
which the Director-General of Railroads sent to it during the 
period when the plaintiff alleges that its property was under the 
control of the government. The proclamation was issued by 
the President on December 26, 1917, and provided “that the posses- 
sion, control, operation and utilization of such transportation 
systems * * * shall be exercised by and through William G. 
McAdoo, who is hereby appointed and designated Director- 
General of Railroads,” and “that from and after 12 o’cock on 
said 28th day of December, 1917, all transportation systems in- 
cluded in this order and proclamation shall conclusively be 
deemed within the possession and control of said director without 
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-done anything to carry into effect the proclamation of the 
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further act or notice.” The possession, control, operation 
utilization to be exercised by the Director-General of Railro 
in accordance with the proclamation meant that possession ee 
be at least of such a character as to deprive the owner of ‘ts 
control and operation, and that the owner of the property co ts 
no longer use it for its own purposes. uld 
The proclamation by itself did not constitute a taking I 
no other step had been taken, and no agent of the President hag 
Presi. 
dent, it would certainly not have been regarded as a taking > 
property. The contention of the plaintiff that its property wa" 
taken by virtue alone of the proclamation of the President : 
not - eatnes. a 
e plaintiff, however, relies further upon certain 
orders sent out by William. G. McAdoo as Director-General 4 
Railroads as evidencing the intention of the government to tak 
its property and as showing that its property was actually taker 
Some of these orders were sent to the plaintiff; many of th ~ 
— ons to the plaintiff. ™ 
mong those sent to the plaintiff was General Order 
dated December 29, 1917, which is addressed to “All concen 
and declares that the Director-General of Railroads “has take, 
possession and assumed control of certain transportation aaa 
tems described in the proclamation of the President.” The receipt 
of this order by the plaintiff did not constitute a taking of the 
plaintiff's property. It did not by its terms signify or state that 
the property of the plaintiff was being taken possession of It 
contained nothing which ousted or tended to oust the property 
of the plaintiff from its control. There were no instructions : 
the order which caused the plaintiff to change the management 
and operation of its property. The plaintiff was not deprived of or 
poh te in any way in the use and enjoyment of its prop. 
The plaintiff also received General Orders Nos. 2, 14 and 28 
and two circulars, but none of these interfered in any way with 
the control and operation of its property by the plaintiff. During 
the whole period for which the plaintiff claims compensation for 
the taking and use of its property the plaintiff had absolute con- 
trol of it. By the testimony of its own general manager it ap- 
pears that the plaintiff continued to operate its road from De- 
cember 26, 1917, to June 29, 1918, exactly as it always had oper- 
ated it. No possession of it was taken, no control over it was 
exercised, and no use of it was made by the government at any 
time. Under this state of facts it is difficult to perceive how a 
taking of this property for public use can be deduced. 
; The plaintiff seems to rely upon the following letter, which, 
it argues, shows that the government had to have possession 
in order to relinquish it. The letter is as follows: 
_“Dear Sir: It is not clear whether the Marion & Rye Valley 
Railroad Company has at any time been under federal control, 
To remove any possible question, this order is issued definitely 
relinquishing same. Very truly yours, 
" “John Barton Payne, 
Mr. T. S. Ambler, General Manager, Marion & Rye Valley Ry. 


and 








































_ The letter shows on its face that the general counsel of the 
Railroad Administration did not believe that the property of the 
plaintiff was under federal control, and the letter had for its ob- 
ject the removal of any possible question about the matter. 

After reviewing very carefully all the evidence upon which 
the plaintiff relies to establish a taking of its property for public 
use the court is of opinion that no taking is shown which comes 
within the meaning of the constitution and the law. It follows 
that the plaintiff cannot recover. 


It may not be amiss, however, to point out that even if the 
government may be said to have had technical control of 
plaintiff's property, yet that control was not of such a character 
as would entitle the plaintiff to compensation. 


The plaintiff insists that both the President and the Congress 
provided for the compensation to which the railroads under fed- 
eral control would be entitled, the President in his proclamation 
and the Congress by the act of February 28, 1920, 41 Stat. 456, and 
the act of March 21, 1918, 40 Stat. 451. Without going into the 
method of compensation set out in the statutes it is sufficient 
to say that the question of compensation is a judicial question 
and just compensation must be determined by the evidence pr 
duced before the court. The court is not bound in its findings a 
to what is just compensation to adopt the method of ascertail- 
ing it which may be suggested by the statute. The just com 
pensation to be awarded is to be measured by the loss caused t0 
the property by the taking: The plaintiff in this case is ¢- 
titled to receive the value of what it has been deprived, and n0 






















more. “To award it less would be unjust to it, to award it more 
would be unjust to the public.” Bauman vs. Ross, 167 U. 8. 54 
574. The question is, what has the plaintiff lost? If it has lost 





nothing it would be gross injustice to require the United States 
to pay something for nothing. What has the plaintiff lost by the 
supposed taking? There is no proof that it has lost anything 
thereby. Its property has never been out of its own control. 
operated it without let or hindrance by the government during 
the entire period for which it is claiming that the government 
had possession of it. If any loss was incurred during that time 
it was the result of the plaintiff’s own operation and control of 
its own property. 

All the provisions of the statutes which look to compensatiol 
of owners of railroad properties could only apply to properties 
which were taken possession of by the government and actu 
operated and controlled by it. Surely Congress never intended 
that the United States should pay for the losses or depreciatiol 
of properties which the government did not operate, did not com 
trol, did not use and did not*take possession of. For instant 
provision is made in the statute for “adequate provision for main- 
tenance of the property.” Surely this can only mean adequate 
provision for maintenance of property in the control of and use by 
the United States. If the plaintiff did not adequately maintall 
its property while it was in its own possession and being used by 
it to the exclusion of the United States and everybody else, is it 
possible that the United States must pay the plaintiff for 
maintenance of its property. 

Other reasons are advanced by the plaintiff, and supported 
by the findings of the board ef referees, as to why compensation 
should be awarded the plaintiff in this case. It is not deem 
necessary to recite these reasons which are not sufficient to com 
bat the plain and uncontradicted evidence that the alleged tak! 
of the plaintiff's property did not disturb it in the use and. con 
of its property, nor did it restrict the right of the plaintiff to 
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pose of it, nor did it cause the plaintiff an ecuniary 108s. 
the technical control of the plaintiff's property by the United 
States caused it to lose nothing, no award of compensation ca? 
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AN APRIL DAY 
IN LOS ANGELES 


Port of the 
Pacific-Southwest 













A newspaper writer says: 







“The spectacle of six offshore ships berthed at 
a single pier, all flying the flags of different nations, 
presented itself at the harbor yesterday. Twenty- 
two offshore liners, under the colors of eight 
maritime nations, were in port from every corner 
of the world. 










At Pier One there was a cosmopolitan line-up 
of deep-water ships. At the head of the slip was 
the French liner Nevada, from Bordeaux and 
LeHavre. Behind her was the American express 
freighter Edward Luckenbach, loading for New 
York and Boston, followed by the Japanese liner 
Ginyo Maru, with passengers and freight from 
Hongkong and Kobe; the Mexican two-masted 
schooner San Antonio, with a cargo of pinoche 
from Mexico; the British motorship Gryme, load- 
ing out for Mexican ports, and the Norwegian 
motorship Emma Maersk. 










Opposite Pier One were berthed the British 

liner Dictator from Liverpool; the Japanese 

. freighter Venice Maru from the United Kingdom; 

the American freighter Sunugentco from the East 

Coast and the Swedish motorship Pedro Christoph- 
erson from North Europe ports. 






















At anchor or scattered about the port, in addi- 
tion to American offshore carriers, were the 
Japanese steamers Wales Maru, Manju Maru and 
Ginju Maru; the British tankers San Salvador and 
Mina Brea and the Danzig Free City tanker Baltic. 


Approximately 40,000 tons of cargo and 450 
passengers were being handled by these offshore 
vessels, in addition to an unusually heavy activity 
during the day in the coastwise lumber and petro- 
leum movements. 
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New York-Baltimore-Norfolk- 
Pacific Coast Ports 


| VIA PANAMA CANAL 
PASSENGER AND FREIGHT SERVICE 


WESTBOUND SAILINGS 


Baltimore New York Norfolk 
*ECUADOR......... June 12 June 19 June 20 
SANTA CLARA ...... June 21 June 27 June 29 
SANTA PAULA ...... June 28 July 4 July 6 


THEREAFTER EVERY WEEK 





EASTBOUND SAILINGS 
San Francisco Los Angeles 


*COLOMBIA....... June 3 June 5 
Cote. oe. June 13. June 15 
SANTA MALTA..... June 23 June 25 


THEREAFTER EVERY WEEK 


*Calling at Manzanillo, San Jose de Guatemala, La Libertad, 
Corinto, Canal Zone, a puaieanes, Baltimore (East- 
bound), Norfolk and New York 


FARES, to Los Angeles or San sete BA FIRST CLASS, $250 and up 
PANAMA SERVICE 
Between San Francisco, Les Angeles, Mexico, Central America and Canal Zene 
S.S. SAN JUAN sails from San Francisco June 29 


and sailings about every 22 days thereafter 


PACIFIC MAIL S. S. COMPANY 


10 Hanover Square, New York 508 California St., San Francisco 
605 Central Bldg., Loe Angeles, Calif. 


were eteseee see SAURS OUNCE #}£&sésVUEiUle..... 


eoeee es SQUIADIC OUMGINDE  Veveiand...... 


iFCsminoeaN FE 


ae 
DIRECT FREIGHT SERVICE 


Via Panama Canal 


REGULAR SAILINGS 


between 


NEW ORLEANS — MOBILE 
GALVESTON — HOUSTON 


and 
Los Angeles Harbor, San Francisco, Portland, 
Tacoma, Seattle and other Pacific Coast Ports 
From MOBILE From NEW ORLEANS 


SS ALBERT JEFFRESS ............ May 24 May 31 
Ge BT Be cn ccs ccccscccces June 7 June 14 
Be SI. poses tsvcwscecce cys June 21 June 28 
SS POINT LOBOS.................. July 5 July 12 

July 26 


SS JAMES B. DUKE................ July 19 
. Sailings every two weeks thereafter 


Rates quoted, bookings and other information turnished upon application. 


THE STEELE STEAMSHIP LINE, Incorporated 
GENERAL GULF AGENTS 


424 Whitney Central Building, New Orleans, La. 


Steele Bldg. - SWAYNE & HOYT, Inc. 15 Moore St. 
Galveston, Texas 430 Sansome St.,San Francisco, Cal. New York City 
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justice be made. We think that the property of the plaintiff was 
not taken by the government. If there was technical control of 
the property by the government it was of such a character that 
it did not cause any loss to the plaintiff, and does not justify the 
award of any compensation. 

It is so 


The petition of the plaintiff must be dismissed. 
Downey, judge; Booth, judge, and Campbell, chief justice, 


ordered. 
ERIE OFFICIALS EXAMINED 


The Trafic World New York Bureau - 


President F. D. Underwood and Vice-President John J. 
Mantell of the Erie Railroad were questioned Wednesday before 
Examiner Oliver of the Commission on the accuracy of charges 
of the Brie and the New York, Susquehanna & Western Rail- 
roads for coal, repairs, lightering and similar operations in New 
York harbor, and the reasonableness of the allowances and com- 


pensation paid to the Phoenix ‘Transit Company, the Hudson 


Shipbuilding Company and other concerns. 

This followed testimony at previous hearings that Russell 
S. Underwood, son of F. D. Underwood, was vice-president and 
one of the chief owners of the Phoenix Transit Company. Presi- 
dent Underwood testified that at no time did he have any inter- 
est of any kind in the transit company, lessee of an Erie dock 
at Weehawken, or the shipbuilding company, and said also that 
he never kept in touch with their affairs or his son’s business 
interests. 

Most of the rest of the session was given over to a discus- 
sion of the 150 exhibits, accounts, documents, charts and memo- 
randa of various kinds, in connection with the harbor operations 
of the railroads, and to examination of Mr, Mantell, who had 
control of New York water front railroad traffic during federal 
control. 

Mr. Mantell testified that the dock and tugboat lease by the 
Erie to the Phoenix Transit Company, executed April 1, 1920, 
was at a yearly rental of $12,300, or 8 per cent of the appraised 
value of the rights and property in the lease. The experience 
of the Erie in operating its own tugs, floats and lighters guided 
it in making the lease, he said. 


Mr. Mantell said further that one of the strongest induce- 
ments in making the lease was the connection with the company 
of Charles R. Stewart, now deceased, formerly an employe in 
the Erie’s marine department, who was an able and experienced 
man. 


Henry O. Havemeyer, president of the Brooklyn Eastern 
District Terminal Company, and R. A. Workman, vice-president 
of the New York Shipbuilding Company, were examined as to the 
value of car floats in various years since 1917, which showed 
some difference in opinion on the trend of market prices for 
steel floats since 1920. The evidence tended to show that ma- 
terial costs have declined and that actual sales and purchases 
are below the figures of 1920. 


AUTOMATIC TRAIN CONTROL 


The Trafic World Washington Bureau 


In general, Mr. Sprague contended at the Commission hear- 
ing on its automatic train control orders, that the intermittent 
induction type control device was preferable to the continuous 
induction type, because, as he said, the continuous required too 
delicate a balance for use under railroad conditions. 

J. F. Webb, speaking for the International Signal Company 
and the Webb ramp type devices, testified that the Webb de- 
vices were working smoothly and satisfactorily on the blocks 
of railroad on which they were in use. He said the Webb type 
was a ramp using the minimum of electricity adjuncts. He said 
it depended largely upon mechanical aids rather than on elec- 
trical. 

Commenting on prices brought out in connection with the 
bids received by the Erie, he said the estimates of the Erie as 
to the cost of equipping the Marion-Huntington division seemed 
high. He said the Webb roadside devices could be furnished 
for $446 per mile, but he was not ready to say that the division 
in question could be equipped and put into complete working 
condition for $100,000, the sum named by Commissioner Lewis. 
Mr. Lewis said that the base price applied to the units on that 
division would bring the total to about $81,000. Therefore, he 
asked if $100,000 would be enough to equip the division. Mr. 
Webb said the company was willing to furnish its roadside de- 
vices for the price mentioned. He added that it would cost 
about $700 to equip an engine. 

Mr. Campbell, of the Erie, by asking questions, found that 
Mr. Webb had never held any position with any railroad or air 
brake company or had any experience in signal engineering. 
Mr. Webb several times interrupted Mr. Campbell when the lat- 
ter based his questions on the assumption that he had criticized 
the Erie’s figures, based, as Campbell said, upon the experience 
of the Erie’s signal force. Mr. Webb admitted the Erie had 
asked his company to submit a bid, but that it had not done so. 
He denied that he had asked the Erie to lend him a signal man 
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to help figure out a bid to be submitted to the Erie. 

More railroad testimony was heard by Examiner Mullen at 
the night session of May 15. The witness was George Ellis 
secretary of the train control committee of the American Railway 
Association, a former employe of the Regan device company. 

When the Commission resumed the taking of testimony by 
the inventors and manufacturers of control devices, Dr. B. FR 
Wooding testified in behalf of the device invented by him, 4p. 
drew J. Brookins, inventor of a system bearing his name, ang 
C. M. Hurst, also an inventor, for their devices. 


FINANCE APPLICATIONS 


The Castleman Valley Railroad Company has applied to the 
Commission for permission to issue $110,000 of common stock 
and $390,000 of 7 per cent cumulative preferred stock redeem. 
able at the option of the company after five years from January 
1, 1925. The proceeds are to be used to pay for the roadbed 
rolling stock and equipment of the railroad formerly known as 
the Jennings Brothers Raliroad and later as the Northern Mary. 
land & Tidewater Railroad, 14 miles long, in Maryland. 

The Boston & Maine has applied for authority to abandon 
that part of its line from Old Orchard to Camp Ellis, Me, a 
distance of 4 miles, because there is no more business for that 
branch to handle. 

The Chicago, Milwaukee & St. Paul has asked permission 
to issue $3,370,000 of its general 5 per cent mortgage gold bonds, 
to be pledged and repledged for short-term loans. They are 
100-year bonds dated May 1, 1889. 

The Minnesota Western has applied for permission to op. 
erate a railroad, heretofore owned by the Electric Short Line 
Railway Company, purchased by it. The road extends westward 
from Minneapolis. The applicant set forth its plan of organ- 
ization financing, which it said would be to issue $1,500,000 of 
common stock to take up the old corporation bonds and to 
issue $135,000 of 5 per cent mortgage gold bonds, to cover ex- 
penditures authorized by the court in the receivership period. 

The Chicago, Indianapolis & Louisville has asked permission 
to issue and sell $1,000,000 of its first and general mortgage 6 
per cent gold bonds, to reimburse its treasury for expenditures 
heretofore made. It proposes to sell them to Potter & Company, 
New York, at not less than 96 per cent and accrued interest. 





Digest of New Complaints 


No. 15784, (Sub. No. 1).—The Blair Elevator Corp., Atchison, Kans, 
vs. Illinois Central et al. 

Unjust, unreasonable, prejudicial and discriminatory charges on 
grain between Memphis, Tenn., and Birmingham, Ala., where such 
grain originates in Missouri, Iowa, Kansas and Nebraska. Asks 
cease and desist order, just and reasonable rates, and reparation. 

No. bag _ 4).—Deatz’ Sons Coal Co., Hutchison, Kans., vs. Santa 

e et al. 

Unjust and unreasonable rates, in violation of section 6, on 
coal from mines in Colorado and New Mexico to Hutchison. Asks 
reasonable rates and reparation. s 

No. 15841 (Sub 5).—The Frank Colleday Hardware Co., Hutchison, 
Kans,. vs. Santa Fe. 

Same complaint and prayer. 

No. oe, (Sub 1).—J. K. Dunn, McComb, Miss., vs. Illinois Central et 
a 


Illegal and unreasonable charges on sugar, in carload lots, from 
New Orleans and points taking ‘the same rates, to McComb, Mies 
Asks cease and desist order, rate not in excess of 20 cents, an 
reparation. . \ 
bead hy sa ¢ eden Grocery Co., Hattiesburg, Miss., VS: 
. . et al. ’ 
Same complaint with respect to shipments of sugar from New 
Orleans and points taking same rates to Picayune, McLain and 


D’Lo, Miss. Asks cease and desist order, reasonable rates, and 
reparation. tk 

No. 15846 (Sub. 1).—Amicon Fruit Co., Williamson, W. Va., vs. Norfo 
& Western. 


Unjust, unreasonable and prejudicial rates, in violation of the 
long-and-short-haul clause, on kale from Norfolk, Va., to ao 
son, W. Va. Asks cease and desist order, just and reasona 
charges, and reparation. 

No. 15846 (Sub. 2).—Same vs. Same. ; 

Same complaint and prayer with respect to shipments of potatoes 
from Norfolk and Suffolk, Va., to Williamsport, W. Va. 

No. 15846 (Sub. 3).—Same vs. Same. ; cab- 

Same complaint and prayer with respect to shipments of 
bages from Norfolk and Suffolk, Va., to Williamson, W. Va. 

No. 15854. Utah Idaho Sugar Co., Salt Lake City, Utah, vs. Chicaé® 
Rock Island & Pacific et al. . on 

Excessive, unjust, unreasonable and discriminatory charges 4 
shipments of sugar from Blackfoot and Lincoln, Idaho, ant ain 
ham City, Utah, to various points in Arkansas and Missourl; @© 
from Blackfoot and Lincoln, Idaho, and Garland, Lehi, = rer 
ham City, Utah, to points in Oklahoma and Arkansas. Asks 
aration. rthern 

No. 15856. T. C. Bottom Produce Co., Kansas City, Mo., vs. No 
Pacific et al. ship- 

Unjust and unreasonable rates, in violation of section 6, 0m Kan- 
ments of apples from Otis Orchard, Washington, diverted at 
sas City, to Jacksonville, Fla. Asks reparation. t al. 

No. 15857. Arthur H. Bryant, Alexandria, Va., vs. Pennsylvania € . 

Unjust, unreasonable, preferential or prejudicial charg iphia 
burlap and gunny bags from New York, Brooklyn, Phila oer, 
and Baltimore to Alexandria, Va. Asks cease and desist : 
rates no higher than maintained to Washington, D. C., oF 
mond, Va., and reparation. 
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ERE is the book you have been wait- 

ing for! The whole Interstate Com- 
merce Act ina nutshell, written so you 
can understand it! 
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tward necessary, Fisk Truck Cords will give the great- 
Or i est satisfaction. 
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Chicopee Falls, Mass. 


Mr. Gartner was formerly Attorney and Examiner 


Kans., for the Interstate Commerce Commission, and is 
ges on nationally recognized as one of the foremost 
; Cc ° . 

° Asks Commerce Attorneys in the country. His clear, 
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"Santa straightforward explanations, backed up by his 
6, on years of experience and his outstanding ability, 
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Questions and Answers 


In this department will be answered 


uestions of both legal and 
practical nature that confront de 


with traffic. A specialist 


on interstate commerce law, who is a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. ; i 


traffic man of long ence 
uestions relating to practical traffic 
the place of traffic man but to 


and wide knowledge will answer 
We do not desire to 
elp him in his work. 

¢ right is reserved to refuse to answer in this department any 

question, legal or traffic, that it may appear to us unwise to answer 

or that involves a situation too complex for the kind of investigation 
herein contemplated. 

ddress Questions and Answers Department, 
Traffic Service Corporation, Colorado Building, Washington, D. C 





Rates—Commodity Rates Limited in Application to Terms 
Thereof Respecting Form of Shipment 


Massachusetts.—Question: With reference to answer on 
page 1038 of the April 19th issue of The Traffic World relative 
to the above subject. In our opinion your answer is not cor- 
rect for the reason that paragraph D of rule 5 provides for 
the article in containers only, and in our case the Classifica- 
tion provides for the articles in containers or in bulk. Also 
section 3, paragraphs HE, F, G and H, of rule 5 as published 
in Supplement No. 16 on page 10, to Consolidated Classifica- 
tion No. 3, applies to the exact situation as pertaining io our 
shipment in question, and these paragraphs were added to rule 
5 as published in the classification proper, and we believe in 
| ew instance would supersede the original provisions of this 
rule. 

In our opinion the proper answer or solution of our prob- 
lem is to what extent the tariff provision reading “except as 
otherwise provided herein the classification and exception 
thereto apply,” and the tariff item which specifies “in bulk” 
restricts the application of all the provisions of rule 5 as pub- 
lished in the Classification proper and the supplements thereto. 

The answer to which you refer on page 952 of the October 
20, 1923, Traffic World applies to a different situation, as the 
goods handled under this question were shipped in a manner 
not provided for in the Classification. Does this change your 
previous opinion, also can you advise the extent of the com- 
modity tariff restriction mentioned? 


Answer: Rule 5 of Consolidated Clasification, as amended 
by Supplement 16, while providing a basis for articles shipped 
in different containers, or in a different form from that speci- 
fied in the commodity tariff, does not provide a basis for arriv- 
ing at the rate on an article in a container, which article 
under the commodity tariff is to be shipped in bulk. Therefore, 
in accordance with the Commission’s opinion in Gottron 
Brothers Co. vs. Penna. R. R. Co., 28 I. C. C. 38 (46), a shipper 
is not entitled to the application of the commodity rate in bulk 
on a shipment tendered in a package. See in this connection 
our answer to Tennessee, under the caption “Classification 
Rules—Application of Penalties, and Question Whether the 
Penalty Ratings Provided Constitute a Specific ‘Holding Out’ of 
Such Rates so as to Authorize Tender of Shipments Subject 
Thereto, and Whether Rule 5 Confers Upon the Shipper the 
Right to Demand Acceptance at Such Rates” which will appear 
in The Traffic World of May 17th. 


Rates—Rule 5 of Classification Relates to Form of Shipment 
and Not Manner in Which Loaded Into Car 


Pennsylvania.—Question: Your answer to “Massachusetts” 
on page 906 of April 5, 1924 issue of The Traffic World is per- 
fectly clear as regards that particular problem, but since you 
state therein that rule 5 of Consolidated Classification is ap- 
plicable only to articles shipped at class rates, and that it does 
not provide a basis for arriving at a commodity rate on an 
article tendered to a carrier in a form other than prescribed 
in the commodity tariff, I am, due to your opinion, more or less 
.dubious as to the correct application of rule 5, section 8, as 
amended. 

Building tile in most instances move on commodity rates, 
but the commodity tariffs very seldom, if ever, contain loading 
requirements. However, the title page of these tariffs read “that 
the traffic is governed, except as otherwise provided therein, 
by Official Classification.” There is not anything in these 
tariffs to restrict the above rule. Upon referring to page 400, 
items 16-19, note 2, we find that this traffic must, according to 
the classification, be loaded in a certain manner, but note 2 
does not in and of itself place a penalty for failure to do so. 
Referring next to rule 5, section 3, paragraph (c), we find that 
it places a penalty of one class greater on traffic shipped in 
form other than that provided in the description. Rule 5, sec- 
tion 3, as amended in supplement 16, makes this applicable to 
traffic transported at specific commodity rates published in 
tariffs governed by the Official Classification. Obviously, then, 
my interpretation of a rate for a shipment when not loaded 
in conformity with note 2 would be as follows: 


“THE TRAFFIC WORLD 


Vol. XXXIII, No, 9 


Fifth class rate A to B......... eer oe ee $0.16% per 100 po 
Sixth class rate A to B 


ee 


Difference between classes.............020e008 $0.03 per 100 pounds. 
Commodity rate. Al te Be. 5. nis 5p fon oe tak eS hoa weg ee ge $2.00 per ton 
Adding difference between classeS............sceeceseeeeeee -60 per ton 


—. 


ES BNE BFS Uk sos 0 Seren guns <p am og a ee So vem $2.60 per ton 

Please advise whether or not my interpretation of rye 
5, section 3, as amended in Supplement 16, is correct. } 

Answer: In our opinion, even though the provisions gf 
Note 2 on page 400 of the Consolidated Classification govyem’ 
the loading of hollow building tile moving under a commodity 
rate, the provisions of rule 5 of the classification are yo; 
applicable to such a shipment. This, for the reason that ge¢. 
tions 1 and 2 of rule 5, under the wording thereof, relate only 
to the form of the shipment, that is, with respect to whethe 
loose or the kind of container, and does not relate to the 
manner in which the shipment is loaded in the car. 

Combination Rates 

New Jersey.—Question: Application of three way combi 
nation rate in preference to two combination rate over same 
route, no through rates being published and no specific map 
ner being provided for construction of same. 

A is point of origin and D is point of destination. Ther 
are no through rates published from A to D and there is » 
specific manner provided for the construction of same. 

B and C are base points. By using through rate from 
A to C plus proportional rate from C to D through rate is ar 
rived at over a certain route. However, by using local rate 
from A to B plus proportional rate from B to C and plus pw 
portional rate from C to D over the same route a cheaper 
rate is arrived at. 

It is my contention that inasmuch as there are no through 
rates published from A to D the cheapest combination over 
the route of shipment is correctly applicable, whether same 
be a two-way combination or a three-way combination. 

Answer: In the absence of a published through rate from 
point of origin to point of destination, a three-ply combination 
where lower than a two-ply combination is the applicable rate. 
See Stearns & Oliver Lumber Co. vs. C. M. & St. P., 39 1.C.0 
470; Class Rates From Terre Haute to Kansas City, 32 1. ¢.¢. 
206, and Lacy Company vs. A. T. & S. F., 38 I. C. C. 264. 
Freight Charges—Liability of Consignee for Freight Charges 

Supposed to Have Been Prepaid 

Minnesota.—Question: In your weekly issue of April §, 
1924, on page 908, in reply to “Ohio,” under the above cap 
tion, you quote some federal court decisions which we do nd 
think rendered justice to shippers and receivers, although it 
may have been the law at that time. 

On February 20, 1920, the interstate commerce act Was 
amended as per section 3, paragraph 2, as follows: 

From and after July 1, 1920, no carrier by railroad subject t 
the provision of this act shall deliver or relinquish possession at des- 
tination of any freight transported by it until all tariff rates 
charges thereon have been paid, except under such rules and regula-’ 
tions as the Commission may from time to time prescribe to assur 


prompt payment of all such rates and charges and to prevent w 
discrimination. 


In the same weekly of April 5, on page 852, under the 
heading of “Advance Charge Case,” there is outlined a deci 
sion of a federal court in No. 3952, James C. Davis, Director 
General of Railroads, vs. Akron Feed & Milling Co., wherell 
the same principle is involved as in “Ohio’s” case. It is ou 
understanding that one federal court decision has a3 much 
weight as another. Therefore, we believe “Ohio” justified in 
refusing to pay additional charges. What justice is there in 
a rule that will permit a carrier to force payment in a Cav 
like “Ohio’s” and, if the principle as outlined by the previols 
decisions outlined by you prevails, what protection has 4 ct 
mission merchant unless he holds up the proceeds of sale fo! 
three years, or until the claim by carriers is outlawed? We 
all know that, regardless of what the law states, ordinaly 
common business principles indicate that the carrier 
know the correct charges and collect same at once and, Wilt 
the law presumes the receiver to know the correct rate, et 
one that has had much railroad experience knows that it 
very often absolutely impossible for a shipper or received 
know the correct amount of freight charges that should be 
lected without reliance upon information that must be $ tha 
from carriers involved. In the absence of positive proof 
there is fraud and collusion involved between carriers and 
pers to secure rebates, it would appear that justice should 
mand that carrier stand the loss in cases like “Ohio’s.” - 


Answer: On page 1038 of the April 19, 1924, Traffic World, 
under the caption, “Freight Charges—Liability of Consignt 
for Freight Charges Supposed to Have Been Prepaid, a 
discussed, in answer to the question from “Ohio,” the cot 
between the cases cited in our answer on page 908 of 
April 5, 1924, Traffic World and the case discussed on pase © 
of the same issue, under the caption “Advance Charge Cast. 

We referred to the distinction made in the last refé 
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to case, namely, Jas. C. Davis, Director-General of Railroads, 
vs. Akron Feed & Milling Co., between a situation where, as 
in the Fink case, 250 U. S. 577, and the York & Whitney case, 
256 U. S. 406, the full amount of the lawfully published charge 
has not been collected by the carrier and the situation covered 
by the Akron Feed & Milling Co. case, where the consignee 
has been advised by the carrier by a statement in the bill of 
lading that the charges have been prepaid. 

The court, in the Akron Feed & Milling Company case, 
takes the position that, while under the Fink and the York & 
Whitney cases, the consignee being charged with knowledge 
of the legal rate, is liable for any unpaid balance, the principle 
of these cases is not applicable where.the consignee has. no 
knowledge nor equal means with the railroad company of 
acquiring knowledge that the freight charges had not been 
paid at the time the shipment was delivered to him, the carrier, 
in fact, representing that the charges had been paid. As to 
this latter class of cases, the reasoning of the court appears 
to be sound. 

In the last paragraph of your letter you refer to the lia- 
bility of a commission merchant for a balance due. You will 
find that in the York & Whitney case, 256 U. S. 406, above 
referred to, the Supreme Court of the United States specifically 
held that a commission merchant, being charged with a knowl- 
edge of the lawfully published tariff rate, could be held liable 
for a balance due on a shipment delivered to him, even though 
he had previously made a settlement with his principal based 
upon the amount of the freight charges collected by the carrier 
at the time of the delivery of the shipment. If the decision 
of the federal Circuit Court of Appeals in the Akron Feed & 
Milling Company case is sustained by the Supreme Court of 
the United States, the decision will in no way modify the 
decision in the York & Whitney case, 2&6 U. S. 406, inasmuch 
as the circumstances in the two cases are entirely different, 
in that in the one case there is no representation on the part 
of the carrier that the full amount of the freight charges have 
been collected, nor would this release the consignee if there 
‘was such, in view of the fact that he is charged with a knowl- 
edge of the correct rate, while in the other case there is a 
representation on the part of the carrier that the full amount 
of his charges from point of origin to destination have been 
paid. 


Overcharges—Recovery of, by Shippers 


Ohio.—Question: As a matter of information, will you 
please advise if it is your understanding that when a railroad 
company presents a freight bill for additional charges on a 
shipment moving April 1, 1922, the balance due bill having 
been received today, that section 16, paragraph 3, of the inter- 
state commerce act is authority for the collection of this 
charge? 

You will understand the shipment moved on April 1, 1922, 
and freight charges were prepaid, but through an alleged 
error on the part of the transportation company they did not 
assess sufficent charges and are now presenting a freight bill 
for what they claim to be the balance due and are using section 
16, paragraph 3, as authority for the collection. 

In a case where they decline to entertain an overcharge 
claim on which they cannot complete their investigation within 
the two-year-and-one-day time limit specified in the bill of lading 
contract, they are also using this section and. paragraph as 
their authority for declining to pay the claim. 

We are ready and willing at all times to pay what is legally 
due the carrier, but we cannot help but feel when they will 
not complete their investigation of an overcharge claim within 
the two-year-and-one-day limit, although they have more than 
a reasonable opportunity to complete their investigation, that 
they should not be entitled to a three-year limit in the collec- 
tion of freight charges. 

As there does not appear to be anything even closely re- 
sembling fairness, so far as this is concerned, we are asking 
for your opinion on the subject. 

Answer: Under the provisions of paragraph 3 of section 16 
of the interstate commerce act. a carrier may bring an action 
for the recovery of an undercharge at any time within three 
years from the date of the delivery of a shipment. 

With respect to the collection by a shipper of an overcharge, 
the same paragraph and section of the act, requires that a 
complaint respecting it be filed with the Interstate Commerce 
Commission within two years from the delivery of the ship- 
ment, and, under the decision in the Wolf case, 261 U. S. 133, 
the same period of limitation is held to be applicable to a suit 
in court for the recovery of an overcharge. 

Furthermore, the decision in the Wolf case, referred to 
above, and paragraph 3 of section 16 of the interstate com- 
merce act, have been construed by the Interstate Commerce 
Commission as barring the payment, by a carrier, of an over- 
charge claim more than two years after the delivery of the 
shipment on which it accrued, unless within the two-year period 
of limitation the claims have been presented to the Commission 
or to a court of competent jurisdiction, in accordance with the 
applicable provisions of the act. 
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There is now a bill before Congress, see page 598 of the 
March 8, 1924, Traffic World, under the caption, “Wolf Cage 
Legislation,” and page 803 of the March 29, 1924, Traffic World, 
under the caption, “Senate Passes Overcharge Bill,” which has 
for its purpose a change in the provisions of paragraph 3 of 
section 16 of the interstate commerce act so as to afford ship. 
pers a three-year limitation period for the filing of a complaint 
with the Interstate Commerce Commission or a suit in court 
for the recovery of an overcharge. This bill also provides for 
an additional six-month period after notice of disallowance by 
the er for the claim, or any part thereof, within which 

; ht. The bill furthermore takes care of part 
ments beg paragraph (H) thereof). 

If this bill becomes a law, which is problematical, in view 

of the fact that no action thereon has been taken by the House 

of Representatives, it will afford shippers full and complete 
remedies for the recovery of overcharges. 

Divisions—Basis for Dividing Rates Between Carriers on Mis. 
routed Shipments. Where Tariffs Do Not Contain So-called 
“Preferred Routing Clause” 

INlinois.—Question: Several instances have given considera. 
tion to the question of divisional arrangements between carriers 
relative to misrouted traffic. Am aware of the provisions stated 
in Conference Rulings 198 and 205, but I know of no general 
statement by the Commission prohibiting the carriers from mak. 
ing joint arrangements for divisional basis to be used on certain 
misrouted traffic. I know it is customary to arrange for a basis 
of divisions where tariffs carry the so-called “Misroute Clause,” 
but I do not see where there could be any objections or any 
violation of the act for two carriers to arrange for a basis of 
dividing a rate on traffic that had moved via a junction other 
than that specified in the tariff and thereby maintain earning 
power rather than suffering a penalty and depletion of revenue. 

Answer: A more complete understanding of this matter 
may be had by a study of the Commission’s decision relative to 
the carrier’s preferred routing clause, where published. In Page 
& Hill Company vs. C. St. P. M. & O., 52 I. C. C. 495, the Com- 
mission stated the manifest purpose of such clause is not to 
give a shipper a choice of routes, “but to protect the published 
‘joint’ rates whenever the carriers find it expedient or neces 
sary to resort to other routes in order to move traffic.” Your 
question is to the effect, “Why may not carriers work out sat: 
isfactory divisional arrangements for dividing the through rates 
when there is no such clause published in the tariff?” 

Obviously, the Commission recognizes in the Page & Hill 
case, supra, that in order to “protect” the carriers when they 
misroute the shipment this clause is published so that the car- 
riers may join with each other in protecting the joint through 
rate, even though shipment moves contrary: to the specific 
routing provisions of the tariff. ‘Protection from what?” 


In St. Louis & O’Fallon Railway Company vs. E. St. L. &§. 
Railway Company, 81 I. C. C. 538, where the Commission was 
asked to fix divisions where complainant line had been shown 
as a party to the tariff, but which line had filed no concurrence 
with the Commission, the Commission held that before such con- 
currence was filed complainant line, while shown as a party 


to the tariff, was not party to the joint rate and, not being such . 


a party, its connections were obliged to collect their local rates 
beyond the junction points. 

In other words, the misrouting clause makes the joint rate 
applicable, so far as the carriers parties to the tariff are cor 
cerned, via all routes. In the absence of such clause the cat 
riers are bound to the same rigid observance of specific routing 
instructions published in the tariff as are the shippers. If 4 
shipper forwards shipment via a junction point through which 
the joint rate is inapplicable, he pays the combination. If 4 
carrier forwards a shipment via the wrong junction it must 
pay the combination; at least it must allow its connections their 
full locals, for the joint rates do not apply via such unauthor- 
ized routes. Carriers may work out their divisions of “joint 
rates,” but in the case of combination of locals there are 00 
joint rates to divide. 


(1) Carrier Not Charged with Knowledge of Delivery Desired 
by Shipper. In Absence of Specific Instructions May De 
liver at Usual Place on Its Line. (2) Intermediate Line 
Within Its Rights in Delivering Shipment Unrouted to Any 
Connection Affording Delivery at Lowest Rate 
Florida—Question: We had a car of Florida citrus fruit 

move to Philadelphia unrouted. In order to sell at auction @ 

Philadelphia, B. & O. delivery is required. However, the rail 

road turned this shipment over to the Pennsylvania at Potomac 

Yards and we were compelled to pay a big switching charée 

at Philadelphia to get B. & O. delivery. 

We know that the R. F. & P. Railroad is well aware of the 
fact that B. & O. delivery is required at Philadelphia on citrus 
fruit, and we filed claim to recover the amount we had to pay 
for switching, due to erroneous delivery. This claim has bee? 
declined, the carriers contending that routing was left ope? yo 
it was not required of them to deliver car to the B. & 0. = 
representative at Washington, D. C,, states that he has - 
instructions issued to the employes of the R. F. & P. Rail 
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to deliver all unrouted cars of citrus fruit to the B. & O., al- 
—— we have not been able to obtain a copy of those instruc- 
tions. 

Please advise whether we can recover because of failure to 
give proper delivery at Philadelphia. 

Answer: Inasmuch as you did not inform the carriers in 
your billing that B. & O. delivery was desired, we are of the 
opinion the carriers are within their rights in forwarding ship- 
ment to Philadelphia via any route over which the lowest rate 
applies, even though this does not get shipment to the desired 
point of deliyery. The shipper has the right under section 15 
of the interstate commerce act to designate complete routing 
and to specify desired deliveries, and the carrier has the duty 
to comply therewith. In the absence of routing instructions, the 
carrier’s duty is to forward via the cheapest available reason- 
able route. Conference Ruling 214-C. In Curtiss & Yale vs. 
C. & N. W., 47 I. C. C. 12, and Ohio Iron & Metal Company vs. 
C. M. & St. P., 28 I. C. CGC. 702, the shipper failed to specify 
delivering line in his bill of lading, and there were various roads 
which could effect delivery at billed destination at the lowest 
rate. The Commission held that inasmuch as the shipper had 
left the selection of the delivering road to the carriers, their 
duty was completed when they delivered at destination at the 
cheapest rate and could not be held liable for failing to deliver 
on the tracks of a road not specified by the shipper. 

The carriers have no means of knowing what disposition 
the shipper may have in mind and for that reason cannot be 
charged with knowledge of desired deliveries when not specified 
by the shipper. 

Application of Rates—Non-Compliance with Tariff Provision 
Requiring Notation on Bill of Lading 

IHinois—Question: Your answer to “Washington” on page 
1036 of The Traffic World of April 19, 1924, would indicate that 
the classification contains a rule requiring shippers to make a 
notation on the bill of lading that the car was loaded to full 
visible capacity. Please advise as to just where this rule is 
located. 

Answer: Our answer to “Washington” was predicated not 
on a Classification rule, but upon the ruling of the Interstate 
Commerce Commission in the case cited in our answer. In that 
case the tariff provided for the application of rates based on the 
cubical capacity of the cars furnished, subject to actual weight 
and a minimum weight of 30,000 pounds when cars were loaded 
to full visible capacity, but this rule also provided that the 
shipper, in order to secure the benefit thereof, should certify 
on the bill of lading that they were loaded to full visible ca- 
pacity, and further stated that if such certification was not so 
made shipments would be charged on basis of the cubical ca- 
pacity of the car, irrespective of minimum weight, etc. 

The application of the rate in that case was, therefore, made 
contingent upon the certification by the shipper; but failure to 
certify in case the rate is not made contingent upon such nota- 
tion would not ordinarily preclude application of the rate. 

Misrouting—Standard vs. Differential Routes 

IHinois—Question: In tariffs issued by Agents Hawkes and 
Wilson there is published a clause bearing on the handling of 
“unrouted shipments,” wherein it is stated that the carriers will 
handle unrouted shipments preferredly via standard routes and 
that shippers are required to designate if differential routes 
are desired. That is, they are using the same methods follow- 
ing the rulings of the Commission relative to all-rail vs. water- 
and-rail unrouted traffic. 

What has been ruled out regarding the above conditions? 

Answer: In I. and S. Docket 1343, New England carriers 
had published in their individual routing tariffs the clause: 
“The freight rate tariffs of above named carriers in some in- 
stances contain more than one basis of rates from and to the 
same stations, depending upon the route used, but the carriers 
parties thereto do not obligate themselves to use any special 
route or rate unless shipments are specifically routed by ship- 
pers.” 


Before the hearing the carriers were prevailed upon to with- 
draw tariffs containing this clause. Davis’ and Hawkes’ tariffs 
carried no rule at this time, but referred to individual roads’ 
tariffs for rules on “unrouted shipments.” With the suspension 
of the individual tariffs, the agencv tariffs were, therefore, silent 
on this matter. Later these tariffs were amended to provide: 

Regulations Governing Unrouted Shipments as Between Routes 
Taking Standard and Differential Rates.—This tariff in some in- 
stances contains more than one basis of rates from and to the 
same stations, depending upon the route used, but the carriers 
parties hereto do not obligate themselves to use a_ differential 
route as against a standard route unless shipments are specifically 
routed by shipper. Specific routing is desirable and shippers ‘‘should”’ 
indicate the route, differential or standard, they-desire used, and 
are “urged” to comply with this requirement on shipping orders 
and bills of lading. 


Note that there is no definite fixing of the rates conditioned 
upon the showing or failing to show routing directions in this 
respect. The carriers simply urge the shippers to do so. In 
Informal Complaint No. 73958, the Commission held that an un- 
routed shipment forwarded via the more expensive “standard” 
route while the cheaper differential route was available, was 
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misrouted and that the carrier was liable for the difference be. 
tween the rates. 


SALE OF GULF COAST ROAD 


Official announcement has been made by the New Orleans 
Texas & Mexico Railroad Company that the Missouri Pacific 
has entered inté an agreement with it to purchase all outstanding 
stock of the Gulf Coast Lines at $120 a share, payable in 15- 
months, seven per cent notes after the payment of a special 
dividend of 16% per cent. Stockholders accepting the offer 
must deposit their stock with W. A. Harriman & Co. within 99 


days and pay the bankers five per cent’ commission on the pur. ' 


chase price. The terms of the agreement provide ‘that the Mis. 
souri Pacific will buy from W. A. Harriman & Company and 
Blair & Company 37,500 shares of the Gulf Coast stock at the 
fixed price, and it has taken an option to purchase 39,000 addi- 
tional shares at the same figure. The notes issued in paymen: 
for.this second block are subject to redemption at the rate of 
$1,200,000 yearly through a 15-year sinking fund. 


ABANDONMENT AUTHORIZED 


The Commission has authorized the receiver of the Pelham 
& Havana to abandon the line of that company in Grady county, 
Georgia, and Gadsden county, Florida. The Georgia commission 
recommended grant of the application and suggested that when 
the sale of the road was finally determined upon the order be 
made in the alternative, either as sale for junk or as a going 
concern. That was a question for the court that appointed the 
receiver to consider, the Commission said: 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in good order 
was 324,779 in the period May 1-7, inclusive, as compared 
with 329,489 cars in the preceding period, while the average 
daily shortage of cars was 206 as compared with 177 cars in 
the preceding period, according to the car service division 
of the American Railway Association. 

The surplus was made up as follows: Box, 96,757; ven- 
tilated box, 148; auto and furniture, 9,362; total box, 106,267; 
flat, 3,211; gondola, 88,257; hopper, 92,631; total coal, 180,888; 
coke, 2,880; S. D. stock, 15,204; D. D. stock, 1,674; refrigerator, 
12,756; tank, 167; miscellaneous, 1,732; total, 324,779. 

The shortage was made up of 35 box, auto and furniture, 
, 35 flat, 118 gondola, and 2 D. D. stock. 

Canadian roads reported a surplus of 14,500 box, 400 auto 
and furniture, 700 flat, 400 gondola, 1,300 S. D. stock, and 1,175 
refrigerator cars. 


FAST SHIPPING TIME 


The recent lake-and-rail shipping time of less than six 
days from Duluth to New York City, made by the Minnesota- 
Atlantic Transit Company, was bettered when the trip was 
made in slightly over 4% days. The company’s steamer “Scran- 
ton” left Duluth May 12, at 2:30 p. m. and the cars carried 
arrived in New York City May 17, at 8 a. m., in time for 
delivery the fifth morning. 


NEED FOR INSPECTION OF ENGINES 


In a report made by the Bureau of Safety and Bureau of 
Locomotive Inspection on a derailment on the Pennsylvania 
near St. George, Pa., January 30, resulting in the death of 3 
persons and the serious injury of 33 others, a finding was 
made that the accident was caused primarily by a defective 
condition of the leading engine truck, probably contributed to 
by excessive speed. The report recommended that, to prevent 
accidents of a similar nature, prompt measures should be taken 
by responsible railway officials to have more thorough inspec 
tions and repairs made to locomotives. 


CROOKS WAREHOUSE NEW YORK OFFICE 


Crooks Terminal Warehouse, of Chicago & Kansas City, 
have opened a New York office in the Woolworth Building. 
Gordon Ross, recently connected with the Pacific Mail Steal 
ship Company, prior to which time he was traffic manager for 
Nestles Food Company, has been appointed manager. This firm 
operates over one million, two hundred thousand square feet 
of warehouse buildings, especially for merchandise storage 
Distribution of pool cars, which is becoming more popular every 
day, is one of the functions performed at their warehouses. 


ILLINOIS TRACTION EQUIPMENT 


To meet the demands of an increasing freight busines 
and anticipating a heavy graim movement this fall, 100 new bo 
cars will be added to the equipment of the Illinois Traction 
System the latter part of this month. The cars are now beillé 
built. The Wlinois Traction System has more than 500 mile 
of track in Illinois and interline freight agreements that gives 
the system a connection with more than 600 steam lines. 
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The $5,000,000 Santa Fe Terminal 


Your requirements for the South- 
west can be fulfilled in any of its 
four Units. 


UNIT 1. Nineteen story modern model finish office 
building and adjoining, ten story wholesale 


display rooms equipped for Carrying small 
stocks. 


UNIT 2. BONDED PUBLIC WAREHOUSE. Occupied 
by THE DALLAS TRANSFER COMPANY. 
General warehousing, distribution and pool car 
Service. Members American Warehouse- 
men’s Association and American Chain of 
jVarehouses. Approximately 275,000 square 
eet. 


UNIT 8. Cold Storage warehouse for perishable prod- 
ucts—1,500,000 cubic feet capacity—Occupied 
by the Southern Ice & Utilities Co. 

UNIT 4. To be occupied by Nationa] Distributors. 


All Units connected by five submerged railroad 
tracks entirely out of the Ww. 


ay of surface operations 
and interferences, through underground tubes. 


1, old Storage Unit Completed Sept. 1, 1924. 
Bonded Storage Warehouse Unit completed July a 
1924, 


The Buyers’ Center 


Contract for Space in any of its Units by applying to: 


Dallas Transfer Company, Dallas 
Southern Ice & Utilities Company, Dallas 
Terminal Building Corporation of Dallas 
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Note. items In the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change In 
this Docket will be noted elsewhere. 

May oan ton, D. C.—Examiner Carter: 
| and S. No. Lumber and forest. products between points in 

Trunk Line territory. 

Portions of Fourth Section Apps. Nos. 1774, filed by Agent Mc- 
Cain, 1563 filed by B. & O. R. R. and 1787 filed by Erie R. R., con- 
cerning rates_on lumber and forest products from Baltimore, 
Philadelphia, Jersey City and New York to destinations in Penn- 
sylvania, New Jersey and New York. 

* 1, and S. No. 2098—(first supplemental order)—Lumber and forest 
products between points in Trunk Line territory. 
we 26—New York, N. Y.—Examiner Gerry: 
11756—Bangor & Aroostook R. R. Co. et al. vs. Aberdeen & Rock- 
an dF Co. et al. (Further hearing in re petition of C. R. R. 
re) * - 
May 26—Atlanta, Ga.—Examiner Keeler: 
1. and S. No. 210i—Handling charges on cement, fertilizers, and 
salt, at South Atlantic and Gulf Ports. 
May 26—Washington, D. C.—Examiner Bunten: 
15780—Depreciation charges of carriers by water. 
Mey 26—Detroit, Mich.—Examiner Witters: 


(and Sub. Nos. 1 to 10, inclusive)—Mark McFadden et al vs. 
Director General. 


* 1. and §. 2057—Cider, vinegar, etc., between Illinois, Indiana and 
Michigan points. 
May 26—Atlanta, Ga.—Examiner Keeler: 
1, and &. No. 2101 (first supplemental order)—Handling charges on 
cement, fertilizer and salt at South Atlantic and Gulf ports. 
wer 26—Tulsa, Okla.—Examiner Seal: 
15555—-Sinclair Crude Oil Purchasing Co. et al. vs. Chicago & Erie 


R. R. et al. 
15621—(and Sub. Nos. 1 and 2)—Sinclair Crude Oil Purchasing Co. 
vs. Santa Fe et al. 
May 26—Chattanooga, Tenn.—Examiner Smith: 
15642—Star Pea Huller Company vs. C. N. O. & T. P. Ry. et al. 
May 26—Topeka, Kan.—Examiner Fuller: 
15750—(and Sub. No. 1.)—The Prairie Pipe Line Company vs. Ar- 
kansas Western Ry. et al. 
15688—The Prairie Pipe Line Company vs. Santa Fe, et al. 
15716—Cosden Oil & Gas Company vs. Santa Fe et al. 
May 26—Argument at Washington, D. C.: 
14130—R. N. Stanfield et al. ve. O.-W. R. R. & Nav. Co. et al. 
14274—The National Live Stock Exchange vs. Santa Fe et al. 
14278—-Miami Copper Company vs. Arizona Eastern R. R. et al. 
* 1. and S. No. 2066—(and first supplemental order)—Switching charges 
of Manufacturers Railway Company. . 


May 26—Washington, D. C.—Examiner McGrath: 

l. and S, No. 2096—Lime from Eastern Trunk Line points to Pitts- 

burgh, Pa., Youngstown, O. and related points. 
May 27—Tulsa, Okla.—Examiner Seal: 

I, and S. No. 2111—Petroleum from Southwestern states to M. & O. 

R. R, stations in Illinois. 
ae 27—Washington, D. C.—Examiner Pattison: 
al. Dkt. No. 327—In re tentative valuation of the properties of 
Great Northern Ry Co. and Montana Eastern Ry. Co. 
May 27—Argument at Washington, D. C.: 
11074—Jones & Laughlin Ore Company et al. vs. Director General, 
- M. & St. P. Ry. et al. 
14072—Western Newspaper Union et al. vs. Santa Fe et al. 
May 27—Detroit, Mich.—Examiner Witters: 

I, and S. No. 2105—Stoves, ranges and furnaces, Michigan points to 
various C. F. A, points. 

May 27—Chattanooga, Tenn.—Examiner Smith: 

1 pa Paint Manufacturing Company vs. Mo. Pac. R. R. 
et al. 

May 28—Argument at Washington, D. C.: 

Finance No. 3043—Construction of extension by New Mexico Central 
Railway. 

May 28—Washington, D. C.—Examiner Worthington: 

Fourth Section App. No. 12378—Filed by Florida East Coast Rail- 
way, concerning commodity rates from Jacksonville to Miami, 
Fla. (further hearing). 

May 28—Buffalo, N. Y.—Examiner Witters: 

| 18638—Pratt & Lambert, Inc., vs. D. L. & W._R. R. et al. ; 

1. and S. No. 2112—Lumber from Georgia, North Carolina, South 
Carolina and Virginia to Canada and North Troy, Vt. 

May 28—Argument at Washington, D. C.: 

14356—Chase & Norton, Inc., et al., vs. Ann Arbor R. R. et al. 

14494 (and Sub. No. 1)—Burlington Shippers’ Association et al. vs. 
Santa Fe et al. 

May 28—Wichita Kan.—Examiner Fuller: 

1 ra alee Wichita Chamber of Commerce et al. vs. A. & V. Ry. 

e a . 


May 29—Chicago, Ill.—Examiner Pyne: 
‘f. and S. No. 2110—Beets and Carrots from Texas to Eastern Des- 
tinations. 
May 29—Johnson City, Tenn.—Examiner ith: 
1h634—Craney Island Coal Company et al. vs. C. O. & O. Ry. et al. 
May 29—Argument at Washington, D. C.: 
14501—Universal Oil Company, Inc., et al., vs. Director General, 
Southern Pacific Co. et al. 
— hea) ~ peed & Refining Company, Inc., et al., vs. C. R. R. 
r) . J. et al. 
14777—The State of New York and Edw. S. Walsh, Supt. of Public 
Works of the State of New York, vs. N. Y. C. R. R. 
Mey. 31—Omaha, Neb.—Commissioner Aitchison: 
1 Tg eg Manufacturing Company vs. Atlanta & West Point 
— 
Mow 31—St, Louis, Mo.—Examiner Fuller: 


ee onerton & Eastern Railroad Company vs. C. & E. I. R. R. 
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June 2—Washington, D. C.—Commissioner McManamy and Exam, ’ 


Oliver: 


* 13569—(and numerous consolidated cases and related fourth section — 


applications)—Southeastern Sugar Investigation, 
June 2—Lafayette, Ind.—Examiner Fuller: f 
* 1. and S. No, 2120Strawboard from Déliphi and Lafayette, Ind., to 
upper Mississippi River crossings. 
June 2—Chicago—Examiner Payne: 
1. and S. No. 2113—Lake and Rail Rates to Eastern Destinations 
June 2—Washington, D, C.—Director Mahaffie: 
Finance No. 3874—Excess income of the Okmulgee Northern Railway 
Company. 
June 2—Excelsion Springs, Mo.—Examiner Seal: 
15585—-Miller Petroleum Company et al. vs. Ahnapee & Western Ry, 


et al. 
15584—-Sinclair Refining Company et al. vs. Ahnapee & Western Ry, 


et al. 
15255 (and Sub. No. 1)—Chestnut & Smith Corporation et al, ys, 
Aberdeen & Rockfish R. R. et al. 
June 3—Cincinnati, Ohio—Examiner Disque: 
14055—The Charles Boldt Glass Company vs. C. B. & Q. R. R. et al, 


1. and S. No. 2114—Silica sand from points in Illinois and Iowa to 
Cincinnati, Ohio. 


June 3—Eau Claire, Wis.—Wisconsin commission: 

* Finance No. 3219—In the matter of the application of the Stanley, 
Merrill & Phillips Ry. Co. for a certificate of public convenience 
and necessity authorizing it to abandon a portion of its line of 
railroad. 

June 3—Chicago, Ill.—Examiner Pyne: 

* 15685—Dolese Bros. Company vs. C. R. I. & P. Ry. 

* 15702—Egyptian Tie & Timber Company vs. Mo. Pac. R. R. et al. 

June 4—Washington, D,. C.—Examiner Oliver: 

1. and S. No. 2104—Sugar, Macon territory to Southwestern states, 

Portions of Fourth Section Apps. Nos, 699, 700 an 01, filed by 

Agents Leland and Tucker, concerning rates on sugar, C. L., from 

points in Macon, Ga., territory to points in Arkansas, Louisiana, 

—- Oklahoma and Texas. (In connection with I. & S, No 
). 

June 4—Chicago Ill.—Examiner Pyne: 

* 1. and S. No. 2121—Paper and paper articles, Michigan to Louisiana 
and Texas. 

June 4—Argument at Washington, D. C.: 

1. and S. No. 1769—Butter, 6ggs, dairy products and poultry from 
the Southwest to defined territories and Central and Trunk Line 


points. 
14592—-Dallas Chamber of Commerce vs. Abilene & Southern Ry. et al. 
Portions of Fourth Section App. No, 469, filed by Agent Leland, 
in re rates on butter, eggs and dressed poultry from Houston and 
other Texas points to Cleveland, O., Pittsburgh, Pa., etc. 
* Finance No. 3138—Construction of extension and cut-off by Okmulgee 
Northern Railway. 


June 5—Chicago, Ill—Examiner Pyne: 
* 45261—Armour Fertilizer Works vs. N. O. T. & M. Ry. et al. 
* 15666—American Sand & Gravel Company vs. Director General. 
June 5—Washington, D. C.—Assistant Director Burnside: 
Finance No. 3652—Excess income of the Cambria & Indiana Rail- 
road Company. 
June 5—Argument at Washington, D. C.: 
14826—Cullum & Boren Company et al. vs. C. B. & Q. R. R. et al. 
Il. and S. No. 1953—Lignite coal from North Dakota to stations in 
North Dakota, South Dakota and Minnesota. 
June 6—Des Moines, Ia.—Examiner Disque: 
* 15860—Dolese Brothers Company vs. C. R. I. & P. Ry. et al. 


June 6—New York City, N. Y.—Examiner Oliver: 
* 42066—Construction and repair of railway equipment. (With refer 
ence to locomotive equipment of the C. R. R,. of N. J. 


June 6—Chicago, Ill—Examiner Pyne: 

* 15737—Fortune Products Company et al. vs. A. T. & S. F. Ry. et al 

* |, and S. No. 2126—Combination rule on live stock between Wester 
points. 


June 6—Argument at Washington, D. C.: 
13313—Michigan Traffic Leagues vs. Ann Arbor R. R. et al. 


June 6—Des Moines, Ia.—Examiner Disque: 
15228—The Board of R. R. Commissioners of Iowa vs. Alton & 
Southern R. R. et al. 
15266—Lehigh Portland Cement Company et al. vs. Santa Fe, et a 
15299—-Hanibal Shippers’ Association vs. Santa Fe et al. R 
15629—The Atlas Portland Cement Company vs. C. B. & Q. BR. 
et al. 


June 9—Chicago, Ill.—Examiner Pyne: Res: 
i. and S, No. 2116—Cheese from Wisconsin and defined territories 
to Arkansas, Louisiana, Oklahoma and Texas. al 

* 45880—Armour and Company, et al. vs. Abilene & Southern Ry. et # 


June 9—Kansas City, Mo.—Examiner Seal: 
1. and S. No. 2118—Cement, Oklahoma and Kansas to Texas. 


June 9—Washington, D. C.—Examiner Sweet: 
13345—In the matter of divisions of joint rates, fares and charge 
on traffic interchanged between the Missouri & North Ar 
Railroad Company and its connections. v 


June 9—Portland, Ore.—Examiner Weaver: . 
15236—The Cattle & Horse Raisers’ Association of Oregon et — 
Northern Pacific Ry. et al. Fourth Section Applications “4 
12572, 903 and 9974, filed by Oregon Short Line R. R., relative ; 
rates on live stock from Idaho and Montana to points in Ores? 
and Washington. 
June 10—Portland, Ore.—Examiner Weaver: tte, 
15488—Northwestern Live Stock Shippers’ Traffic League vs. Bull 
Aniacona & Pacific Ry. et al. 
June 10—New York, N. Y.—Examiner Gerry: Rock- 
11756—Bangor & Aroostook R. R. Co. et al. vs. Aberdeen & 
fish R. R, Co. et al. (Further hearing in re complainants. of 
petition; petition of carriers in western district; and petition 
carriers in southern group). 
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Are you having in the 


Chicago and Kansas City 
Territory? 









Are your sales decreasing 
How quickly can you make deliveries 
How much business have you lost 

~thru inability to make immediate deliveries 
Are your present freight costs a hindrance 
Is your merchandise properly handled and stored 





If you experience these difficulties permit us to serve you 
thru our WELL LOCATED, THOROUGHLY EQUIPPED 
and STRICTLY MODERN WAREHOUSES in CHICAGO 
and KANSAS CITY—two of the most important shipping 
points in the country. 


We receive, store and reship Carload or Less than Carload 
lots of any class of merchandise with promptness and accuracy. 


CAPACITY OVER 3,000 CARLOADS 


Crooks TERMINAL WAREHOUSES 


CHICAGO KANSAS CITY 


For the convenience of Eastern firms we 
maintain an office in the Woolworth Bldg., 
New_York City. Gordon Ross, Manager 
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ROUTE YOUR FREIGHT 


FOR 


REGULAR DEPENDABLE SERVICE 


VIA THE 


SOO LINE 


BETWEEN 
ALL POINTS 1 tue EAST ann SOUTH 
AND 


NORTHWEST, WESTERN CANADA 
NORTH PACIFIC COAST) 











(Fe aveld delay, shipments for Canadian destinations acoompanied by $ adil: A b gp tmee id pao sagen aes ® IN re cae 
This document must be delivered railread agent - "Initlel point with the shipment and aceompany to Canadian port of 
~ in, @ AGENCIES Pittsburgh, Pa., 340 Sixth Ave. 

Beta, ra Les Angeles, Cal., 605 So. Spring St. Portland, Ore., 565 Third St. 

ad} ty a eB ag ig Ba 

ead +f ty Milwaukee, Wis., 68 W: St. St. Paul, Minz., 1112 National 
meal Falls, Wis. 918 Majestic Bids. Bank Bidg. 
Cincinnati, 0., 409 Traction Bldg. Minneapolis, Minz., Soo Line Bidg., Sth St. San Francisce, Cal., 675 Market St. 

O., 1040 Prospect Ave. and Marquette Ave. Sault Ste. Marie, Mich. ‘enka. 

Detroit, Mich., 811 Free Press 4 Seattle, Wash., 608 2nd Ave, 
Dulw est New York, N. Y., Woolworth Bldg. Spokane, Wash., 1006 Old Nat’l Bank Bidg. 
Indies pee og 522 79 Bldg. Philadelphia; ~ Gon Bilis Locust St. at Woskeske, Wis. 
Kansas City, Me., 788 Railway Ex. Bldg Winnipeg, Man., 608-604 Lombard Bldg, 


ROUTE YOUR FREIGHT-CARE SOO LINE 
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Remarkable new box 
reduces 
refrigerating costs 





If you ship perishables or semi-perishables you know that 
refrigerating costs are no small items. 


Yours is the opportunity now to reduce those costs by 
shipping your goods in Balsa Boxes—a new and remark- 
able wood. / | 


Balsa Wood boxes resist heat and cold. The difference 
in temperature of perishablesandsemi-perishables between 
point of origin and point of destination is negligible. Ice 
cream has been shipped by express in a Balsa Box from 
Cincinnati to New York, and arrived in a satisfactory 
condition. 


Balsa Boxes are strong and resilient, yet they are light 
and do not chip or split. Girdled with steel band as a 
protection against pilferage. Burn very slowly. 


Balsa Boxes made to order. Write for costs and further 
information to 


BALSA BOX DEPARTMENT 
THE FLEISCHMANN TRANSPORTATION COMPANY 


699 Washington Street, 327 South La Salle Street, 
NEW YORK CHICAGO, ILL. 
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A Dependable Service 


«“ The Delaware and Hudson ” 
. is the Transportation Link Connect- 9 
” ing the New England States with the 
South and West, and Eastern Canada 
with All Points South. 


DELAWARE & HUDSON SERVICE is co-ordinated with that of 






















The Canadian National Railways...................008. 

I I I oo achaceiaitinn Wilh sien iewlidicln. ee eee a AIO | via Rouses Point, N. Y. 
The Quebec, Montreal & Southern..................000- 

Tink ee: (ENDS a 5 «56 5e crc sia 0s bine Bae ope ese ee via Mechanicville, N. Y. 
TA TE GE FED 3n cc cece ce cecsdaventretesaped en, , a 2 2 

Te UID bb gees ccc ccene vet eeeeetr seas A eves 

Fa A I, oho rece nslcs «cream cane bentblind cb eons via Wilkes-Barre, Pa. 
The a a Oe Oc WS kaso a ee ee oes ei eee us 

ee Se RARE ER, Ci i . F 
IES OS FORD SE ET | NE eT } via Binghamton, N. Y. 
a MEIN o, 5-ciidea: sp atures a % eo 4a ee een ee via Owego, N. Y. 





Thus providing a dependable through service for the movement of fuel, raw materials, 
finished products and general merchandise between territories of large population. 






LESS-THAN-CARLOAD FREIGHT ROUTED VIA DELAWARE AND HUDSON has the advantage of 
unusually broad loading classifications, providing through cars east, west, north and south, to and 
from many cities in Massachusetts, New York, New Jersey, Pennsylvania, Maryland, Virginia, Michi- 
gan, Ohio, Indiana, Illinois and Missouri, or a "short haul to transfer points making destination cars or 
loading to near-home transfers. 





OUR NEAREST REPRESENTATIVE will render you helpful service, if given opportunity. All our 
Traffic Agencies are furnished information daily relative to junction passings. The Agency nearest 
you will keep you advised of the progress of your urgent carload shipments if requested to do so. 





DELAWARE & HUDSON FREIGHT TRAFFIC AGENCIES 
ALBANY, N. Y.—Telephone Main 3380 















i a Se ee Sr DG EE oe cto hiee- one dees 34> Vase en ae We bone as ics oes Chbaeeeeset seeee D. & H. Building 

Ch? Be, Bs vc écccwceededeeesbhwiekile RICUE. RUG. TRCN TOR as 6.5 is Shire sin So 5k cic NES 4D Fo tnd dc cbbubwle bakin odes D. & H. Building 
ATLANTA, GA. . 

Monte Pickens, Fis .cccccccccesscves CN, Biss v5 Fb CRT i 6 on es eres cieussnanepéccshaedanaw semen 913 Healey Building 


a at | MASS.—Telephone Main 1323 
SE er re pe SE a... Autre hic «'< ctobd Ghs Beeiiecw od bowbws ome 715-716 Old South Building 


eG Ca wb. gee eatin aes OSs ae MINNIE A «00-0: ak 0.0 ula Wad a hpremiely Owe Gieia in On pula ae tee 722 Ellicott Square Building 
Ts ILL.—Telephone Wabash 8994 













Bs WOM, Ble sc 005650405 0.05 08 NE . II avin ce wcewnw ontwe nanan 838-839 Transportation Bldg., 609 South Dearborn Street 
weuiaiinad. QUE.—Telephone Main 638 : 
pS es eet eee Genser Concise Wemeet. BOOMs os. 66 55 i. 6 eG hed ve ec teteteeecbes 2388 St. James Street 
NEW YORK, N. Y.—Telephone Whitehall 5648 and 5649 
a Re ere INE “MINED oo sthse 5 aWin ares VSS opine noe a Wwieny od 6% @ureiaemiere 1446-48 Woolworth Building, 233 Broadway 
— a N. Y.—Telephone 1500 ' 
ee ro re eee eS TE IB a on: iso wis sain ws 60.000 one 05 54a ME Le ee So ew iewn eee 191 Main Street 
ruiomuenea PA.—Telephone Spruce 9436 
Ww. ey ~~ Reeeiper ree Pacts General Southern Freight Agent............... 1109-10 Finance Bldg., 1420-26 South Penn Square 
PITTSBURGH, PA.—Telephone Smithfield 1212 
ey MEd ss ckcharenés eens’ CO SLs ccaspickewiaty wis mates Vanek Sab Rens sete ew ce bos 513-514 Bessemer Building 
pe ee re ee er ee PRE 7 BOVE AOE, FOIE 6 ok on F606 0 6 dia: 0:che sab S ab a Gas Galea he ba's sie sa 513-514 Bessemer Building 














IES A tS i ne ie TO. Da inc 0- cee tn iro incwian evtittiiatichiiande ++ 0%s2+ses tebe, aoe 
SCRANTON, PA.—Telephone Bell 475, Con. 557 
J. J. Coyle phat nle 5 Ursleelad oie eutabeN eels mee Te Ts iia wine wines oie sate ce geen eneaeseueue D. & H. Passenger Station 
ST. LOUIS, MO.—Telephone Olive 1651 
9 i ~~~" etipareg piesa ERE a | ES ee ee Pee ee eee te Sos cere eS SS ee 1021-1022 Pierce Building 
TROY, N. Y¥.—Telephone 765 . 
BD. Ss DRG a. + aisinddoh ees debe ivisi 





apis eionedi SAN in em Ara whe ae TRE ots AN an pone ae ccc tesa Ee Union Station 











G. Story, General Freight Agent, Albany, N. Y. . W. Nyland, Coal Freight Agent, Albany, N. Y. 
C. E. Rolfe, Ass’t Gen’l Traf. Megr., Albany, N. Y. W. J. Mullin, Gen’] Traffic Manager, Albany, N. Y. 


fey A SHORTEST—QUICKEST—BEST PASSENGER ROUTE 
BETWEEN NEW YORK AND MONTREAL 
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mies teeters FACIF iC LINES 


Westward the Course of Empire! 


URELY, but not slowly, the South and West, leaving behind their 
pioneer days, are emerging from the status of producers of raw 
materials only and pressing forward in the manufacture of finished 

products. 

Eight great States served by the Southern Pacific in the South and 
West offer limitless opportunities for energetic men and women seek- 
ing fresh fields of endeavor where large or small capital finds ready 
means of employment, and where industry, honesty, thrift and initiative 
will lay a solid foundation for success. 

On the front cover of this publication are shown the addresses of 
general agencies maintained by this company in the East, Southeast and 
Middle West. Write, wire, or call upon “General Agent, Southern Pa- 
cific Lines,” at addresses given, for information regarding— 


Business Opportunities — Industrial Locations 
or 


Anything You Desire to Learn of Conditions 
in 
Eight Great American States: 


Louisiana Texas New Mexico Arizona 
California Oregon Nevada Utah 


served by nearly 13,000 miles of Southern Pacific rails 
and in 
_ Four Great Mexican States: 


Sonora Sinaloa Nayarit Jalisco 


served by nearly 1,300 miles of Southern Pacific rails 


A CHOICE OF CLIMATE, POPULATION, 
PRODUCTION AND INDUSTRIAL OPPOR- 
TUNITY UNRIVALED ANYWHERE! 


Address ‘‘General Agent, Southern Pacific Lines’’ 
The Postman Knows Him 


eet ete Fr IC.|hULLLILNE S 





